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'} tions are working in harmony and without duplication. 
> traffic clubs, while giving attention to the same phase of the 


F) of education in the schools. 
») will work hand in hand and enthusiastically. 
) to be done in both fields and even duplication would not be a 
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TRANSPORTATION EDUCATION 


The report of the special committee on transportation 
education of the National Industrial Traffic League and the 

s action of the League in approving the report and continuing 
the committee, as told in last week’s Traffic World, gives 
further impetus to the campaign started by the traffic clubs 
of the country. It is to be observed that the two organiza- 
The 


problem that is considered by the Traffic League, and to 


> other phases also, is giving its first and more intensive atten- 
oy 


tion to the problem of bringing to the business executive an 
appreciation of the importance of the traffic department and 
} the traffic man. The Traffic League is devoting its efforts 
to the future or inexperienced traffic man, its field being that 
It is to be hoped that the two 
There is much 


disaster, though that can be avoided with co-operation. We 
) think every traffic club ought at once to appoint a committee 
> on education or assign the subject of education to some 
| other committee that is able to deal with it. 


Another body that is giving attention to the matter of 
' transportation education (transportation being a part of the 
| subject of public utilities) is the National Association of 
| Railway and Utilities Commissioners, an organization made 
» up of the various public utility regulating bodies. At its 
recent meeting in Asheville, there was submitted a report 
from its committee on public relations, E. I. Lewis, member 
of the Interstate Commerce Commission, chairman. This 
report, which dealt with education, was to have been made 
| the subject of a round table discussion, but, owing to the 
| absence of Mr. Lewis, it was not even read. It is, however, 
| apart of the proceedings and will, doubtless, be the subject 
of future consideration. It deals entirely with the matter of 
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academic instruction, or education in the schools, but it is 
important and interesting. 


Last year’s convention had declared in favor of “a well 
directed program of education to the end that our citizens 
may obtain a more thorough knowledge and appreciation of 
regulatory problems and the duties and responsibilities of the 
regulatory bodies.” The report says: 


This has to do with the public mind that exists today. Your 
committee’s survey reveals that much is being done to enlighten it. 
Public utilities and common carriers are going to no end of trouble 
to acquaint the public with their services and, to a considerable 
extent, with their intimate affairs. They open their plants and 
equipments and invite acquaintance. They break down their rev- 
enue, expense and financial accounts and present them in detail, 
inviting on such showing, customer participation in ownership, the 
astounding extent of which was summarized in last year’s report. 
Railway and utility executive and experts go onto the lecture and 
educational platform. All this contributes to broader understanding. 
Some public service and railroad commissioners are doing this same 
kind of work in their fields of jurisdiction, explaining why govern- 
ment has extended its police power for protection of the public 
welfare or interest. A survey reveals that not enough of this work 
is being done. As part of the larger educational program, there 
should be included the preparation of a pamphlet that, with adapta- 
tion to the somewhat differing laws and conditions in various 
states, could be distributed broadly by state commissions. 


Another thing that the 1925 convention did was to 
declare itself favorable to “the introduction in schools and 
colleges of instruction in the fundamentals of valuation, rate 
making and regulation.” Preparatory to that step, it directed 
the committee on public relations to make a “survey of 
what, if anything, is now taught on this subject and matter 
of vital concern in the elementary schools, the high schools 
and the higher educational institutions of the various indi- 
vidual states.” The committee made this survey. It had 
several phases. First through co-operation of state commis- 
sioners the committee ascertained what, if anything, is taught 
in the various schools in the various states. Second, edu- 
cators were interviewed. Third, there was an inventorying 
and analysis of school and text-books. Fourth, some of the 
school and text-book publishers were interviewed. 


The survey, the committee reports, reveals recognition 
of the ever increasing importance of the functions performed 
in modern, highly industrialized society by public utilities, 
the desirability of promoting and encouraging sound public 
relations, and that efficient management and progressive oper- 
ation of utility properties has reached many of the larger 
colleges and universities of recognized standing. They 
recently have added courses, leading to degrees, in the funda- 
mental economic principles underlying public utility busi- 
nesses, and emphasize the economic, financial, legal, and 
managerial principles underlying operation and management 
and the problems arising out of public regulation and control. 
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ILLINOIS TRACTION SYSTEM 


Traffic Department Representatives 


BIRMINGHAM, ALA., 737 Ist Natl. Bank Bldg.— 
L. POOLE, General Agent. 
BLOOMINGTON, ILL., South Madison St.— 
H. JOHNSTON, General Agent. 
CHAMPAIGN, ILL., 41 East University St.— 
G. W. MANLEY, General Agent. 
CHICAGO, ILL., 208 South LaSalle St.— 
D. R. PECK, General Agent. 
CINCINNATI, OHIO, Room 301 Bell Block, 6th 
and Vine Sts.— 
ALVIN ROEHR, General Agent. 
CLEVELAND, OHIO, 415 Swetland Bldg.— 
J. M. BOAK, General Agent. 
DALLAS, TEX., 618 Santa Fe Bldg.— 
ED. R. HORTON, General Agent. 


DANVILLE, ILL., 32 South Vermilion St.— 
J. E. DILLON, General Agent. 


DECATUR, ILL., 600 North V ke St.— 
Lite ah 
DETROIT, MICH., 703 Transportation Bldg.— 
EACH. General Agent. - 
KANSAS CITY, MO., 211 Ry. Exch Bldg.— 
L. W. Gent, General Agent. weenie 
MEMPHIS, TENN., 33 Porter Bldg.— 

H. W. STIGLER, General Agent. 
MILWAUKEE, WIS., 601 Ry. Exchange Bldg.— 
J. C. McCUTCHEN, General Agent. ~ 
Arete, MINN., 1139 Metropolitan Life 


. F. 





Freight Connections and Junction Points on 
Main Division 


Alton & Eastern— 
Granite City, Ill. (via Alt & Sou or 

s8t.L.M BT) 
Venice Ill. (via So Ry. V & C Belt) 


Alton & Southern— 
Granite City, Ill 
Venice. Il). (via So Ry V & C Belt) 


Atchison, Topeka & Santa Fe— 
East Peoria. Ill. (via P. & P. U) 
Morton. Ill. 


Baltimore & Ohio— 
Granito City, Ill. (via Alt & Sou or 
St. L.M B. T>). 
Springfield. IU. 
Venice. Ill. (vis 80 Ry. V. & C. Belt) 


Chicago & Alton— 
Anderson, Ill. 
East Peoria. Ill. (via P. & PU) 
Granite City. Il (via St LM BT >. 
Selbytown, Ill. 
Springfield IN) (vial C of S T 
Venice Ill (viaSo Ry V.&C Belt) 
Westecart II. 


Chicago & Eastern Ilinois— 
Bronson, IU 
Glover. Ill. 
Grans‘e City. Il. (via St LM BT) 
Westville. Il. 


Chicago & Illinois Midland— 
Auburn. Ill. 
East Peoria. Ill. (via Tl & PU» 
Springtield. I) (vial C of 8 T) 


Chicago & North Western— 
Bonld, Itt. 
Fast Peoria Ill. (via P.& PU). 


Chicago, Burlington & Quincy— 
East Peoria, Ill. (via P & P U >. 
Girard, Lil. 

Granite City. Ill. (viaSt LM BT») 
St. Louis. Mo. (viaSt.L M BT) 
Venice. Ill (viaSo Ry V.&C Belt) 


Chicago, Rock Island & Pacific — 
East Peoria. Ill. (via P.& PU) 
Granite City, Ill. (via St.L.M.BT) 
St. Louis, Mo. (via St. L.M B.T> 


Cincinnati, Indianapolis & Western 
Decatur. Il). (via Wabash Ry.) 
Springfield. Ill. 


Cleveland, Cincinnati, Chicago & 
$t. Louis— 

Bloomington, Ill. 
Danville (Hillery), Li. 
Ea-t Peoria, Ill. (via P. & P. U) 
Granite City. Ill. (via St.L.M BT) 
Mackinaw. Ill. 
Venice, Ill. (via So. Ry. V. & C. Belt) 


East St. Louis & Carondelet — 
Granite City. Ill. (vis St.L M BT). 


East St. Louis, Columbia & Water- 


joo— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 


East St. Louis Connecting— 
Granite City, Ill. (via St.L M B.T.) 
Venice, Ill. (via So. Ry. VV. & C Belt) 


East St. Louis Junction— 
Granite City, Ill. (via St L.M B_T.). 
Vonice, Ill. (via So. Ry. V. & C. Belt). 


Ilinois Central— 
Bloomington, III. 
Decatur, Ill. (via Wahash). 
East Peoria, Ill. (via P,_ & PU) 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Moore, IU. 
Seymour, Ill. 
Springfield. Ill. 
Venice. Ill. (vis So. Ry. V.&C Belt) 


Illinois Terminal— 
Edwardsville, Ill. 


Illinois Transfer— 
Granite City. Ill. (via St.L.M B.T > 


Litchfield & Madison— 
Granite City, Il. (via Alt. & Sou or 
8&t. L. M. B. T.). 
Moore, Iii. 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Worden, Ii. 
Louisville & Nashville— 
Granite City, Ill. (via Alt. & Sov.)or 
&t. L. M. B. T.). 
Venice. Ill. (via So. Ry V.&C. Belt) 








<.— 
C. A. CANNING, General Agent. 


W. H. WYLIE, E. E. KESTER, 
Traffic Manager, Assista 
Sp eld, fil. nt Traffic Manager, 


Springfield, Ill. 


Manufacturers— 
Granite City, Il] (viaSt L M 
St Louis, Mo. (via St L M 


Minneapolis & St. Louis— 
East Peoria Ill. (via P & P. 


Mississippi Warrior Service— 
Granite City, Il. (via St. LD. M BOT 
or Alt. & Sou ). 
St. Louis, Mo. (via St. L. M.B T) 
Venice, Ill. (viaSo Ry. V. & C. Belt) 


Missouri-Kansas-Texas— 
Granite City, Ill. (via St. L.M 
St Louis. Mo (via St. L.M 


Missouri Pacific— 

Granite City, Ill.-(via Alt. & Sou. or 
St L.M B. T.). 

St Louis. Mo. (via St. L. M. B. T) 


Mobile & Ohio— 

Granite City, U1. (via Alt. & Sou o: 
St L M B T>). 

Venice, Il (via So. Ry. V.& C Belt) 


New York, Chicago & St. Lovis— 

Bloonungton, Ill. (via C. C. C. & 
St. L. or IL Cent.). 

East Peoria Ill. (via P. & P. U) 

Edwardsville, Ill. (via I T. Co). 

Granite City, Ill. (via Alt. & Sou or 
St L. M. B. T.). 

Ridge Farm, I. 

Venice, Ill. (via So. Ry. V. & C. Belt) 


Pennsylvania R. R. System— 
Decatur, I1!). (via Wabash Ry.). 
East Peoria, 1. (via P. & P. UD). 
Granize City, I. (via Alt. & Sou. or 

St L. M. B. T.. 
Morton, Ill. (via A. T. & 8. F.). 
Venice. Ill. (via So. Ry. V. & UC. Belt) 


Peoria & Eastern— 
Bloomington, I. 
Danville (Hillery), TM. 
East Peoria, Hl. (via P. & P. U2). 
Muckinaw, Ill. 
Peoria & Pekin Union— 
Vast Peoria, Ill. 


Peoria Ry. Terminal Co.— 
Last l’coria, Ill. (via P. & P. U.). 


St. Louis & Belleville Electric— 

Granite City, Il. (via Alt. & Sou. or 
St LM B.T.) 

Venice, Ll. (via So. Ry. V. & C. Belt) 


St. Louis & O’Fallon— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.).. 
Vonice, I. (via So. Ry. V. & C. Belt). 


St. Lovis & Ohio River— 

Granite City, I. (vid Alt. & Sou. or 
St. L. M. B. T.). 

St. Louis Belt & Terminal— 
(iranite City, IN. (via St.L.M B.T.). 
St Louie. Mo (via St. L.M BT) 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Il. 
St. Louis, Mo. 

St. Louis-San Francisco— 

Granite City, Il). (via St.L.M.B.T ). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Southwestern— 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
St Louis, Mo. (via St. L. M.B T). 

St. Louis Transfer— 

Granite City, Ill. (via St.L.M.B.T ) 
St Louis, Mo. (via St. L. M. B. T.) 

St. Louis, Troy & Eastern— 
Fdwardsville, Ill. 

Granite City, Il. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Il. (via So. Ry. V. & C. Belt). 


B.T). 
B.T). 
Uv) 


BT). 
B. T.). 





Terminal Railroad Association of 

St. Louis— 
Granite City II. (via St.L.M.R T ) 
St Louis, Mo. (via St. L. M B.T >. 
Venice, Il. (via So. Ry. V & C. Belt) 
=> —— a Western— 

ast Peoria, Ill. (via P & P. U.) 

Wabash— 


Danville (Tilton), Ill. 


Southern— Decatur, Ill. ; 
Granite City, Ill. ¢via Alt. & Sou. or Granite City, Ill. (via St. L. M. B. T. 
St. L. M. B. T.) or Alt. & Sou.). 


Venice, Ill. (via So. Ry. V. & C. Belt). 
Southern (V. & C. Belt)— 
Granite City, Ill. (via Alt. & Sou. or 
St. L.M B.T). 
Venice, Ill. 
Springfield Terminal— 
Springfield, Ii! 


Riverton, II. 
St. Louis, Mo. (via St. L. M. B. T.). 
Springfield, Ill. 
Staunton, Il. 
Ser ag — 
enice, Ill. (via So. Ry. V. & C. Belt). 
Wiggins Ferry Co.— 
Granite City. Il! (via St.L M B.T.) 


Atchison, Topeka & Santa Fe— 
Streator UL 


Chicago & Alton— 
Streator, Lil. (via A. T. & S. F.). 


Chicago & North Western— 
Spring Valley. lil. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator. lll. (via A. T. & S. F.). 


Chicago, Milwaukee & St. Paul— 
DePue. Ill. (via C. R. 1. & P.). 


NEW YORK, N. Y., 501 Maritime Exchange— 
L. B. KELZ, General Agent. 


PEORIA, ILL., 630 South Washington St.— 
W. M. LONG, General Agent. 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, General Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts.— 
E. L. McKEE, General Agent. 


TULSA, OKLA., 818 Clinton Bldg.— 
L. W. GENT, General Agent. 
W. H. BLAIR, 

Chief Tariff Bureau, 
Springfield, Il. 


Freight Connections and Junction Points 


(Illinois Valley Division) 


Do Pue, Ill 

Ottawa, Ill 

Marseilles, IU. 

Minooka, Ill (via F. J. & FE.) 


Utica, 1 
Elgin, Joliet & Eastern— 


Minooka, Ill. 
Rockdale, Ili. 
New York Ceatral— 
De Pue, Ill. (via C. R. I. & P.). 
Streator, Ill. 


Wabash— 
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Chicago, Rock Island & Pacific— 


Spring Valley, IIL (via C. & N. W). 


Streator, Ill. (via A. T. & 8. F.). 
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yecember 4, 1926 THE 
Some universities have provided courses on transportation. 
[he diversified character of the relation and control of 
utilities to the public necessarily limits the student to special- 
ization. Separate groups of courses of instruction are de- 
signed primarily to that end. In some of the smaller univer- 
sities and colleges and included in the curricula of Civics, 
Commerce, Economics, and Sociology, a text is used. The 
courses offered are, in the main, elective. 


Coming to the public schools, elementary and high, the 
report says that, in the elementary grades in a small minority 
of the states, the subject is treated in a cursory and perfunc- 
tory fashion, chiefly in the text-books on Elementary Civics 
or Commercial Geography. In no instance in the high or 
elementary schools was found a curriculum including a 
course in the subject. The report says that practically noth- 
ing is taught in the elementary schools. In some communi- 
ties, and possibly in some states, books on civics, history, and 
commercial geography used in the grades, beginning with or 
above the sixth, contain scattering references to common 
carriers and other public utilities. There is lacking assem- 
blage so that there may be visualization or comprehension 
that will vitalize the subject and appeal to the child’s interest. 
The reports from the states emphasize by repetition that 
regulation is either not touched on or receives inadequate 
presentation. Inasmuch as most of the citizens of tomorrow 
who are going to constitute its public mind do not get to the 
high school, or at least through it, the failure to reach them 
in the grades is serious, the committee says. 

Books and teachers, it says, are in need of revision. 
Many of the books used are old; the facts covering utility 
regulation are distorted and prejudicial conclusions are 
drawn. In others the treatment accorded the subject is so 
meager as to preclude a proper understanding. Regulation 
generally is ignored. There is no uniformity in the text- 
books used. Some of the states prescribe the text-books ; in 
others, the school districts determine what books are to be 
used. Thus, there is encountered difficulty in reaching any 
central agency with arguments against objectionable texts. 
The investigation has directed attention to the teacher and 
to the vital part he is in the instruction of the pupil. Many 
were educated in the days of the old order of things and 
their ideas continue to be of that pre-regulation age that 
pretty much is history instead of actuality. How much, as 
compared with the character of the texts, the criticism of 
incorrect instruction is chargeable to uninformed and preju- 
diced teachers is not susceptible of measurement. The com- 
mittee says its study leaves no doubt, however, that badly 
informed or prejudiced teachers do great harm by instilling 
in the mind of the pupil a misunderstanding and distrust of 
bodies corporate. The pupil, in the formative period of 
thought, is more receptive of the spoken word than the 
written text. Here, then, it says, is a field in which much 
good can be accomplished. The publications of the various 
organizations reaching the teachers should provide a medium 
for carrying to them the tidings of the new order of things 
and of thought. 

The text-books examined revealed not only inadequate 
treatment but lack of accuracy. In the subjects of Civics, 
Commercial Geography, and American History, among 
others, treatment ran the gamut from short paragraphs to a 
few pages. The student acquires a knowledge of regulatory 
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problems that is meager and defective. Is it a matter of 
wonderment, then, that today a large percentage of our 
citizenship labors under a misapprehension as to the true 
concept of the problems that confront the bodies in which 
regulation is vested, the committee asks. 


It was found that many of the text-books still in use 
were written in the early part of the century when there was 
great public agitation against abuses, practices, and attitude 
of corporate public servants which resulted in most of the 
states enacting public utility commission laws and the states 
and federal government adding greatly to the powers of 
commissions charged with the regulation of common carriers. 
These text-books emphasize among other things: Corpora- 
tion graft; disregard of public sentiment ; corruption of legis- 
latures and councils; the necessity of the people protecting 
themselves against crooked legislatures, councils, and officials 
giving away valuable franchises ; the iniquities of 99 and 999 
year franchises ; the justice of municipalities requiring heavy 
franchise tax payments; the watering of stock; the necessity 
of competition or, in the absence thereof, of either outright 
municipalization or municipal control. While it is not sur- 
prising that the text of these books written 10 or 15 years 
ago presents a somewhat harrowing summation of conditions 
that precipitated state regulation, which has pretty effectively 
put a stop to most of these abuses, it is surprising, the com- 
mittee thinks, to find that some of the states that are regarded 
as progressive in educational policies are permitting the 
citizenship of tomorrow to be nurtured on this sort of meat. 
Being of a date prior to general assumption by the states of 
their powers to regulate, these texts are innocent of state- 
ment of the application of the police power which is now 
almost universally exercised. There is no enlightenment as 
to reasons for regulation, or instruction as to how it is ap- 
plied. The avenue of escape generally pointed out is 
“municipalization and nationalization,’ or “municipal con- 
trol’”—terms indefinitely used. 

The text-books written in the last few years, the com- 
mittee says, are better, but some of them written in the last 
five years indicate that not all of the writers are abreast of 
either modern thought and practice or of conditions that have 
come to pass as the result of regulation and its efficient hand 
maidens, public hearings and uniform accounting. As a 
rule, most of even the more recently written texts ignore or 
scantily touch on state regulation. There is recognition of 
the existence of interstate regulation, but often the text is 
inadequate and misleading. The report says: 

The public mind of tomorrow is now represented by the million 
brains that are voraciously absorbing their first impressions of life, 
that are receiving their first instructions and that are even now in 
the advanced lines of education and experience. Most of these 
brains, in that impressionable period which shapes life, are under 
the influence of the school system. It would seem to follow that 
if we want to produce a public mind that will understand the public 
servant and regulatory problems we must look to the school influ- 
ence. Our survey leads to the conclusions that education, below the 
colleges, is inadequate and unsatisfactory. The citizens of tomor- 
row who will not progress to even the high school should be 
reached in the grade schools. The survey is sufficient to lead to the 
conclusion that steps should be taken to have old text revised or 
its use discontinued, and that much of recent text should be cor- 
rected, clarified, or amplified. While there may be, here and there, 
exceptions to these conclusions the fact is that all text should be 
carefully reviewed. 

The last phase of the survey consisted of a sufficient 
contact with school book publishing houses to indicate that 
they will welcome such activity on the part of the association, 
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the report says. The attitude of publishers is that the sub- 
ject warrants more general inclusion in courses of study in 
the schools, at least from the sixth grade up. Some have a 
hazy idea that perhaps text is a little in need of overhauling 
but they are not inclined to admit that it is quite as bad and 
inadequate as some of it really is. The publishers, however, 
want good text and they stand ready to correct existing 
books and to put out new text-books if there is a demand for 
such courses of instruction. Some are of the thought that, 
the subject matter being of such importance, general intro- 
duction of it into the schools can be brought about through 
the state commissions. 

Those in direction of education in different states, and 
even in different administrative divisions of the same state, 
the report says, are of differing mental attitudes. Generally, 
encouragement is given to the plan of including such educa- 
tion in the curricula above the fifth or sixth grade but there 
are expressions of the thought that pupils are already 
crowded to the limit and that “everything cannot be taught 
in the schools.” It will be necessary, it is stated, for the 
association, if it gives the order to go ahead, to convince 
educational authorities that there can not be a proper under- 
standing of forces of modern society and government unless 
proper account be taken of public servants and the restraints 
imposed by the state, and how and why such powers are 
exerted. 

The report concludes as follows: 


It is to be realized that education, as old as civilization itself, 
is a long drawn out program, calling for infinite patience and sym- 
pathetic persistence. The field is broad. Too great importance can 
not be stressed on the obvious advantages to be derived from public 
lectures in schools and colleges by members of regulatory bodies 
and informed utility executives. The benefits of such addresses in 
correcting bad public sentiment is already apparent. There is un- 
bounded opportunity in this field for every member of this body. 

Those charged with responsibility in the direction of the nation’s 
youth are keenly alive to the importance of imparting a knowledge 
of sound fundamentals of social problems. There is, however, need of 
impressing on them the necessity of including public utility and 
common carrier service and regulation in their courses of instruction. 

Your committee reiterates its recommendation that there be 
prepared in a simple and competent form, material for school and 
text-books. This could be used to advantage in the campaign for 
such inclusion. Once the demand is created in a particular state 
for the treatment of some question, then when the books are offered 
for, adoption it is pretty certain that they will contain proper text. 
The preparation of such material would also make available to the 
publishers of books, a concise and well couched text for their 
guidance. It is a matter of doubt as to whether or not the publish- 
ers would take the initiative in incorporating such matter in the 
books. Thus the demand must be made at the source. Your com- 
mittee is of opinion and recommends that the undertaking is worth 
at least an appropriation sufficient to engage a competent text-book 
writer to prepare the material. In this connection the question 
arises whether a text-book, or several text-books to fit into different 
stages of the educational process, should be proposed, or whether it 
would be better to take the present arrangement and revise text- 
books that now exist. There is much room for difference of opinion. 
The reports from the states reveal differences of opinion among 
educators. The exchange of thought among members of your com- 
mittee is not sufficient to warrant a recommendation. Decision 
could well be left to those to whom this work is delegated. 


HOOVER ON TRANSPORTATION 


In that part of his anual report comprising an economic 
review of the fiscal year ended June 30, 1926, Secretary Hoover, 
of the Department of Commerce, with respect to transportation, 
said: 


The steady gain in the volume of railroad traffic, characteristic of 
recent years, continued in 1925-26. The ton-mileage of freight in- 
creased nearly 8 per cent over the preceding year, in which it had 
already marked a record. The operating revenue of the railroads 
increased by 5 per cent, and on account of the greater efficiency of 
operation the net operating income reached the record total of nearly 
$1,200,000,000, 15% per cent greater than in 1924-25. 

The constantly rising efficiency of the railroads is emphasized by 
the fact that this greater traffic was handled with practically no 
change in the number of employes. The ton-mileage in the last 
fiscal year exceeded that of the fiscal year of 1913 by 43 per cent 
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and of the fiscal year of 1922 by 34 per cent, while the number 
employes was only 2 or 3 per cent greater than before the war aj) 
9 per cent greater than in 1921-22. Greater economy in operatis 
appears in the heavier tonnage per train, in the greater mileage @ 
cars per day, in the reduced number of locomotives and cars in ly 
order, and in various other operating indexes. The shippers apf 
the general public as well as the railroads have profited greatly } 
this progress. Car shortages and delays of traffic tend to raise ti, 
commodity prices to the consumer and to cut down the income , 
producers. Such shortages and delays have been greatly reducej 
Prompt delivery of goods has made possible the carrying of small 
stocks, thus not only lessening the cost of doing business but aly 
reducing its risks. Much of the credit for the improvement of t 
railroads is due to the recently established regional advisory boar 
of shippers and receivers of merchandise, which have continued ;) 
function actively throughout the United States. 

There still remain important transportation problems to be solve! 
such as extension of terminals, adjustment of rates, adequate develop. 
ment of internal waterways, and establishment of proper relatioy 
of the motor truck and bus to the railroad. It is essential that oy 
transportation facilities keep pace with our increasing production, | 


Motor Transport 


An outstanding development of the year is the increasing use 
the motor truck and motor bus in conjunction with other forms ( 
transportation. i 
the possibilities of the motor vehicle as a cooperative instead o 
competitive factor. Over 50 railroads in the United States anj 
Canada are now using motor trucks to supplement their shippiy 
service; nearly as many more are availing themselves of the moty 
bus. Quite a number of railroads are experimenting with store-dog 
delivery, some 30 or more use the truck in terminal operation, anj 
several have now replaced way freight trains with the motor truck 
One of our largest railroads has _ replaced local freight trains 
1,000 miles of line and is serving 500 stations with the motor truck 
Furthermore, over 14,000 miles of motor-bus routes are operated by 
electric railways. . 
attention to the possibilities of the use of the motor vehicle as x 
adjunct to other forms of transportation. 


Water Transportation 





The situation with respect to ocean shipping throughout the worl! 







is still unsatisfactory to ship operators. The bal 
capacity and vailable cargoes has not yet been restored. The worli 
tonnage of seagoing steel and iron steam and motor vessel, swollen 
by the stimulus of war requirements, is nearly 40 per cent greater 
than in 1913. Although a considerable amount of this shipping js 
obsolete, there is still an excess of capacity, in view of the fact that 
ba — of ocean traffic is as yet little if any greater th 
_. Comparatively little change took place in the ocean shipping 
situation during the fiscal year. Idle tonnage in the United States 


and also that in the world as a whole, fell off about one-tenth. Th! 


total tonnage of seagoing vesseis increased slightly in the world as 
a whole, but that of the United States declined by 5 per cent. In 
contrast with the decline in American vessels engaged in foreign 
trade, there was a gain of nearly 4 per cent in the tonnage in coast- 
wise and internal trade. The percentage of the volume of our over- 
sea foreign trade carried in American ships, which had risen slightly 
in the calendar year 1924, fell ! 
1925, the proportions being, respectively, 41 per cent and 37 per 
cent. Further progress was made in the transfer of American ships 
from Government to private operation. 


REVISED ACCOUNTING RULES 





The Commission has sent a tentative draft of revised ac) 
counting rules to all the steam railroads of the country. Ina’ 


notice to all concerned (mimeographed), signed by Secretary 
McGinty, the Commission said: 


A tentative draft of revised accounting rules for steam railroads 
has been prepared by the Bureau of Accounts of the Commission 
after conferences with committees representing the Railway Account: 
ing Officers Association, and this draft has been printed by that 
Association for the use of its members. Included in this print ar 
recommendations by committees of the Association, which have not 
been adopted in the tentative draft. There is further included 4 
letter of transmission to the chairman of the Commission from the 
Director of Accounts which contains a general explanation of the 
changes in the present accounting regulations which are contem- 


plated in the draft, and also a discussion of certain of the recom- ; 


mendations of the accounting officers. 


The Commission is in no way committed to this tentative draft, 7 


and the members of the Commission have as yet given it no study. 
It is now being sent to the State commissions and all others that 
there is reason to believe may have an interest in it from the public 
point of view, in the hope that the Commission may elicit criticisms 
and suggestions that will be of value in determining what changes, 
if any, should be made before it is finally adopted. The modifications 
of our present regulations which are embodied in the draft have 
been governed by the intent: ; 

(1) To correct such deficiencies as experience, particularly in 
the accounting, statistical, valuation and finance branches of the 
Commission’s work, has shown to exist in the present regulations. 

(2) To eliminate all requirements that cannot be shown to bé 
of substantial public use, in the broadest sense of those words. 

The subject of depreciation charges is being covered in a sepa- 
rate proceeding and such changes in the tentative draft as may 
be required by the order in that proceeding, which will soon be 
issued, will be made in the final draft. 

There may be others interested in the tentative draft to whom 
it has not been sent, and if, copies are desired with a view to sub- 
mitting criticisms and suggestions to the Commission, after study 
and analysis, such copies may be obtained by application at the 
Commission’s Office. 


CHANGES IN DOCKET 

Argument in finance No. 5812, application of R. Lancaster 
Williams, chairman, etc., on behalf of the Georgia & Florida 
R. R. Co. for authority to acquire the railroad formerly owned 
by the Georgia & Florida Ry., and to construct an extension ® 
said railroad; and to acquire control of the Statesboro North 
ern Ry. by purchase of capital stock, and finance No. 5860, 2 
the matter of the application of Georgia & Florida R. R. { 
authority to issue securities and to assume liability with respec 
to securities, was set for December 3 at Washington, D. 



































Transportation experts are beginning to compreheni), 
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Indianapolis Water Case Leaves Bad Taste.—Although the 
nastication on the Indianapolis water case so-called (Public 
service Commission of Indiana et al. vs. Indianapolis Water 
ompany) has not been completed, it is not a secret that such 
hewing as has been done has left a bad taste in the mouths of 
Whose in the Commission who have had much to do with valua- 
Vion work. While the Supreme Court had not before it, directly, 
“at least, the question as to what would be a reasonable return 
or the water company, Associate Justice Butler, the organ of 
he court in announcing its affirmance of the judgment of the 
ower court, used language that seems to give ground for assert- 
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Z use d§ng that the highest tribunal in the land has said that 7 per cent 
vee “M§s right. The lower court did approve 7 per cent. The highest 
ad of af ourt found a record to support the issuance of the injunction. 
tes ani ™So the matter stands that the Supreme Court has approved a 
Shippin) Wiecision that 7 per cent for a utility company that has a mon- 
oda ppoly is not earning more than it should. If a utility largely, if 








not wholly, protected from competition, dealing in a commodity 

; he community must have, is entitled, in a business seemingly 
> oma without risk, to 7 per cent, the query has been raised as to how 
ated bp amuch railroads, subject to competitive influences that make it 
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creasinf i, relatively hazardous employment for capital, might claim as 
lain. reasonable for them. The railroads are permitted to earn 6 per 

Ycent before the re-capture clause begins showing signs of life. 
e worl) @While that query was raised, no one in the Commission had any 
en shi) sthought that the railroads would think of demanding any such 
e worl) #return, in view of the fact that there was much money in the 
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“iand to be had at less than 6 per cent on securities no more 
steady than good railroad securities. Yet there was some evi- 
dence tending to suggest that Justice Butler’s unnecessary 
words on that point would create a political effect in the west, 
especially among the farmers, that friends and supporters of 
President Coolidge would not relish. Those words, it is sug- 
gested, will afford agitators an opportunity to suggest that the 
“sovernment” is ready to say that a fully protected water com- 
pany is entitled to 7 per cent but that not a dollar shall be spent 
for the relief of farmers. Of course, there is no connection be- 
Htween the two things but the thought is that political agitation 
does not depend for its vigor on logic or consistency. As a rule, 
the Supreme Court avoids the use of unnecessary language. It 
Sis not easy—it might be said to be impossible—to see what 
necessity or even good excuse there was for Mr. Butler to say 
i" anything about the rate of return. The fact that he was once 
“Jone of the valuation attorneys for western railroads, it is be- 
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sed ac | lieved, will not be forgotten by the agitators. The fact that he 
Ina) has refused to have anything to do with any valuation cases 
retary |) coming from the Commission, however, will be forgotten. That 
is the way with agitators. But the hurt, even among those not 

ilroads |) agitators and willing to give the court the highest praise, is 
mission |} caused by the seeming approval of 7 per cent, not for a com- 
— ") pany engaged in any risky business, but for one that has no 
nt av | | Tisks of loss that the ordinary man can see. The further hurt 
ve not} | lies in the fact that valuation principles, whether the question 
need s is of a water or a railroad company, are or seem to be the same. 
oY th §) Railroad attorneys, naturally, have been pleased with what the 
ontem- | court said. There has been so much fighting about valuation, 


recom |) due, in part, to the peppery temper of some of the Commission 


grat, |) Men, that the attorneys on the other side may naturally be ex- 








study. |) Pected to re-act in a gleeful manner to an opinion such as that 
's that (7 in the Indianapolis water case; and that, too, in the face of the 
Bw \ fact that that court opinion may furnish material for railroad 
anges, baiters who, in recent years, have not been as prominent as they 
cations F Once were, chiefly because, it is believed, men who have had to 
t have do with rate matters have got beyond the habit of thinking the 
riy_ i fellow on the other side a crook and always wrong. Had there 
of the B been more temperance in the valuation work this Indianapolis 
ations » Water case might not have seemed as important, in a policy 
to be Sense, as it now promises to become. 
; sepa- 
s may fy 
on be & A Texas Idea of Public Business—Under the frank of 
when Thomas L. Blanton, representative in Congress from Texas, the 
9 sub- Democratic district convention for the seventeenth district of 
7. | Texas is distributing a set of resolutions said to have been 
’ | adopted August 28 last urging Blanton to be a candidate for the 
» Senate against Senator Mayfield. The copy of the resolutions 
¢ — is being distributed at public expense does not look as if it 
sastet a been printed at the government printing office. The en- 
lorida J 4,082, however, looks like those that members of the House 
vary Pas from the House of Representatives stationery room with 
on of The bet vote from the treasury for that purpose. 
Jorth- fiend My utions assert, among other things, that Senator May- 
50, ia an 00 expensive a luxury for the people to be continued in 


= tor longer than the six years for which he was elected because, 
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among other things, $65,984 was spent by the losers out of the 
public treasury in the conest for Mayfield’s seat. The wonder 
among those who have received the resolutions has been whether 
the committee or Blanton, whichever distributed the resolution, 
thought the adoption of the resolutions was news of such im- 
portance as to warrant its dissemination at the expense of the 
people of the United States, or whether the resolutions were 
part of some public document and, therefore, entitled to free 
distribution. The resolutions are signed by Fred Cockrell, as 
chairman of the convention, and attested by R. W. Haynie, as 
secretary thereof. The excuse frequently used by a member of 
Congress, when he is caught using his frank to distribute private 
papers or documents, is that his clerk did it while he was not 
looking. Inasmuch as the clerk usually needs his job, the excuse 
stands up. Perhaps some congressman, in such a situation, has 
paid the postage, but if there is a case of that sort there is no 
outstanding record of willingness to make some sort of amend 
for the mistake. 





Definition of an Expert.—While the testimony in the latest 
hearing in the lake cargo coal case was a bit stodgy, not to say 
on the verge of piffling, some of the brethren undertook to make 
up a definition of an expert witness. The search for an appro- 
priate one is still going on. One having a thought on the sub- 
ject might do something toward helping the work by sending it 
to O. S. Lewis, the Baltimore and Ohio traffic man who is a 
poet at times when he is not a traffic man. The thought that 
seemed to please some of the workers defined an expert as being 
“one who knows more and more about less and less about every- 
thing than anybody else.” 





It Pays to Doctor Trees.—Doctoring of trees, seemingly, 
pays, political as well as other kinds of dividends. The fact 
may be more fully discovered by writing to Representative Mar- 
tin L. Davey, Democrat, of the fourteenth Ohio congressional 
district. His home town is Kent, O., which, years ago, was a 
freight division end on the Erie, if not now. Davey has just got 
through being elected for his fourth term, as a Democrat, in a 
district composed of four counties that, normally, are decisively 
Republican. He polled the greatest number of votes cast for 48 
candidates on both Democratic and Republican tickets in Sum- 
mit county, the county that is the center of the rubber manu- 
facturing industry of the world. Among other achievements by 
Davey in this, his fourth congressional effort, was the carrying 
of Lorain and Medina counties, a thing never before done by a 
Democratic candidate for Congress, at least since the present 
Republican party has been on earth. He ran so far ahead of 
Governor Donahey, who also is something of a record-maker 
among Democrats, that the cartoonist’s brother might have been 
suspected of not knowing how to run. Davey promises to be- 
come a figure in Ohio tradition akin to that of Johnny Apple- 
seed, whose real name was Chapman. Appleseed wandered 
around in middle and northern Ohio and, perhaps, in Indiana, 
planting apple seeds, regardless of whether the land on which 
he did the planting was being farmed or not. Forty years ago it 
was relatively common for a stranger to be told that such and 
such a tree or clump of trees, and sometimes a whole orchard, 
was planted by Johnny Appleseed. Had Chapman thought of it, 
he probably could have been elected to Congress on the strength 
of his good works in that direction. Davey, apparently, has been 
nursing all the trees Chapman planted, and then some, thereby 
becoming favorably known to more people than any other man 
in the district, not even excepting the automobile tire makers in 
Akron, most of whom, of course, must have voted for Davey, 
else he could not have been elected. Davey’s political prop- 
aganda is not circulated under a frank, but under two cent 
stamps. 





Can the Pay Be Made High Enough to Be a Deterrent?— 
One of the facts brought forward to explain why the Commis- 
sion is falling behind in its work is that it cannot pay enough to 
keep its well trained men, except in instances where they have 
a preference for public rather than private work. When R. 
Granville Curry resigned from the staff of the Chief Counsel 
Farrell to associate himself with Charles C. McChord, it was 
pointed out that Curry was the ninth assistant to whom Farrell 
had given farewell and good luck in about as many years. Curry 
could not be kept because the government could not offer him 
as much as private employment. The same was true of Walter 
McFarland, to whom Farrell bade good-bye when the Burlington 
said it wanted him, two or three years ago. Higher salaries 
have been suggested as a remedy. The query is as to whether 
that would do much good. Were there some way by which pub- 
lic servants in other than the first rank could have some public 
recognition of their services, the condition might be improved. 
But there is no way. Time was when assistant secretaries in 
the executive departments had a rather high social standing in 
Washington, even if they had no private fortunes. They occa- 
sionally got their names into the news dispatches. Now, how- 
ever, the head of the department controls the press agent and 
the assistant secretary seldom gets any notice. The head of the 
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department needs the spotlight himself, all the time. The Com- 
mission and its employes seldom obtain any public notice. The 
American people know little about the powerful body that works 
away on problems involving millions and hundreds of millions. 
The young men on the Commission staff, therefore, have no 
incentive other than their self respect and a small salary to 
induce them to stay on the public job. The government makes 
no provision for increasing their salaries except by reason of 
promotion to some other job. Even that way of increasing the 
pay is so hedged about that one who desires to try for a higher 
paid place frequently is required to take a decrease for a year 
or so before he can step into more salary. Perhaps some man 
can devise a method of bringing about a condition such as was 
said to prevail in the days when it was said of office holders 
that “few die and none resign.” Few die, perhaps, but many 
resign, as matters stand now. In the old days the government 
employe stood high in the estimation of his neighbors in Wash- 
ington. He was relatively a big man. Now, however, he is the 
subject of pity on the part of a considerable element in the 
Washington public.—A. E. H. 


MODIFIES FINANCE ORDER 


In finance docket No. 4045, stock of Castleman Valley Rail- 
road, the Commission, by division 4, has modified an order of 
August 11, 1924, 90 I. C. C. 521, so as to permit the application 
of unexpended proceeds otherwise than provided in the original 
order. The original order authorized the company to issue at 
par $70,000 of common stock and $230,000 of preferred stock, 
from the proceeds of which $204,000 was to be used to pay for 
“cost of rehabilitation” of its railroad. The report said it now 
appeared that there remained unexpended $4,650 of the proceeds 
allocated for such purpose. The modified order permits the 
Castleman Valley to use not to exceed $1,619.49 as an advance 
for investment in stock of the Pennsylvania-Castleman Valley 
Railroad Company, which is controlled by the Castleman Valley, 
the expenditure representing organization costs of the Penn- 
sylvania-Castleman Valley. The Castleman-Valley also sought 
authority to charge against “cost of rehabilitation” $5,350 which 
was lost through the defalcation of an agent employed in the 
sale of its stock. The Commission said that, as that was not 
a proper charge against the item referred to, the authority 
sought must be denied. 


CHESAPEAKE & HOCKING CASE 


In the formal report issued by the Commission, authorizing 
the Chesapeake & Ohio to issue $70,000 of common capital stock 
and not exceeding $12,500,000 of promissory notes, and the 
Chesapeake & Ohio to acquire control of the C. & H. by purchase 
of the stock at par for cash, Chairman Eastman dissented on 
the ground that what was proposed would result in a consolida- 
tion, which the Commission was not authorized to approve under 
paragraph 2 of section 5 of the act. The Chesapeake & Hock- 
ing was organized by the C. & O. to build the 63-mile line con- 
necting the C. & O. and the Hocking Valley, extending from 
Gregg to Valley Crossing, O. Construction of the line has been 
authorized by the Commission. The $12,500,000 of notes the 
C. & H. may issue will be in evidence of advances to be made 
by the C. & O. to meet the cost of construction. The Commis- 
sion’s order provides that the C. & O. shall not in any way 
dispose of or pledge the C. & H. stock without the Commission’s 
consent. In its report, the Commission said: 


In 1925 the C. & O. paid the Norfolk & Western $718,941.36 under 
the contract by which it operates over the line of that carrier 
between Waverly (Gregg) and Valley Crossing. It is estimated that 
the proposed acquisition will enable the C. & O. to effect an annual 
saving of approximately $1,000,000. This estimate does not include 
the savings to result from eliminating the necessity for separate 
executive and operating organizations, nor the economies from 
moving traffic over the proposed line, which must now move over 
less economical routes, because of the limitations of the present line. 


COAL ROAD PLANS APPROVED 


The Commission, by division 4, in finance docket No. 5694, 
acquisition by Monongahela Railway Company of control of 
Chartiers Southern Railway; No. 5692, operation by Mononga- 
hela, and No. 5693, acquisition of control by Chartiers Southern 
(mimeographed), has approved the proposals of the Baltimore 
& Ohio, the Pennsylvania and the Pittsburgh & Lake Erie, for 
the unified operation of various parts of their lines for the 
development of a large coal-producing territory south of Browns- 
ville, Pa. Because the plan looked like a consolidation of rail- 
roads, Chairman Eastman dissented. 

The Commission authorized the Monongahela to operate over 
the lines of the Pennsylvania in Fayette and Washington coun- 
ties, under trackage rights. It authorized the Chartiers Southern 
to acquire, by lease, of control of the Pennsylvania’s Ten Mile 


Run branch and of a part of the Pennsylvania’s line in Washing- 


ton and Greene counties, also by lease. 

Further, the Commission authorized the acquisition by the 
Monongahela of control of the Chartiers Southern by purchase 
of capital stock and under lease; of the Indian Creek & Northern 
by like methods; of the Catawba branch and a part of the Paw 
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Paw branch of the Baltimore & Ohio, by lease; and of a pay 
of the Pennsylvania’s line in Washington and Greene countix 
by transfer and assignmet of lease. _ 

































CONTROL OF TEXAS LINE 


In the formal report of the Commission, by division 4, i)” 
finance docket No. 5746, in which the New Orleans, Texas ; 
Mexico Railway Company was authorized to acquire control of th) 
San Antonio Southern Railway Company. Chairman Eastman di) | 
sented. He said the authority granted was to acquire contr) 
by purchase of all the capital stock and all the issued and oy} ™ 
standing securities and indebtedness. In his opinion, he saji)” 
there was involved a consolidation of the carriers into a singk!™ 
system for ownership and operation “which we are withoy 
authority to approve under paragraph 2 of section 5 of the act") — 
The line of the San Antonio Southern extends from a conne |” 
tion with the International-Great Northern at Kirk to Christin) 
Tex., a distance of about 38 miles. On May 7, 1926, the repo)” 
said, the N. O. T. & M. contracted to purchase from Harry Lani! 
the entire capital stock of the San Antonio Southern, consisting : 
of 2,500 shares of the par value of $100 each, for $600,000. Th} 
N. O. T. & M. is a subsidiary of the Missouri Pacific. In it 
conclusions, the Commission said: 


If the proposed acquisition is effected the Missouri Pacific yj 
extend the activities of its agricultural and industrial departments t)| 
the territory served by the carrier. It is thought that this woul” 
result in a rapid development of this section with a_correspondi 
increase in traffic. The owners of large tracts of land near th 
southern terminus of the line plan to subdivide their holdings ani 3 
sell them in small tracts for agricultural purposes, provided they an} — 
assured dependable rail service. In Control of Lines by N. O. T. & MJ 
Ry., 105 I. C. C. 79, decided November 13, 1925, we authorized th} © 
applicant to acquire control of the Asherton & Gulf Railway Company} ~ 
which owns a short line of railroad in the same general territory.) © 
As bearing upon the prospective development it is shown that in th! ~ 
first seven months of 1926 the freight earnings of that company in.) ~ 
creased 76.2 per cent over the corresponding period of 1925...) 

It appears that the proposed acquisition would assure to shipper} 
an adequate and dependable transportation service, with a reduc.) 
tion in some intrastate rates, and would effect large economies in} 
overhead and operating expenses. The project apparently has the 4 
united support of the commercial organizations and citizens in th) 7 
interested territory. ' 


LIMITATIONS REMOVED q 

The Commission has put out what it calls a corrected order!) 

in No. 11203, Standard Paint Co. et al. vs. Director-General, § 
Alabama & Vicksburg et al.; No. 13869, Certain-teed Products | 
Corporation vs. Southern Railway et al.; No. 13869 (sub-No. 1) 9 
Barber Asphalt Co. vs. Same; No. 13986, Central Cement & 
Supply Co. et al. vs. Atlanta & West Point et al.; No. 14101, 
Birmingham Traffic Bureau vs. Alabama Great Southern et al.; 7 
and No. 14360, Allen & Jemison Co. et al. vs. Alabama Great /™ 
Southern et al. S 
Correction consists of the removal of a limitation in the 7 
order of October 4, 1926, re-opening the cases for re-argument| 
upon the proper level of the rates prescribed from producin ig 
points in Central, Buffalo-Pittsburgh and Trunk Line territories | ~ 
to points in Southern territory. The part of the order para|~ 
phrased in the preceding sentence limited the scope of southern! © 
territory so as to exclude Virginia and North Carolina. a 
A further correction, so-called, consists of a definition oi)” 
Central territory as employed in the report and order of Jun 
2#1926, and in this order so that it will be taken to include, 
among other points, “all producing points on the Ohio River} © 
and points adjacent thereto in Ohio, Indiana and Illinois.” 4 





4 
READING CONTROL OF L. &N. E. 4 
The Pennsylvania Railroad Company, in exceptions to the 
proposed report of C. V. Burnside, assistant director of the 
bureau of finance, recommending approval of the application 0 4 
the Reading for authority to lease the Lehigh & New Englani| © 
reiterated objections to the application made heretofore in the} 
case. Quoting from the recent decision of the Commission il} 
the Virginian-Norfolk & .Western lease case, wherein it was} 
stated that applications for authority to acquire control of rail 3 
roads must be supported by a clear and strong showing of pub F 
lic gain, the Pennsylvania said it was believed that the Reading | 
had fallen short of satisfying the requirements outlined by thé 


Commission in the Virginian case, and that the application should 
be denied. 


SOUTHEASTERN LIVE STOCK RATES 


The Trafic World Washington Bureot 
The Commission, with a view to avoiding the necessity for 
hearings of formal complaints against live stock rates in the 
southeast and on petitions of carriers in that part of the cou! 
try alleging violation of the thirteenth section by reason of thé 
failure of some states to make intrastate rates in accordance 
with the compromise scale adopted in 74 I. C. C. 419, has called 
a conference on the subject of such rates, at Atlanta, Decembe! 
10. All parties in interest, including state commissions, ar 
invited to attend. Attorney-Examiner Keeler will represent the 
Commission in the conference. 
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RATES ON BRASS, ETC. 


Proposed increased rates on brass, bronze, and copper 
articles in Official Classification territory, published in purported 
compliance with Brass, Bronze, and Copper Articles, 109 I. C. C. 
351, have been found not justified, in certain respects, in a 
mimeographed report by division 3 of the Commission in I. and 
S. No. 2695, brass, bronze, and copper ingots, pigs, scrap, and 
related articles in Official Classification territory, written by 
Commissioner Esch. The suspended schedules were ordered can- 
celed without prejudice to the filing of new schedules in accord- 
ance with the findings in the report. Commissioner Hall dis- 
sented. The report also embraces I. and S. No. 2716, brass, 
bronze, and copper ingots, pig, scrap, and related articles in 
Official Classification territory (2). The schedules suspended in 
No. 2716 proposed increased rates similar to those proposed 
in No. 2695. No hearing was held in No. 2716, respondents hav- 
ing submitted that proceeding upon the record in No. 2695. 
The schedules in issue were protested by producers, dealers and 
shippers of the commodities involved. In the report, Commis- 
sioner Esch said: 


In Brass, Bronze, and Copper Articles, supra, we had under con- 
sideration schedules in which respondents proposed to increase their 
commodity rates on these articles in official classification territory 
to the equivalent of sixth class, where lower than that basis, except 
that rates on the so-called residues were continued on the basis 
of 85 per cent of sixth class in central territory. Our findings were 
as follows: 

‘We are of the opinion and find that the proposed schedules 
have not been justified in their entirety, but that the proposed sixth- 
class basis would be reasonable for application on the fifth-class 
articles, subject to the application as maximum of a rate of 40 cents. 
between New York and Chicago, scaled on the regular percentage 
basis at other points in central territory, and observing the recog- 
nized port differentials; and that 85 per cent of the rates on the 
fifth-class articles would be reasonable for application on the resi- 
dues. We see no reason why the foregoing bases should not be ap- 
plied in trunk-line territory and between points in that territory 
and New England or central territory where the present rates are 
now higher as well as where they are lower than such bases, at least 
wherever there is a substantial movement. Our findings apply to 
the sixth-class rates as a whole and are not to be understood as 
approving the specific rates from and to every point in the above 
territories. They are subject to any revision that may hereafter be 
made in such rates.” 

Respondents do not question the propriety of the above-quoted 
findings, and their only justification for the suspended schedules is 
that they are in accordance with such findings. The principal pro- 
test is in regard to the rates to and from points taking 60 to 70 per 
cent of the rates between New York, N. Y., and Chicago, Ill. The 
rate of 40 cents prescribed between the points named was scaled back 
to and including the 71 per cent group, resulting in a rate of 28.5 
cents between New York and that group, which was blanketed to 
and including points in the 60 per cent group, including Pittsburg, 
Pa., to and from which the sixth-class rate in the same amount. If 
the 40-cent rate had been scaled to all of the percentage groups, it 
would have produced rates from New York of 28 cents to the 70 
per cent group, 27 cents to the 67 per-cent group, and 24 cents to 
the 60 per cent group. 

It is contended by respondents that we approved the sixth-class 
rates generally for application between points in trunk-line territory; 
that Pittsburgh and other western termini of the eastern trunk lines 
are in that territory and not central territory with respect to rates 
from and to New York; that the “regular percentage basis’ applies 
only to class rates and there is no such basis with respect to com- 
modity rates; that if the 40-cent rate had been scaled to the 60 per 
cent group, the rates would have been lower than the sixth-class 
rates to a large portion of trunk-line territory; and that they were, 
therefore, justified in construing our findings as permitting the pro- 
posed adjustment. It is true that we approved the sixth-class basis 
for trunk-line territory, but such approval was subject to the con- 
ditions laid down in our findings, including the application as maxi- 
mum of the 40-cent rate between New York and Chicago, scaled on 
the regular percentage basis at other points in central territory. Pitts- 
burgh and other western-termini points may not be in central terri- 
tory with respect to raises from and to New York, but they are gen- 
erally accorded rates on the percentage ‘basis, and there are various 
wae in the 60 per cent group which are undeniably in central 

In connection with respondent’s contention regarding the ex- 
Pression “regular percentage basis,’’ they state that commodity rates 
between New York and Chicago are ‘sometimes scaled back to one 


group and sometimes to another, depending upon the level of -the - 


rates and competitive conditions. They apparently overlook the fact 
that | the rates under consideration were prescribed as reasonable 
maxima. The record indicates that commodity rates, as well as 
Class rates, are generally scaled back to and including the 60 per cent 
—— The rates on these brass, bronze, and copper articles were 
scaled back that far prior to 1921. In our report in Brass, Bronze, 
and Copper Articles, at page 356, we referred to the regular per- 
centage basis as follows: 

«.:, When the reduced rate was established from New York to 
Chicago in 1921 it was not scaled on the regular Chicago-New York 
percentage basis but departed from that basis after reaching a cer- 
tain minimum. The present Chicago rate is scaled back to 78 per 
cent points and then blanketed to 60 per cent points. This results 
in giving Detroit, Mich., the same rates as Pittsburgh from New 
York, viz., 25 cents. Pittsburgh dealers have always complained of 
this, and have pressed the carriers to scale the Pittsburgh rate on 
the 60 per cent basis, which would result in a rate of 19 cents. The 
proposed rates are scaled on the regular percentage basis.” 
Although the rates proposed in that case were equivalent to sixth 
class, they were published as commodity rates, and they were scaled 
ack to and including the 60 per cent group. It is obvious, therefore, 
that our findings contemplated scaling of the 40-cent rate to the same 
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extent on the regular percentage basis. Respondents have used the 
sixth-class rates between points in trunk-line territory as minima 
instead of applying the maximum basis prescribed by us at points in 
the 60 to 70 per cent groups. The case of Federated Metals Corp. vs. 
C. R. R. of N. J., 113 I. C. C. 487, cited by respondents in support 
of this method of alleged compliance with our findings, has recently 
been reopened for reconsideration. 

Our findings in Brass, Bronze, and Copper Articles were clear 
and specific, the proposed rates to and from the 60 to 70 per cent 
groups, inclusive, are not in accordance therewith, and they have 
not been justified. The present record, however, discloses that a 
rate of 24 cents between New York and the 60 per cent group would 
not only be 1 cent lower than the present rate to and from Pitts- 
burgh, but it would be slightly lower than the present rates to and 
from numerous intermediate points, and it would prevent the ap- 
plication of the sixth-class rates to and from a large intermediate 
territory. For example, under the customary method of making rates 
to and from Buffalo, N. Y., the rates between that point and New 
York, Philadelphia, Pa., and Baltimore, Md., are made 2 cents lower 
than the rate between New York and Pittsburgh. A rate of 22 cents 
between the ports named and Buffalo would be 0.5 cents lower than 
the present rate from New York to Rome, N. Y., a directly inter- 
mediate point, about 188 miles east of Buffalo, and the most important 
point as to this traffic between the seaboard and the western termini 
of the trunk lines. The sixth-class rates to Romer of 22.5 cents 
from New York and 25 cents from Baltimore are as low or lower 
than the corresponding rates for like distances under the central 
territory scale. Such rates do not appear to be unreasonable for ap- 
plication on the traffic under consideration. 

The proposed sixth-class rate of 28.5 cents between New York 
and Pittsburgh, 440 miles, may be compared with the correspond- 
ing rate of 27.5 cents between Pittsburgh and Chicago, 468 miles. 
Under the central territory scale the sixth-class rate for 440 miles 
would be 1 cent lower than that for 468 miles, or 26.5 cents. Re- 
spondents contend that conditions warrant somewhat higher rates 
in trunk-line territory than in central territory, but very little evidence 
was introduced in support of this contention. The first-class rate be- 
tween New York and Pittsburgh is lower than the corresponding 
rate between Pittsburgh and Chicago. Upon this record we are of 
the opinion and find that a rate not in excess of 27 cents would be 
reasonable for application on the fifth-class. articles under considera- 
tion between New York and points in the 60 per cent group, including 
Pittsburgh, with rates from and to the other ports based on the 
usual differential basis. This will make the rates to that group 
the same as the rates to the 67 per cent group under the per- 
centage basis. 

Our findings in Brass, Bronze, and Copper Articles provided for 
observance of the recognized port differentials. Under the schedules 
in effect then and now, via certain routes Norfolk, .Va., takes the 
same rates from Pittsburgh as are in effect to New York; and from 
points west of Pittsburgh, such as Cleveland and Youngstown, Ohio, 
Norfolk takes the same rates as Baltimore, which are 3 cents lower 
than to New York. Under the adjustment proposed in that case: the 
rates to Norfolk were 5 cents from Pittsburgh and 2 cents from 
Youngstown over New York, and from Cleveland the rates to Nor- 
folk were the same as to New York. We found no justification for 
these changes from the existing basis on that record. 

Under the schedules now proposed the rates to Norfolk depart 
from the existing port relationships to a greater extent than those 
condemned in the previous case. For example, the rates from Pitts- 
burgh, Youngstown, and Cleveland to Norfolk are 5.5 cents higher than 
to New York and 8.5 cents higher than to Baltimore. Respondents, 
however, have indicated their intention of applying the Baltimore 
rates from central territory to Norfolk, subject to the rate between 
Baltimore and Columbus, Ohio, as minimum to and from Pittsburgh 
and other points east of Columbus. This condition is for the purpose 
of avoiding fourth-section departures on routes of the Norfolk & 
Western and Chesapeake & Ohio, which extend from Norfolk to 
Columbus, traffic from points east of Columbus moving through 
that point when routed over those lines. Under the percentage and 
differential bases the rates between Baltimore and Columbus will be 
28 cents, which is but 1 cent higher than the rate herein approved 
between New York and Pittsburgh, and it is 0.5 cent lower than the 
rate authorized between New York and Cleveland. The rates pro- 
posed to and from Norfolk in the suspended schedules have not been 
justified, but we are of the opinion and find that the Baltimore 
rates to and from this territory, subject to the Baltimore-Columbus 
= minimum, would be reasonable for application to and from 

Respondents also propose to increase the rates on these articles 
other than residues to Brockville, Ontario, Canada, to the sixth-class 
basis. That point is on the St. Lawrence River, 150 miles southwest 
of Montreal, Quebec, Canada. The present rate of 25 cents from New 
York to Brockville, 461 miles by the short route, is the same as to 
Detroit, Mich., for a short-line distance of 690 miles. The. proposed 
rate from New York to Brockville is 34.5 cents compared with the 
proposed rate of 31 cents to Detroit on the percentage basis. The 
present and proposed rates from Baltimore to Detroit are 3 cents less 
than those from New York, but the rates to Brockville are the same 
from both ports, the distance of 622 miles by the short route from 
Baltimore being 18 miles less than that by one route from New York. 
Protestants ask that the proposed rate from New York to Detroit 
be applied from New York and Baltimore to Brockville, which they 
state is the basis of the present adjustment. Respondents offered 
no evidence regarding these particular proposed rates, which rep- 
resent an increase of 38 per cent, and we find that they have not 
been justified. The basis suggested by protestants appears to be 
reasonable for application to this point. 


It is proposed to cancel the present commodity rate of 76 cents 
per ton on the fifth-class articles from Shadyside, a station near 
East Liberty, Pa., to Homestead, Pa., all in the Pittsburgh district, 
and to substitute therefor the full sixth-class rate of 9 cents’ per 
100 pounds. The present rate is applied on shipments of one of the 
protestants, which has a plant on the Pennsylvania at. Shadyside. 
moving via Homestead to interstate destinations on the New York 
Central lines. Respondents state that this is not a switching rate 
but one for a line haul of about.8 miles. It yields earnings of $22.80 
per carload of 60,000 pounds, $2.85 per car-mile, and 9.5 cents per 
ton-mile for the distance stated. The switching rates in and around 
Pittsburgh are 38 cents per ton for movements within one division 
and 50 cents per ton for. interdivisional movements. The proposed 
sixth-class rate does not appear to be excessive for local line-haul 

























































































































































1298 





movements of that distance; but as a factor of combination rates, 
in the absence of joint rates, it would result in a double increase 
in many instances, and as to interstate traffic the proposed can- 
cellation of the commodity rate has not been justified. _ 

One of the protestants assails the proposed increase in the pres- 
ent commodity rate of 25.5 cents, applicable on scrap copper from 
Chicago to its plant at Pittsburgh, to the sixth-class basis of 27.5 
cents. The latter rate now applies on these fifth-class articles from 
Pittsburgh to Chicago, it is based on the central territory scale pre- 
scribed by us, and we see no reason to modify our previous findings, 
which approved the sixth-class basis between these points. 

The commodity descriptions in the suspended schedules were pro- 
tested in certain respects. Respondents state that it is their inten- 
tion to bring these descriptions into conformity with the official 
classification, but they desire to amend the note therein defining 
scrap. Apparently this will not prevent the shipment loose of 
articles which may be shipped in that manner under the present 
schedules; but the suspended schedules would require certain articles 
to be packed which are now shipped loose, and this change has not 
been justified. One of the protestants seeks to have specific pro- 
vision made for the transportation of brass, bronze, and copper cakes 
or slabs of scrap material compressed into such shapes, but _appar- 
ently the same rates would apply on these articles under the descrip- 
tions proposed by respondents, and we see no occasion to require any 
change in their proposals in this respect. | . 

Grindings, which are not mentioned in the classification, are 
claimed by respondents to be similar to borings and turnings, which 
are rated fifth class; but some of the protestants contend that grind- 
ings should be classed with the residues, such as ashes, sweepings, 
and washings. Grindings consist of powdered refuse thrown off when 
a piece of copper or brass is shaped on a wheel, and they contain 
emery dust which prevents remelting without refining to remove 
the foreign substance. It was testified that grindings are handled 
by the trade as residues, that their value ranges from 2 to 7 or 8 
cents per pound, and that they yield from 20 to 60 per cent of copper. 
As stated in our report in Brass, Bronze, and Copper Articles, the 
highest grade of copper was worth about 14.5 cents per pound, copper 
and brass scrap from 7 to 13 cents per pound, and the residues 
from 0.75 cents to 8 cents per pound. Grindings are now listed with 
the residues in the schedules of the lines in central territory, no justi- 
fication has been shown for changing the present basis in that terri- 
tory, and we are of the opinion that they should be classified with the 
residues throughout the territory covered by the suspended schedules. 
Scalings, which are also claimed to be a residue of these protestants, 
are worth from 7 to 10 or 11 cents per pound and may properly take 
the higher basis of rates. 2 

We find that the suspended schedules have not been justified in 
the respects specified in this report, and an order will be entered 
requiring their cancellation, without prejudice to the filing of new 
schedules in conformity with our findings in Brass, Bronze, and 
Copper Articles, supra, as herein modified, and with our findings 
and views expressed in this report. 


Commissioner Hall, dissenting, said: 


In the Official classification brass, bronze, and copper in various 
forms take a fifth-class rating. The propriety of that rating is not 
questioned. In Brass, Bronze, and Copper Articles, 109 I. C. C. 251, 
respondents had proposed rates in official territory equal to sixth- 
class rates. These were not approved except with certain restrictions 
which seem to have given rise to the principal difficulties now pre- 
sented. I agree that the suspended schedules now before us do not 
meet the calls of the report in the case cited, but I am unable to 
see why copper should be kept on a lower basis than iron or steel, 
to say nothing of other fifth-class articles of less value than copper. 
I agree that the suspended schedules have not been justified, but 
they would be to my mind if they were put on the sixth-class basis 
throughout official territory. Both cases should be reopened. 


GASOLINE RATES ORDERED 


The Commission, by division 4, in No. 16896, Transconti- 
nental Oil Co. vs. Baltimore & Ohio et al. (mimeographed), 
has found rates on gasoline and naphtha, in carloads, from 
Beckett, Wilson, Bristow, Okmulgee and Tulsa, Okla., to Blue 
Creek, W. Va., unreasonable, ordered the establishment of a 
rate not exceeding 57.5 cents, not later than January 20, and 
awarded reparation to the basis of the new rate. 

Thi’ case, as an earlier one by the same company, 96 I. C. C. 
136, involved the question of rates on refined petroleum from 
points in the No. 3 mid-confinent oil group to Blue Creek, W. 
Va., near the line between Trunk Line and C. F. A. territories. 
In disposing of the case the Commission said: 


Defendants urge in this case as in Transcontinental Oil Co. vs. 
A. & V. Ry. Co., supra, that if the grouping system is to be main- 
tained the boundary of the groups must end some place. A natural 
dividing line between such groups would seem to be the line dividing 
central from trunk line territory. We have often expressed the view 
that all groupings are more or less arbitrary; that group lines gen- 
erally have the appearance of injustice to some point just across 
the line, but once established, groups should not be lightly or un- 
necessarily disturbed. Such grouping, however, should be established 
in such a manner as not to jeopardize unduly the right of shippers 
just across the line, or in close proximity thereto, to just and rea- 
sonable rates. Upon the present record we are of the view that a 
spread of 13 cents between the rates on petroleum gasoline and 
naphtha to Blue Creek over the rate to Charleston is not warranted. 

Following Transcontinental Oil Co. vs. A. & V. Ry. Co., supra, 
we find that. the rates assailed were, are, and for the future will 
be unreasonable to the extent they exceed, exceeded, or may exceed 
57.5 cents. Defendants should publish the 57.5-cent rate as a specific 
commodity rate to Blue Creek, and may, if they so desire, restrict its 
application to routes other than that through Clarksburg. We further 
find that complainant made the shipments as described and paid and 
bore the charges thereon at the rates herein found unreasonable; 
and that it has been damaged thereby and is entitled to reparation 


with interest. Complainant should comply with Rule V of the Rules 
of. Practice. 


GRANITE CASES DISMISSED 


With Chairman Eastman concurring because overborne by 
the prior decisions, the Commission, by division 4, has dismissed 
No. 16765, R. W. Carr vs. Director-General, Central Vermont et 
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al. (mimeographed), on a finding that carload shipments of 
dressed granite, from Barre, Montpelier, Northfield and Water- 
bury, Vt., to destinations in Ohio, Indiana, Illinois and Michigan 
had not been shown to have been overcharged. 


This report also embraces No. 16765 (Sub. No. 1), Same vs. Di- 
rector General, as agent, Montpelier & Wells River et al.; No. 16765 
(Sub. No. 2), John H. Sancholtz vs. Director General, as agent, Mont- 
pelier & Wells River et al.; No. 16765 (Sub. No. 3), R. Mellow & 
Son vs. Director General, as agent, Central Vermont Railway et al.; 
No. 16765 (Sub. Nos. 4 and 11), Frank L. Cheesman vs. Director Gen- 
eral, as agent, Montpelier & Wells River et al.; No. 16765 (Sub. Nos. 
5), A. E. Simpson vs. Central Vermont Railway et al.; No. 16765 
(Sub. No. 6), Wemhoff Monumental Works vs. Director General, as 
agent, Central Vermont Railway et al.; No. 16765 (Sub. No. 7), Scrog- 
gan & Andrews vs. Central Vermont Railway et al.; No. 16765 (Sub. 
No. 8), Scroggan & Andrews vs. Director General, as agent, Central 
Vermont Railway et al.; No. 16765 (Sub. No. 9), R. W. Carr vs. Di- 
rector General, as agent, Montpelier & Wells River et al.; No. 16765 
(Sub. No. 10), Same vs. Director General, as agent, Montpelier & 
Wells et al.; No. 16765 (Sub. No. 12), A. C. Birkmeir vs. Central Ver- 
mont Railway et al.; No. 16765 (Sub. No. 13), Wemhoff Monumental 
W orks vs. Director General, as agent, Central Vermont Railway et al.; 
No. 16765 (Sub. No. 14), New Castle Marble Works vs. Montpelier & 
Wells River et al.; and No. 16765 (Sub. No. 15), Jackson Granite Co. 
vs. Central Vermont Railway et al. 


The complaints alleged that the fifth class rates assessed on 
21 carloads were unreasonable and inapplicable. Reparation 
only was asked. The shipments were of granite forwarded on 
bills of lading noting that it was worth more than $2.25 per 
cubic foot or without any declaration of value. The shipments 
were made between May 10, 1918, and April 7, 1921. Complain- 
ants contended that a limitation of $2.25 per cubic foot on the 
commodity rates, lower than fifth class, was void under the 
Cummins amendment and that the commodity rates, without 


the restriction, were applicable. They relied on that contention. 
The Commission said: 


Complainant’s difficulty in this case, as clearly disclosed by its 
exceptions to the examiner’s proposed report, is its inability to dis- 
tinguish between rates based on actual value and released rates. 
In Crown Overall Mfg. Co. vs. Director General, 100 I. C. C. 471, after 
reviewing previous decisions on this subject, we distinguished be- 
tween such rates, and stated that the purpose of maintaining released 
rates was that the shipper might have a choice of two rates, under 
the higher of which unlimited carrier’s liability attaches and under 
the lower of which the shipper, in consideration of the reduced rate, 
by fair and reasonable agreement declares or agrees that for the 
purpose of claim in case of loss or damage the value of his shipment 
is a certain amount, or not in excess of a certain amount. Actual 
value rates, on the other hand, are published on commodities upon 
which the ranges in values are so wide that articles covered by the 
different groups of valuations are in fact different commodities. In 
other words, released rates limit the carrier’s liability, whereas actual 
value rates designates the commodity. Upon review of this subject 
we adhere to the view previously expressed that rates based on actual 
differences in value, the purpose of which is to determine the char- 
acter of the commodity shipped, do not violate the so-called Cummins 
amendment to section 20 of the act. Gold Hunter Mining Co. vs. Di- 
rector General, 63 I. C. C. 234, U. S. Industrial Alcohol Co. vs. Di- 
rector General, 68 I. C. C. 389, and Crown Overall Mfg. Co. vs. Di- 
rector General, supra. 


_.. We find that the shipments were not overcharged. The complaints 
will be dismissed. 





LOG RATES CONDEMNED 


The Commission, by division 4, in No. 17681, Crook Son & 
Co. vs. New York Central et al., mimeographed, has found rates 
on logs, from Adrian, Grosvenor and Pittsford, Mich., to Hicks- 
ville., O., unreasonable and awarded reparation. The shipments 
were made late in 1923 and early in 1924. The Commission 
found them unreasonable to the extent they exceeded 10 cents 


from Pittsford, 11 cents from Adrian and 11.5 cents from 
Grosvenor. 





COFFIN MATERIAL REPARATION 


Applying the analogy rule of Southern Classification, the 
Commission, by division 4, in No. 17599, Jackson Traffic Bureau 
for Jackson Casket & Manufacturing Co. vs. Illinois Central, 
mimeographed, has found the sixth class rate of 45.5 cents, ap- 
plied on a carload of sap gum lumber, cut to shape so that it 
looked like knocked down coffins, was inapplicable. It found, 
by applying the rule, that the material was entitled to be rated 
as coffin stock, taking a class A rate of 30.5 cents, although it 
did not comply with the description of coffin stock, in that it 
was not built-up or combined wood. The Commission said it 
was obvious that there was a close analogy between gum lumber 
cut to shape and built-up or combined wood, consisting of gum 
lumber in part, used for the same purpose. To constitute 
knocked down coffins, it said, would require the inclusion of all 
the parts necessary to make a complete or substantially com- 


plete coffin. It awarded reparation to the basis of the 30.5 
cent rate. 





ASPHALT REPARATION 
A finding of unreasonableness and an award of reparation 
have been made in No. 17356, Strange-Maguire Paving Co. vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to a rate 
of 68 cents, imposed on nine carloads of asphalt, shipped in 
September and October, 1924, from Richmond, Calif., to Delta, 
Colo. The Commission, by division 4, found the factor from 
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Grand Junction, Colo., to destination, 18.5 cents, unreasonable 
to the extent it exceeded 10 cents. 


MANURE RATE UNREASONABLE 


The Commission, by division 4, in No. 17429, American 
Sumatra Tobacco Co. et al. vs. Atlantic Coast Line et al., mimeo- 
graphed, has found the rate charged on manure, in the fall of 
1924, from New Orleans, La., to Havana and Hinson, Fla., un- 
reasonable to the extent it exceeded $5.05 per ton and awarded 
reparation to that basis. 


REFINED OIL REPARATION 


A finding of unreasonableness and unlawfulness and an 
award of reparation have been made in No. 17495, Smith Oil & 
Refining Co. vs. Chicago, Milwaukee & St. Paul et al., mimeo- 
graphed, as to a rate on refined petroleum oil, in tank cars, from 
Reno, Pa., to Rockford, Ill. The Commission, by division 4, 
found the rate of 36.5 cents unreasonable and unlawful to the 
extent it exceeded 34.5 cents, the unlawfulness consisting of a 
disregard of the fourth section. The shipments were made 
between September 25, 1922, and February 21, 1924. 


REPARATION ON LOGS 


Following the precedents set in many similar cases, the 
Commission, by division 4, in No. 17568, Liberty Cooperage & 
Lumber Company vs. Pennsylvania et al., mimeographed, has 
found the rate on logs, from Arcola, Ind., to Montpelier, O., un- 
reasonable to the extent it exceeded 10 cents and awarded rep- 
aration. A sixth class rate of 13 cents was collected on ship- 
ments in 1923. 





RATES FOUND INAPPLICABLE 


The Commission, by division 4, in No. 17527, Lehigh Portland 
Cement Company vs. Big Sandy & Kentucky River et al., mime- 
ographed, has found the rates charged on six carloads of cement, 
shipped from Fordwick, Va., to Ivyton, Royalton and West Roy- 
alton, Ky., two of which were reshipped to Paintsville, Ky., in 
1923 and 1924, were inapplicable and awarded reparation. The 
report also covers a sub-number, Same vs. Same. Under the 
Sligo rule the Commission found that the applicable rate from 
Fordwick to Ivyton, Royalton and West Royalton, was 24.5 
cents and from Royalton to Paintsville $2.96 per net ton. The 
Chesapeake & Ohio was held responsible for the failure to apply 
the deduction provided for in the combination rule. 


LYNCHBURG CASE DISMISSED 
The Commission, by division 4, has dismissed No. 17522, 


Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. South- 
ern et al., mimeographed, on a finding that a carload of lumber 
shipped from Orangeburg, S. C., to Leesburg, Va., in October, 
1924, was not misrouted, as alleged, and that the rate charged 


was not unreasonable or otherwise unlawful. 


COMMISSION FINDS OVERCHARGE 


The Commission, by division 4, has dismissed No. 17327, 
Scoular-Bishop Company vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, finding nothing wrong with the rate on a carload 
of sacked oats and corn chop, shipped from Superior, Neb., to 
Roswell, N. M., and reconsigned to Carlsbad, N. M., in February, 
It found, however, that the shipment was overcharged to 
the extent the charges exceeded those which would have accrued 
at the through rate from Superior to Carlsbad, plus a reconsign- 


1922. 


ing charge of $7, which lawfully accrued, it said, at Roswell. 


CORDWOOD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17835, E-Z Opener Bag Company vs. 
Pearl River Valley et al., mimeographed, as to rates charged on 
cordwood, from Twin and Crosby, Miss., to Braithwaite, La. The 
shipments were made in 1923. The Commission, by division 4, 
found the rates unreasonable to the extent the factor from New 


Orleans to Braithwaite exceeded 3 cents. 


COAL CASE DISMISSED 


The Commission, by division 4, has dismissed No. 15562, 
Connersville Lumber Company et al. vs. Lake Erie & Western 
et al., mimeographed, finding the rates on soft coal, from Ply- 
mouth and Shrewsbury, W. Va., to Connersville and New Castle, 
Ind., charged on shipments made in the fall of 1922, not unrea- 


sonable. 


REPARATION ON BAR STEEL 


The Commission, in a mimeographed report by division 4 
in No. 17899, Central Steel Company vs. Pennsylvania, has 
awarded reparation on a finding that the applicable fifth class 
rate of 20 cents charged on bar steel from Massillon, O., to 
Swissvale, Pa., between February 2, 1923, and October 4, 1924, 
was unreasonable to the extent that it exceeded the contempo- 
raneous aggregate of intermediate rates over the route of move- 
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ment. The aggregate of intermediates was 17.5 cents. Effective 
November 15, 1925, the 17.5-cent rate was made applicable over 
defendant’s line, the report said. 


REPARATION ON MILK 


An award of reparation has been made by the Commission 
in a mimeographed report by division 4 in No. 17872, Bowman 
Dairy Company vs. American Railway Express Company et al., 
on a finding that the second class express rate of $1.35 per can 
charged on two carloads of milk in 10-gallon cans from Mason, 
Mich., to Chicago, IIll., in January, 1924, was applicable, but that 
it was unreasonable to the extent that it exceeded 52 cents 
per 10-gallon can. The shipments moved by express over the 
Michigan Central. The complainant alleged the rate charged 
was unreasonable and inapplicable to the extent it exceeded a 
rate of 52 cents published by the Michigan Central. In its 
report the Commission said: 


In support of the contention that the rate charged was unrea- 
sonable complainant shows that the rail carrier maintains a mileage 
commodity rate of 52 cents from Mason to Chicago; and that the ex- 
press company also maintains the same rate for a like distance be- 
tween points in this territory, but the express rate is restricted so 
as not to apply on local movements over the Michigan Central. This 
restriction in the tariff is in accordance with the terms of a contract 
between the Michigan Central and the express company whereby the 
rail carrier reserved the right to perform the milk and cream service 
over its own line. 

In the instant case it appears that the express service performed 
was identical to that which the rail line ordinarily performs in bag- 
gage service on passenger trains under the commodity rate of 52 cents. 

In Hanford Produce Co. vs. Director General, 74 I. C. C. 763, 80 
I, C. C, 29, and Fairmont Creamery Co. vs. American Ry. Express 
Co., 93 I. C. C. 684, we found the second-class express rates charged 
on cream in 10-gallon cans were unreasonable to the extent that they 
exceeded rates under the lower distance scale of commodity rates 
contemporaneously in effect for like distances. 


MINNESOTA-DAKOTA TRANSIT 


In a report on No. 16982, Minnesota-Dakota Transit Millers 
vs. Ann Arbor et al., and I. and S. No. 2548, Transit Privileges 
on Grain at Points in Minnesota, Montana, North Dakota and 
South Dakota, mimeographed, written by Commissioner Camp- 
bell, the Commission, by division 2, found the transit charges at 
points on the Great Northern and the Northern Pacific, in addi- 
tion to rates on grain and grain products, from Minnesota and 
the Dakotas and the products shipped to Chicago, Milwaukee, 
St. Louis and points east thereof, not unreasonable or unduly 
prejudicial. 

It found the transit charges at points on the Minneapolis, 
St. Paul & Sault Ste. Marie, in addition to the rates on grain 
and grain products, from and to the same points, not unreason- 
able but unduly prejudicial to the complainant’s members and 
unduly preferential of competitors at other points on the Soo 
Line, west, east and south of Minneapolis or Duluth and ordered 
the Soo Line to remove the undue prejudice not later than 
February 10. 

The Commission found the proposed transit charges at 
points on the Great Northern and Northern Pacific west of Min- 
neapolis on grain from Montana, the Dakotas and Minnesota 
justified, without prejudice to different conclusions that might 
be reached upon a more comprehensive investigation. It found 
not justified the proposed transit charges at points on the Chi- 
cago, Milwaukee & St. Paul, west of Minneapolis, on grain from 
Montana, the Dakotas and Minnesota while that carrier contem- 
poraneously accorded free transit service on grain from the 
same origin territory at other points on its lines. The proposed 
charges are to be canceled. 

Attack upon the practices of the carriers in reSpect of 
transit was made in the formal complaint. The suspension case 
grew out of the effort of the carriers to deal with the situation 
against which the formal complaint was lodged. The parties 
agreed that the two cases should be considered and disposed of 
in one report and it was so done. Commissioner Campbell sum- 
marized the complaint and the issues in the suspension case as 
follows: 


By complaint filed April 9, 1925, complainant, a voluntary associa- 
tion of millers at points west of Minneapolis, Minn., and generally 
north of Willmar, Minn., on the Great Northern, Northern Pacific. 
and Minneapolis, St. Paul & Sault Ste. Marie, hereinafter referre 
to as the Soo Line, alleges that its members mill grain in transit 
from Minnesota, North Dakota, and South Dakota, to points in west- 
ern trunk-line, central, trunk-line, and other territories in competi- 
tion with millers located at Duluth, Minn., Minneapolis, Superior, 
Wis., and other points in Minnesota, Wisconsin, and Iowa; that on this 
grain milled in transit at complainant’s mills and the products shipped 
to Chicago, Ill., Milwaukee, Wis., St. Louis, Mo., or to points east 
thereof the three lines named, referred to as the northern lines, 
make certain charges for the transit service in addition to the 
line-haul rates, whereas no additional charge for transit of grain 
from and to the same general territories is made by these lines at 
Huron, Watertown, and Aberdeen, S. Dak., Benson and Morris, Minn., 
and other milling points generally west and south of Willmar, nor by 
the Soo Line or connections of the northern lines at Minneapolis, 
Duluth, Superior, and points between Duluth-Minneapolis and Chi- 
cago; and that by reason of these facts complainant’s members pay 
aggregate charges that are unreasonable and unjust, and are subjected 
to undue prejudice and disadvantage as compared with millers lo- 
cated at the favored transit points, in violation of sections 1, 2, 3, 
and 4 of the act. We are asked to prescribe reasonable and nonpreju- 
dicial rates and transit charges for the future. No violation of section 
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2 is shown. 
ference in treatment of the mills generally north and south of Will- 
mar in respect of transit charges. 

The investigation and suspension proceeding is an outgrowth of 
the complaint case, and the parties thereto agreed to its disposition 
under the shortened procedure. 


Commissioner Campbell, after pointing out the practice of 
interior millers of stopping grain for milling under the privilege 
of transit, generally at a cost of 1.5 cents per 100 pounds, said 
the complaint was not directed against the reasonableness of 
the transit charge, or of the transportation charges as such, but 
against the aggregate of the transit charge and the transporta- 
tion charge because that aggregate was greater than the aggre- 
gate paid by their competitors at Minneapolis, Duluth and points 
east thereof. In other words, he said, the interior millers were 
seeking the elimination of the transit charge so that they might 
be on a parity, over all-rail routes, with mills at Minneapolis, 
Duluth and the points east thereof, where, generally speaking, 
the rates “broke.” They contended that the transportation 
charges were high enough to cover the cost of the transit at the 
interior mills, of the raw material, which, naturally, had to be 
drawn from the north and west of the mill so as to get the grain 
on its general movement east, without expense of back-haul. In 
disposing of the case, the Commission said: , 

i j | X | t pin? f j ! n y 

We have said several times that a transit privilege is something 
offered to the shipper in addition to the transportation service for 
which a reasonable charge may properly be made. Transit Rules on 
Grain, 98 1. C. C. 679, 684. There is no indication upon this record 
that a charge of 2.5 cents would be unreasonable per se for this 

i ervice. . 

“EE. cacao of the suspended schedules, however, is dependent 
upon whether the resulting through charges would be unreasonable 
or unduly prejudicial. In Railroad Commissioners of Montana vs. B., 
A. & P. Ry. Co., 31 I. C. C. 641, we found not unreasonable the rates 
on grain from Montana to Minneapolis. At that time a separate 
charge of 2 cents was made for transit service on shipments moving 
under those rates. In Export Rates on Wheat and Its Products, 107 
I. C. C. 276, we again found these rates as a whole not unreasonable 
or otherwise unlawful. When the latter case was decided the separate 
transit charge still prevailed, except that free transit was accorded 
on grain destined to Chicago. The Montana rates are on about the 
same level, differences in distance considered, as the rates on wheat 
prescribed in South Dakota R. R. Commissioners vs. Director Gen- 
eral, 73 I. C. C. 347, from points in South Dakota east of the Mis- 
souri River to points in Iowa. Many of the rates on wheat from 
South Dakota to Minneapolis were prescribed by us in South Dakota 
R. R. Commissioners vs. C. & N. W. Ry. Co., 85 I. C. C. 217. They 
are on a higher level generally than the rates from North Dakota 
to Minneapolis. The present proportional rate of 13 cents on wheat 
from Minneapolis to Chicago was found in Rates on Grain and Grain 
Products, 56 I. C. C. 133, 138, to come well within the limits of 
reasonableness. In Board of Trade of Chicago vs. C. & A. R. R., 27 
I. C. C. 530, a proportional rate of 10 cents then in effect from Minne- 
apolis to Chicago was found not unreasonable. We have said several 
times that when practicable rates through important grain markets 
should break into definitely known inbound and outbound compon- 
ents, and these rates to Chicago and points east thereof may not be 
condemned simply because they are the same as, or are in fact, the 
Minneapolis combination. 


Comparisons made by respondents with rates and earnings on coal 
and cement in the opposite direction and with rates on grain, not 
including free transit, approved or prescribed by us for application 
in other territories point to the reasonableness of the rates here 
before us without including therein a charge for transit services. 
Protestants offered little evidence upon the issue of reasonableness. 

The prime concern of the interior mills and of protestants is in 
the relationship of the rates and charges through their various 
mills and those of their competitors in the same general territory, 
particularly the mills at Minneapolis, Duluth, and the territory be- 
tween those points and Chicago. The complaint and protests are 
directed chiefly against the different policies of the northern lines 
which do not generally accord free transit, on the one hand, and 
of thetlines running from Minneapolis and Duluth to Chicago which 
accord free transit, on the other. In Royal Milling Co. vs. Great 
Northern Ry. Co., 41 I. C. C. 29, 47 I. C. C. 263, and 52 I. C. C. 151, in 
a situation somewhat similar to the present, we found that a tran- 
sit charge of 2 cents on grain milled in transit at Great Falls, Mont., 
and destined to North Dakota points and the eastern terminals of 
the northern lines was not unreasonable per se, but that this charge 
operated to prejudice unduly complainant at Great Falls and unduly 
preferred its competitors at the eastern terminals on traffic destined 
to Chicago or to points east thereof. No order was entered in that 
case inasmuch as the carriers forming through routes to the east 
were not parties to the proceeding. Subsequently the carriers elimi- 
nated the transit charge at Great Falls and other interior mill 
points in order to remove the prejudice found to exist. At that 
time no joint rates were in effect from Montana points to destina- 
tions east of the Twin Cities. At present joint rates equal to the 
aggregates of the rates to and from the Twin Cities are in effect 
to Chicago and points taking the same rates. These joint rates, 
however, need not be used by the millers at the Twin Cities on 
Montana grain milled at those points: instead they are free to use 
the local rates inbound and the proportional rate outbound. But even 
if this were not so, under the decision in Central R. R. Co. vs. United 
States, 257 U. S. 247, the Great Northern and Northern Pacific can- 
not be held guilty of undue prejudice because their connections at 
their eastern terminals elect to grant free transit while they make a 
charge therefor at points on their lines west of those terminals, 
This is not true, however, of the Milwaukee, which serves points in 
the territories east and west of the Twin Cities. 


The grain and milling industry is highly competitive. A difference 
of a few cents per 100 pounds, or even less, between competitors is 
frequently more than can be absorbed by the competitors suffering 
the disadvantage. A separate transit charge of 1.5 or 2.5 cents places 
the interior millers at a disadvantage in their competition with millers 
at Minneapolis, Duluth, and points farther east who are free from 
such a charge. This disadvantage is only partially offset by the ad- 
vantage which the interior millers enjoy shipping down the lakes. The 
disadvantage is traceable directly to the different policies of the 
lines serving western trunk-line territory in respect of transit. There 
appears no sound reason in law or economics for this difference in 
policy. It places the intericr miller at a disadvantage which he 


should not be compelled to bear. These varying policies, however, 
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The fourth-section violations occur by reason of the dif- can be harmonized, if not at the voluntary instance of the carriers 


themselves, only in a proceeding of broader scope than the present, 
in which can be determined what will be the reasonable and just 
practice to be followed generally by carriers in western trunk-line 
territory. The carriers in that territory should seek an amicable 
solution of this transit problem with a view to agreeing upon a uni- 
form policy to be followed by them generally, as well as upon uniform 
regulations and charges, if any, governing transit services. 

In view of the evident purpose of the Hoch-Smith resolution 
we are lothe to permit any increases in the transportation burden 
placed upon products of agriculture such as grain, except for reasons 
clear and explicit and where it appears that the resulting charges 
will not be unreasonable. The showing here made with respect to 
the reasonableness of the through charges which would result by the 
addition of the separate transit charges proposed is not as complete 
as might be expected, but it is sufficient to warrant the conclusions 
reached. The interests of complainant and protestants center pri- 
marily in the relationship of the aggregate charges through their 
mills contrasted with those paid by their competitors, and our con- 
— herein have been reached with those interests uppermost in 
mind. 

We find that the suspended schedules proposing to restore transit 
charges at points on the Great Northern and Northern Pacific have 
been justified, but that the proposed transit charges at points on 
the Chicago, Milwaukee & St. Paul have not been justified. We fur- 
ther find that the suspended schedules in so far as they propose 
additional transit charges at points west of Minneapolis on the Chi- 
cago, Milwaukee & St. Paul, while similar transit services are per- 
formed by this respondent on grain from the same origin territory 
and the products thereof shipped to the same destination territory 
without additional charge at points on its lines east or south of 
Minneapolis, would be unduly prejudicial against protestants located 
at points west of Minneapolis and unduly preferential of protestants’ 
competitors at points east or south of that point. 

We further find that the rates and charges assailed in the title 
case are not shown to be unreasonable or unduly prejudicial, except 
that the application by the Minneapolis, St. Paul & Sault Ste. Marie 
at points on its lines west of Minneapolis or Duluth of any transit 
charge in addition to the line-haul rates on grain originating in 
Minnesota, North Dakota, or South Dakota, and the products shipped 
to Chicago, Milwaukee, St. Louis, or to points east thereof, while 
contemporaneously according transit without charge in addition 
to the line-haul rates on grain from the same points of origin and 
the products shipped to the same destinations at other points on 
its lines west, east, or south of Minneapolis, is and for the future 
will be unduly prejudicial to complafnant’s members and unduly pref- 
—— of their competitors at points west, east and south of Minne- 
apolis. 

The foregoing findings are without prejudice to different con- 
clusions which may be reached in a more comprehensive proceeding 
involving the rates and transit arrangements on grain and grain 
products in western trunk line territory. 


DEPRECIATION CHARGES 


Depreciation accounting by railroad and telephone com- 
panies is required by the Commission in No. 14700, Depreciation 
Charges of Telephone Companies, and No. 15100, Depreciation 
Charges of Steam Railroad Companies, opinion No. 11770, 118 
I. C. C. 295-411, written by Chairman Eastman. The orders en- 
tered in the proceedings will become effective January 1, 1928. 

The proceedings were instituted by the Commission on its 
own motion in complying with the provisions of paragraph 5 of 
section 20 of the interstate commerce act, as amended February 
28, 1920, requiring the Commission to prescribe for carriers sub- 
ject to the act the classes of property for which depreciation 
charges might properly be included under operating expenses, 
and the percentages of depreciation which should be charged 
with respect to each of such classes of property. 

The National Electric Light Association, the American Gas 
Association, and the Consolidated Gas Company of New York 
intervened in No. 15100, and presented evidence. The American 
Electric Railway Association also intervened but presented no 
evidence. 


Chairman Eastman said the hearings developed a wide and 
striking difference of opinion upon a basic question partly of fact 
and partly of theory. He said that that question was of such 
controlling importance that he would discuss it at the outset. 
He said that, representative of the opposing views were the 
position of the telephone companies, on the one hand, and the 
position of the railroad, gas and electric light companies, on the 
other hand, which he summarized as follows: 


The telephone view.—The position of the telephone companies, 
briefly stated, is that the ultimate expense of furnishing service in- 
cludes the cost of everything used up in the process, whatever it may 
be. It includes the cost of things that are used up slowly, such as 
automobiles, switchboards, buildings, pole lines, and other items of 
plant, just as inevitably as it includes the cost of things that are used 
up rapidly, such as labor, gasoline, coal, lead pencils, paper, and the 
like. As we understand the view of these companies, depreciation ex- 
pense represents the cost incurred during an accounting period in the 
process of using up in service items of physical property whose lives 
extend over more than one such period, regardless of how they are 
used up. This cost is a part of, and should be shown, in operating 
expense; it should be shown when it is incurred, and it is incurred 
throughout the life of the property in service. It should, therefore, 
be charged to operating expense in periodical installments throughout 
this service life. Replacements, these companies say, do not measure 
depreciation expense, for it is determined by the amount and cost of 
the property used up. It exists whether or not the property is re- 
placed, and is incurred regardless of whether depreciation charges 
are accrued. Such charges should be made in order that the accounts 
may properly record the facts. As the result of making them a re- 
serve will be created which will, if the charges have been accurately 
estimated, at any time equal the loss in existing property due to the 
process of consumption in service. This reserve protects the integrity 
of the investment. 

The railroad view.—The position of the steam railroad, gas, and 
electric light companies, stated briefly, is that a railroad or public 
utility property is a composite of many separate units and should be 
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so considered with respect to depreciation. While most of these 
separate units have terminable lives and are worn out in service or 
abandoned from time to time for better substitutes, there is no de- 
preciation in the composite property so long as it is well maintained. 
Maintenance is the making of needed repairs and replacements. If 
properly maintained, the railroads say, the composite property does 
not depreciate or lessen in value or. service ability. In fact, it may 
be worth more to a prospective purchaser when seasoned by long- 
continued operation than when new. No reserve is needed to pro- 
tect the integrity of the investment, but the creation of such a 
reserve may be desirable to spread the cost of retiring certain large 
units of property and prevent a disproportionate burden upon the 
operating expenses of any one year. In the case of a large, com- 
posite property which has “struck its gait,’’ it is claimed that retire- 
ments of most property units are about the same in amount from 
year to year, so that there is no need for such an equalizing reserve. 
In the case of the larger units, there may be such need, but the 
reserve should be called a “retirement” rather than a ‘‘depreciation’”’ 
reserve. Its amount is not a matter of mathematical computation 
from theoretical service lives, but rather a matter of judgment. 
Where property is unexpectedly retired, not because it has been worn 
out, but because some more efficient substitute has been developed, 
the cost of retirement should be spread, not over the past, but over 
the future, so that the burden may fall upon those who gain the 
benefit from the enhanced efficiency. The ascertainment of service 
lives, upon which what the gas and electric companies call ‘‘theo- 
retical depreciation charges’? are dependent, is, they say, a wholly 
impracticable undertaking requiring a knowledge of the future which 
no one has. It is contended that the making of such depreciation 
charges merely results in the accumulation of a huge reserve which 
will in time fluctuate around 50 per cent of the recorded investment; 
that such a reserve serves no useful purpose; and that it is a burden 
both upon the patrons of the company and upon the investors in its 
securities. If it were to be assumed that the composite property 
would at a certain time come to the end of its life, there might be 
need for such a reserve, but in most cases such properties may, for 
all practical purposes, it is asserted, be regarded as perpetual. 


Chairman Eastman then analyzed the opposing views, in the 
course of which he said that the theory advanced by the steam 
railroad, gas and electric companies led inevitably to the con- 
clusion that the accrual of depreciation charges and the creation 
of a depreciation reserve for equipment were unnecessary. It 
followed, he continued, if that theory was correct, that the net 
income of the Class I roads had in the past, up to December 31, 
1922, been understated to the extent of $1,181,383,728, which rep- 
resented accumulated depreciation reserves for equipment, and 
that that amount, instead of being a necessary offset to depre- 
ciation, must be regarded as segregated surplus. 


Chairman Eastman said the cost of property consumed in 
operation was plainly a part of the cost of rendering service, 
and that manifestly the accounts should conform to and ade- 
quately record that fact. After a long discussion of objections 
to depreciation accounting, the chairman discussed the present 
need for depreciation accounting as follows: 


So much for the objections to depreciation accounting. We now 
turn to certain affirmative reasons for such accounting and for the 
changes in the law which were made in 1920. The interstate com- 
merce act now provides, in section 15a, a rule for regulating the gen- 
eral level of railroad rates. They are to be adjusted so that the rail- 
roads will earn, by groups or in the country as a whole, a certain 
definite return upon the aggregate fair value of their properties. Pro- 
vision is made for the recapture by the government of part of the 
earnings of companies which are fortunate enough to earn more 
than 6 per cent upon such value. In order that these provisions 
of the law may be successfully administered, it is necessary to have 
an accounting system which will disclose as accurately as possible 
the actual cost of operation. This is necessary for the protection 
both of investors and of the public. If more be included in operat- 
ing expense than ought to be there, the public will suffer. If less 
be included, investors will suffer. This brings depreciation expense 
to the forefront. If the railroad, gas, and electric companies are 
correct in their contentions, then the present large amounts which 
are being charged each year for the depreciation of equipment and 
to some extent of fixed property ought to be eliminated from operat- 
ing expense. And by the same reasoning the depreciation reserves 
for equipment which have been built up, amounting all told to more 
than one billion dollars, ought to be made a part of accumulated 
surplus available for declaration of dividends. On the other hand, 
if the telephone companies are correct in their contentions, then 
regular amounts should be included annually in operating expense, 
not only for depreciation of equipment but also for depreciation of 
many other kinds of steam railroad property for which such charges 
are not now accrued. And by the same reasoning the large amounts 
for the retirement of property which are included in operating ex- 
pense in prosperous years and the lesser amounts which are included 
in years of depression should be eliminated and charged to the depre- 
ciation reserve. Moreover, if depreciation accounting be correct in 
principle, then the public regulating authority must be on its guard 
to prevent these charges from being made either smaller or larger 
than they ought reasonably to be made. Obviously a need for exact 
accounting in this respect exists which has not heretofore existed, 
and this no doubt was recognized by Congress in the amendment to 
section 20 under which this proceeding was instituted. 


_ Quite apart from this special need to which section 15a has given 
rise, there is a general need for accurate accounting as to operating 
costs which perhaps did not exist in the past or at least not to the 
same extent. In the early days of railroad construction and for 
many years thereafter, railroads were dealt with very much as 
other private industries, and they offered a field for large speculative 
profits. That day has gone by and railroads are now confined, 
restricted, and supervised in almost every phase of their activities 
by public regulation. This regulation has eliminated much of the 
former risk of investment, but it has also eliminated much of the 
opportunity for large speculative profits. To attract investment 
under such circumstances the element of risk must be held within 
the closest possible limits, and this means careful provision against 
the uncertainties of the future. It also means a system of account- 
ing which will disclose as nearly as possible the actual cost of opera- 
tion which is presently being incurred, and which will reduce to a 
minimum the possibility of misleading investors by postponing to 
& later date the disclosure of any part of this cost. Nor does the 
need for such accounting exist only in the case of investors. The 
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public served has an equal interest. In the old days of possible 
speculative profits the sequence of receiverships, reorganizations, and 
recoveries which so frequently occurred involved some temporary 
disturbance and impairment of service but no lasting injury, since 
new capital could be drawn without much difficulty into the field 
which disaster had visited. It is doubtful whether disaster can be 
so easily repaired under present conditions. If the public is now 
to secure necessary extensions of service and to be in a position to 
reap the benefit of improvements in the art of railroading as they 
develop, reliance must be placed upon sound economy rather than 
— ox —_ —— 
h our opinion depreciation accounting satisfies the need 

set forth. The essential reason is that this method of p> * si 
conforms with far greater accuracy than the retirement method to 
the actual facts with respect to operating costs. Neither investors 
nor the public are left in doubt in regard to the costs which are 
currently being incurred and ought currently to be met in the inter- 
est of prudent and sound economy. If these costs be met, the finan- 
cial condition of the companies will be strengthened and they will 
be able to face the future with a greater degree of assurance. There 
will be no need for mortgaging the future to meet the debts of the 
past. Investors and the public generally will be protected against 
extreme fluctuations in operating expense and against an unneces- 
sarily large volume of outstanding securities demanding interest or 
dividend payments. Depreciation accounting, in short, conforms to 
the principles of conservative and constructive finance. 


’ The railroads, the report said, contended that the Commis- 
sion had no power to require them to set up depreciation 
charges, a view of the law which was not shared by the tele- 
phone companies. 


Chairman Eastman, in conclusion, said: 


The criticism most commonly urged against depreciation account- 
ing and the plea most commonly offered for the retirement method 
is that the former is purely speculative while the latter rests upon 
a solid foundation of fact. Both arguments are fallacious. Depreci- 
ation accounting is speculative only in that it applies to the future 
conclusions drawn partly from past experience and partly from thor- 
ough knowledge of existing facts; the retirement method is, no doubt, 
founded on fact but it neglects to take into account all the facts. 
Strict logic would require that the advocates of the retirement method 
should neglect to take into account accrued interest, accrued rentals. 
accrued taxes and audited vouchers, until such interest, taxes and 
vouchers should have been actually paid. True, these and similar 
items can in general be estimated with greater mathematical accuracy, 
but it does not follow from this fact that depreciation charges can 
not be calculated with a sufficient degree of accuracy to achieve their 
purpose. 

With retirement accounting the books furnish a record which 
may be a wholly untrustworthy reflection of the facts. This has 
been demonstrated by experience time and again. By postponing 
needed retirements a company may make a showing of earnings 
which is designed to mislead investors and which will accomplish 
that result in the absence of an inquiry extending beyond the face 
of the accounts. On the other hand, by concentrating or accelerat- 
ing retirements a company may, at least for a time, conceal pros- 
perity which it does not wish to disclose. Even if there be no 
intent to mislead or deceive, the irregularity in retirements which 
is often inevitable may, and frequently does, produce that result. 
The facts in regard to the constantly accruing consumption of capital 
in service are not recorded; the record is in all cases deferred until 
the consumption is complete. 

Depreciation accounting with all its difficulties is, we are per- 
suaded, a method which will produce a much more nearly accurate 
reflection of the facts than will retirement accounting. While we 
do not minimize the difficulties and possible dangers, we are confident 
that in the course of actual practice and experience they will con- 
tinually decrease in importance. In the early days of every form 
of public supervision of private enterprise the difficulties to be en- 
countered create alarm by their apparent multitude and magnitude. 
In actual practice they gradually lose their formidable character as 
principles are developed and precedents set. So it will be with depre- 
ciation accounting. 

Owing to the radical change in present methods of accounting 
which are involved in the case of steam railroad companies, the 
orders hereinafter entered are made effective on January 1, 1928, 
in order that there may be an adequate period of preparation. 


Commissioner Woodlock, concurring, said: 


I am in accord with the main principle expressed in this report. 
Most of the confusion of thought expressed in past discussion of 
the subject of depreciation in general and the necessity for depre- 
ciation accounting and depreciation reserves grows out of the fail- 
ure to recognize the vital connection of the subject with the subject 
of valuation. If, as seems certain, ‘‘present value” for rate-making 
purposes is to base largely upon reproduction cost, depreciation ac- 
counting by the straight-line method is absolutely necessary for 
preservation of the rights of carrier property owners. If original 
cost in any of its forms were to be the norm of value, then a fairly 
good case might be made by large and long-established carriers 
against the necessity for depreciation accounting at all, even by the 
sinking-fund method, because under the original-cost method of 
valuation no deduction from original cost for accrued depreciation, 
as distinguished from functional depreciation resulting from under- 
maintenance, is required. There is, however, no present necessity 
to berate for loose logic contestants on either side of the argument 
as it has been conducted up to this time, for there is no essential 
dispute concerning the fundamental fact. Depreciation accrues in 
all properties, composite or otherwise, is in some form a necessary 
charge upon the rates for service, should be so charged if accounts 
are properly to represent the facts, and, if properly assessed and 
charged, is neither undue burden nor undue benefit to anyone. The 
courts having defienitely committed themselves to the reproduction- 
cost method of ascertaining present value, straight-line depreciation 
accounting and depreciation reserves become a necessity. To that 
extent I agree with the report. 

I do not agree with the view that the arguments against a gen- 
eral depreciation reserve, applicable to the entire property of a car- 
rier, are “convincing” so far as the future is concerned. They 
are, no doubt, strong as applied to present practice in present con- 
ditions, but if a composite percentage can safely be applied to a 
group of property units, I fail to see why the same principle is 
not ultimately possible of application to a property as a whole, 
provided that that property continues reasonably stable as regards 
its composition. Time and experience will, however, be required 
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to lay the foundation for application of general percentages; for 
the present it is perhaps sufficient to apply the group basis where 
it may prove to be convenient. The report, furthermore, fails to 
include in the items which it lists as depreciable property certain 
items which in the ascertainment of reproduction cost less deprecia- 
tion are subjected to depreciation. I see no logic or justice in this. 
If we are to have depreciation accounting, account should be taken 
of every item depreciable in valuation, and depreciation reserves 
should be created for all such items. If this be not done an undue 
burden will be imposed upon property owners. That the items 
omitted are not many and not large is no reason for their omission— 
rather it is the reverse. Furthermore, I see no reason for requiring 
carriers to subdivide investment accounts upon their books in the 
manner prescribed by the report. It may be that our valuation 
inventories at 1914 prices do correspond fairly well to actual con- 
struction costs over a substantial period of years prior to 1914. The 
evidence supporting this statement, however, is not of record, and 
even if it were true it would still be unnecessary to require the 
carriers now to place upon their books figures reached in this way 
in lieu of their present investment accounts. These figures can 
easily be made the basis for setting up depreciation reserves (where 
such basis is not offered by the books) without placing them actually 
on the books. That is all that is necessary to enable the proper 
accounting to be made. It will be time enough to require a restate- 
ment of investment accounts upon carrier books when, as, and if, 
a really final determination of ‘‘present value’’ shall have been made. 


The Commission summarized its findings as follows: 


1. Proceedings instituted under paragraph (5) of section 20 of 
the interstate commerce act, as amended February 28, 1920, which 
requires the commission as soon as practicable to prescribe, for car- 
riers subject to the act, the classes of property for which depreciation 
charges may properly be included under operating expenses, and the 
percentages of depreciation which shall be charged with respect.to 
each of such classes of property, classifying the carriers as it may 
deem proper for this purpose. 


2. With the exception of land and grading, most property units 
which make up the plant of a railroad or telephone company are 
gradually worn out in operation or are abandoned from time to time 
in favor of better substitutes. 


3. The cost of property thus consumed or abandoned is plainly a 
part of the cost of rendering service and the accounts should conform 
to and adequately record this fact. 


4. The contention that the retirements of most units of a large 
composite railroad or telephone property tend to equalize, i. e., be- 
come the same in amount from year to year, is not adequately sup- 
ported by data of record. The evidence indicates that the opposition 
to depreciation accounting is based partly on a desire to adjust retire- 
ment charges from year to year in accordance with financial needs. 

5. The cost of rendering service involved in the consumption or 
abandonment of depreciable units of property is not adequately re- 
corded when no account is taken of this cost prior to the time of 
retirement of such units. An adequate record requires proportionate, 
periodical charges, i. e., depreciation charges, throughout the service 
lives of the units. 


6. The depreciation reserve is a record of the undoubted fact 
that the service lives of existing depreciable property units have to a 
certain extent been consumed. 

7. Depreciation accounting is a necessary measure of self-pro- 
tection to the carriers, in view of the decisions of the Supreme Court 
of the United States to the effect that accrued depreciation must be 
deducted in determining the rate base. 

8. All things considered, depreciation accounting in the long run 
is less burdensome than retirement accounting to patrons and invest- 
ors. It conforms to the principles of conservative and constructive 
finance. 


9. Future service lives can be estimated with sufficient accuracy, 
subject to public supervision and to modification and correction from 
time to time, to meet the needs of depreciation accounting. 

10. No good purpose is served, so far as depreciation accounting 
is concerned, by attempting to distinguish between present and future 
patrons and their interests. The purpose of depreciation accounting 
is to charge the cost of current consumption of property in service 
against the current users of the property. But the method of spread- 
ing sueh cost over a period subsequent to the retirement of the prop- 
erty is available for use in emergencies. 

11. The need for depreciation accounting is emphasized by the 
provisions of section 15a of the interstate commerce act relative to 
the recapture by the Government of excess income and by the exist- 
ing situation with respect to the public regulation of both steam rail- 
road and telephone companies. 

12. Depreciation accounting is supported by prior decisions of 
the Commission in valuation proceedings, by decisions of the United 
States Supreme Court, and by the decisions of other courts and of 
Federal and State commissions. It is also in general accord with the 
provisions which at the present time are embodied in the accounting 
classifications of steam railroad companies and telephone companies 
and which were included in those classifications when section 20 of 
the act was amended. 

13. The provisions of paragraph (5) of section 20 of the act 
specifically empower the commission to require and prescribe the 
amount of depreciation charges. The general power to prescribe a 
uniform system of accounts also implies and includes power to require 
accounting for depreciation. 


14. Telephone property, although used largely for local business, 
is subject to Federal regulation when it is subject to interstate use. 

15. Depreciation accounting for telephone companies, classes A, 
B, and C, is practicable, but the determination of depreciation per- 
centages for the various classes of telephone property is a task as 
to which the commission may well avail itself of the co-operation, 
services, records, and facilities of State commissions, under the provi- 
sions of paragraph (3) of section 13 of the interstate commerce act. 

16. Depreciation is the loss in service value not restored by cur- 
rent maintenance other than extraordinary repairs and incurred in 
connection with the consumption or prospective retirement of property 
in the course of service from causes against which the carrier is not 
protected by insurance, which are known to be in current operation, 
and whose effect can be forecast with a reasonable approach to 
accuracy. 

17. ‘Depreciation expense is based upon the original cost of the 
property in question to the accounting company, and depreciation 
accounting requires an analysis of the investment and apportionment 
of appropriate amounts to the primary accounts covering depreciable 
property, under road and equipment for steam railroads and under 
fixed capital for telephone companies. The accounts of the steam 
railroad companies in general now furnish no adequate record of 
property costs, but the deficiency may be supplied, with sufficient 
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accuracy for the purposes of depreciation accounting, by appropriate 
use of the inventories of our Bureau of Valuation. Rules prescribed 
accordingly for the distribution of the investment account of steam 
railroads. It appears that the investment accounts of telephone com- 
panies are, in general, sufficiently adapted to such accounting; but if 
it should develop that they are not so adapted, this matter can then 
be dealt with. 

18. The total expense of depreciation in connection with any unit 
of property is its service value determined by taking into considera- 
tion ledger value, net salvage value, and extraordinary repairs, as 
these terms are defined in the report. The cost of removing property 
or recovering salvage at time of retirement should be deducted in 
determining net salvage value. The retirement of continuous struc- 
tures such as fences, snowsheds, etc., and of certain other units of 
property such as equipment, is postponed either materially or indefi- 
nitely by the application of piecemeal renewals or rebuilding pro- 
grams, both of which are termed in the report “extraordinary repairs.” 
It is essential to a properly comprehensive system of depreciation 
accounting that provision be made in the reserve for such extraordi- 
nary repairs. 

19. Property once acquired should remain in the plant account 
at its cost until it is finally abandoned or is put to a new use different 
from that for which it was originally installed. 

10. The sinking-fund and straight-line methods of accounting for 
depreciation compared and for reasons stated the latter approved. 

21. The various classes of telephone and steam railroad property 
considered and their depreciable nature discussed. Classes of prop- 
erty found subject to depreciation specified. 

22. The unit and group plans of accounting for depreciation com- 
pared and the latter approved. Groups of property and reserves 
applicable thereto should correspond with the primary accounts in 
road and equipment of steam railroads and of fixed capital of tele- 
phone companies, including improvements on leased railway property. 
Operating companies must also account for depreciation charges on 
leased property. 

23. Impossible to prescribe uniform depreciation percentages for 
the various classes of depreciable property, applicable to all com- 
panies alike. Method of determining depreciation percentages for 
individual companies prescribed, co-operation with the State com- 
missions in the supervision of this matter being provided for in the 
case of telephone companies. Both classes of companies required to 
keep adequate property records and maintain in convenient and 
=—* form engineering data bearing upon prospective service 

ves. 

24. Some cases of property are of such a character that it is not 
practicable to keep individual unit costs. In determining the debits 
and credits to the various accounts under depreciation accounting, 
amounts for specific units to be used so far as practicable; but where 
that is impracticable, average amounts to be used. 

25. While certain causes of the retirement of property are not 
factors to be included in the estimate of depreciation charges, all 
losses at time of retirement required to be charged to the depreciation 
reserve, with provisions for compensating adjustments where nec- 
essary. 

26. The amount of accrued depreciation not previously accounted 
for by steam railroads, as of the date depreciation accounting for 
fixed property becomes effective, required to be computed and shown 
in — accounts in accordance with a prescribed method of adjust- 
ment. ° 

27. The cost of extraordinary repairs when made and the service 
value of property when retired required to be charged to the appro- 
priate primary accounts under maintenance expenses and concurrently 
corresponding amounts released from the depreciation reserve to 
special credit accounts provided for that purpose under maintenance 
expenses. 

28. Each carrier required to include in its annual reports to the 
commission a sworn statement showing by primary accounts the 
extent to which ordinary maintenance has been neglected or deferred. 

29. Depreciation accounting, as prescribed in the report, ordered 
to become effective January 1, 1928. . 


The orders entered give effect to the findings summarized 
above. 


AUTOMATIC TRAIN CONTROL 


In a mimeographed report by division 1 in No. 13413, in 
the matter of automatic train control devices, No. 13413, Sub. 
No. 5-2, in the matter of automatic train stop device of National 
Safety Appliance Company on Stockton division of Pacific sys- 
tem of the Southern Pacific Company, the Commission, after 
inspection and test, has found that the installation meets the 
requirements of its specifications and order, and has approved 
the installation. Requirements were prescribed in respect of 
certain apparatus and operations with which the carrier was 
expected promptly to comply, the Commission said. The in- 
stallation extends from Tracy, Calif., to Fresno, Calif., 125 
miles. The total cost of the installation was reported as $253,- 
504.16. 


REPARATION ON CHARCOAL 


An order directing the payment of reparation has been en- 
tered by the Commission in a mimeographed report by division 
4 in No. 17702, American Sumatra Tobacco Company et al. vs. 
Atlantic Coast Line et al., on a finding that rates assessed on 
two carloads of charcoal from Gaskins Siding, Fla., to Amster- 
dam and Wataga, Ga., were unreasonable to the extent that 
they exceeded $4.35 per net ton. Charges were assessed at the 
applicable commodity rate of $5.29 to Amsterdam and a com- 
bination rate of $7.39 to Wataga. Effective April 30, 1925, a rate 
of $4.35 to both points was established. 


HAY COMPLAINT DISMISSED 


The Commission, in a mimeographed report by division 4 
in No. 17052, Toberman, Mackey & Company vs. Carolina, Clinch- 
field & Ohio et al., has dismissed the complaint on a finding 
that a reconsignment charge assessed at St. Paul, Va., on inter- 
state shipments of hay, was applicable and not unreasonable 
or otherwise unlawful. 
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RATES ON MOSS 


Upon further hearing, in No. 14827, National Association of 
Upholstered Furniture Manufacturers vs. Ann Arbor et al., Ex- 
aminer Paul O. Carter, in a proposed report, has recommended 
that rates on moss, in machine compressed bales, in carloads, 
from Plaquemine, White Castle, Rosedale and other producing 
points in Louisiana to destinations in defined territories north 
of the Ohio and east of the Mississippi rivers, be found unduly 
prejudicial and in violation of the fourth section. He recom- 
mended an order removing the undue prejudice and fourth sec- 
tion violations. In 98 I. C. C. 501, the report said, division 3 
of the Commission found rates on moss from Plaquemine and 
other producing points in Louisiana to destinations north of the 
Ohio and east of the Mississippi rivers, except from Rosedale, 
La., and Louisiana points west of the Mississippi river interme- 
diate from Rosedale and Baton Rouge, La., to destinations inter- 
mediate to Albany, Rochester, Syracuse and Utica, N. Y., not 
unreasonable, unjustly discriminatory, or unduly prejudicial. 
The rates from Rosedale were found unreasonable and reparation 
was awarded. Fourth section relief was denied with respect to 
the rates from points in Louisiana to defined territories, except 
in so far as relief had already been granted in fourth section 
order No. 7542. On petition of complainants the case was re- 
opened for further hearing. The examiner said that, on further 
consideration, the Commission should find that the rates on moss 
from Rosedale, La., to Chicago, Ill., were unduly prejudicial to 
the extent that they exceeded the rates contemporaneously ap- 
plicable on like traffic from Plaquemine and White Castle, La., 
to Chicago. He said the Commission should further find: 

That the rates from Plaquemine, White Castle and Rosedale, La., 
and other producing points named in Note A of Item 2232G, sup- 
plement No. 75 of Agent Leland’s Trf. I. C. C._No. 1640, to points 
in Milwaukee, Chicago, Cincinnati, Louisville, Dayton-South Bend, 
and Detroit-Cleveland territories, are unduly prejudicial to the ex- 
tent they exceed by more than five cents per 100 lbs. the rates con- 
temporaneously applicable on like traffic from New Orleans over the 
Texas & Pacific and Missouri Pacific and connecting lines west 
of the Mississippi River to St. Louis, Missouri, plus the fifth class 
differentials over St. Louis contemporaneously maintained, and 
in effect to points in these respective territories as defined in de- 


fendants’ tariffs. The fourth section violations and departures now 
existing should be removed. 


RATES ON ROUGH GRANITE 


On a a proposed finding that rates on rough quarried granite 
from East Weymouth, Mass., to interstate destinations on the 
New Haven are unreasonable and unduly prejudicial, Examiner 
Henry B. Armes, in No. 18110, Plymouth Quarries, Inc., vs. New 
Haven et al., has recommended reasonable and non-prejudicial 
rates for the future and an award of reparation. It was alleged 
that the carload rates on rough quarried granite from East Wey- 
mouth to local points on the New Haven were and are unrea- 
sonable and unduly prejudicial to the extent that they exceeded 


= — contemporaneous rates of the New Haven on common 
rick. 


Rough quarried stone is rated sixth class in the Official 
Classification, minimum 36,000 pounds, and moves on sixth class 
distance rates between local points on the New Haven, with 
20 cents as the maximum. This maximum is reached at a dis- 
tance of approximately 175 miles, according to the report. The 
examiner said New York, N. Y., approximately 225 miles from 
East Weymouth, appeared to be the only important destination 
where the distance rate was held down by the maximum of 20 
cents. In his conclusions, the examiner said: 


Defendant has offered no convincing reason why a commodity 
which moves in such volume as that which is the subject of this 
complaint, which loads heavily and whose value is comparatively low 
and which moves from points on the New Haven to other territories 
at commodity rates, should continue to move locally upon the full 
class basis. The problem is to determine how much of a departure 
from the sixth class will be reasonable under all the circumstances. 
Complainant contends that its commodity is so closely analogous to 
brick as to entitle it to the brick rate. Perhaps it would be more 
equitable to consider that the per car earnings under the New 
Haven’s rates on these two commodities should be more nearly 
comparable than they now are, making allowance by this method 
for the heavier loading of brick. Any comparison between the 
loading of the two commodities should be based upon the average 
for the New Haven system, 33 tons in the case of common brick, and 
24 tons for the stone, rather than upon the figures of any one 
shipper, which, as has been seen, vary materially even as between 
shipments from the same point of origin. Taking 100 miles as the 
average haul for complainant’s material on the New Haven, the 
Tate asked is 9.5 cents, which is the rate on brick. In connection 
with the average loading of 33 tons the per car earnings on a car 
of brick would be $62.70. But in order to yield the same per car 
— in connection with a load of 24 tons of stone the rate would 
a 13 cents. Complainant is more interested in the longer hauls. 

‘he 10-cent rate on brick for 128 miles would similarly be comparable 
with a 13.75-cent rate on stone for the same distance, and a 11-cent 
— on brick for 175 miles with a 15-cent rate on stone for that 

istance. The contention of the New Haven that the brick rates on 
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its line reflect the influence of water competition has not been over- 
looked, but it is noted that the level of the brick rates on the Boston 
& Maine where this competitive influence is not present is practically 
the same as on the New Haven. It is also noted that the New 
Haven has permitted its rates from Connecticut kilns to New York, 
which move only about 20 per cent of the brick manufactured locally 
on the New Haven, to influence the entire level of the New Haven’s 
brick rates, while it has not been established that competitive con- 
ditions elsewhere on the New Haven to which the remaining 80 per 
cent are transported, compel the establishment of rates on such a 
level. Consideration has also been given to the fact that although 
stone and granite paving and curbing are generally recognized as 
commodities which are inferior in quality to building stone of the 
kind herein dealt with, the spread between defendant’s present rates 
on such paving and curbing, on the one hand, and rough building 
stone on the other, should not be as great as that which now exists. 

The Commission should find that the rates assailed were, and are, 
unreasonable and unduly prejudicial to the extent that they exceed 
rates for application to interstate traffic based upon the following 
scale and minimum weight 48,000 pounds: 


Cents 
i iis iss vis ciercronistere'n io ceors is ale whe oe Sine SS eS ew Rip Heme EeR 9 
S5 mlles at Under G0 Wiles ....c.o.. cccicicc cc cecevccscsseseeccwwesies 10 
50 miles and under 75 mileS......cccccscccscccccccccccvcccevccce 11 
76 miles and under 100 milleB.........cceccvccccececdcccvveccvsceee 12 
100 miles and under 120 miles... ....ccccccccccccvecccevecccsovece 13 
120 miles and under 140 miles. ......ccccccccccesccccccevcceencesee 13.5 
140 miles and under 160 mileS..........cccccccccccccccccecccccene 14 
160 miles and under 180 mileS...........c cc ecccccecccceeccssccces 14.5 
180 miles and under 200 Mil|S. .........ccccscccscccccvcsceveeccvses 15 
200 miles and under 220 mileS.......cccccccccccccccccccvcvccccece 15.5 
EE eae ee ee eT ee 16 


The Commission should further find that the complainant made 
shipments as described and paid and bore the charges thereon, was 
damaged thereby in the amount of the difference between the charges 
paid and those which would have accrued upon the basis herein 
found reasonable and is entitled to reparation, with interest. 


RATES ON OLD CEMENT BAGS 


Examiner Harry C. Ames, in a proposed report in No. 17942, 
Atlas Portland Cement Company vs. Santa Fe et al., has recom- 
mended a finding of unreasonableness and rates for the future 
with respect to shipments of old, used, empty cement bags, re- 
turned, from points in Iowa, Nebraska, Kansas and Missouri, to 
cement mills in those states. The report also embraces Sub. 1, 
Same vs. Same; Sub. No. 2, Same vs. Same; Sub. No. 3, Same 

. vs. Same; Sub. No. 4, Hawkeye Portland Cement Company et al. 
vs. Same; No. 17946, Nebraska Cement Company vs. Santa Fe 
et al.; and No. 18687, Missouri Portland Cement Company vs. 
Santa Fe et al. The complainants, cement manufacturers, al- 
leged that the rates charged for the transportation of old, used, 
empty cement bags, returned by the purchasers of cement to its 
producers, were unjust and unreasonable. At the hearing the 
issues were confined to section 1 of the act and to less-than-car- 
load rates, and the report was addressed to those issues, the 
examiner said. 

The report said that, at the present time, one-half of fourth 
class rates applied on empty cement bags, returned, intrastate 
within the states from and including Nebraska and Iowa south 
to the Gulf of Mexico. The examiner said the same rating ap- 
plied on interstate traffic from points in Oklahoma to destina- 
tions in Kansas, Texas, Missouri, Arkansas and Louisiana; from 
points in Kansas to destinations in Oklahoma; from points in 
Arkansas to destinations in Kansas, Louisiana, Missouri and 
Oklahoma; from points in Louisiana to destinations in Kansas, 
Arkansas, Missouri, Texas and Illinois; from points in Texas to 
destinations in Oklahoma; and from points in Missouri to desti- 
nations in Louisiana, Oklahoma and Arkansas. Complainants 
showed that in many instances shipments of empty, returned 
cement bags, moving in Pacific coast states, both intrastate, and 
interstate, were subject to the cement rates in the reverse direc- 
tion. They also showed that one-half of fourth-class rates ap- 
plied interterritorially between points in Oklahoma and points in 
Western Trunk Line territory. The examiner said this condi- 
tion caused many departures from the long-and-short-haul clause 
of the fourth section. Thus, he said, the rate from Cedar Rap- 
ids, Ia., to Independence, Kan., was 68 cents, but the rate to 
Nowata, Okla., a farther distant point on the same line or route, 
was 48 cents. 

The examiner said the rates on the traffic here considered, 
namely, that moving interstate from and to points of origin and 
destination in the states of Iowa, Nebraska, Kansas and Mis- 
souri, were either on the full fourth-class basis, or were subject 
to a so-called conversion scale which purported to be based on 
the cement rates. This latter scale followed no uniform percent- 
age scheme and was concededly constructed to equalize, as 
nearly as possible, the fourth-class rates, the examiner said. In 
many instances the rates exceeded fourth-class, he said. He 
said any rate adjustment based on the cement rates should fol- 
low a uniform percentage and that otherwise it was merely a 
fourth-class basis in disguise. 

Defendants contended that the basis of one-half of fourth- 
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class on the empty bags or on any other returned empty con- 
tainer was entirely too low and in many instances did not cover 
the terminal cost. They urged, the examiner said, that they 
should not be called upon to subsidize the return movement of 
empty cement bags any more than the return movement of 
empty flour and grain bags. After reviewing further the issues 
in the case, the examiner said: 


A witness for one of the complainants which receives return 
shipments of bags both at one-half of fourth class and at full 
fourth-class rates testified that a test of the rates paid showed an 
average of 247 per cent of the cement rates in the reverse direction. 
This test covered shipments from Nebraska, Kansas, Missouri, Iowa, 
Illinois, and some points in Tennessee and the southeast. By select- 
ing representative movements from complainants’ and defendants’ 
exhibits, superimposing the cement rates applicable in the various 
territories for the distances shown, computing 300 per cent of such 
rates and comparing them with fourth class and one-half of fourth- 
class rates, the following results are achieved: On interstate traffic 
between points in Iowa, Nebraska, Kansas and Missouri for an 
average haul of 284.2 miles the average fourth-class rate is 59.4 
cents, the average rate at one-half of fourth class with disposition 
of fractions is 29.8 cents, whereas 300 per cent of the average cement 
rate would amount to 50.4 cents. On Iowa intrastate traffic for an 
average distance of 218.8 miles the average fourth-class rate shown 
is 32.9 cents and the average rate based on one-half of fourth class 
is 16.45 cents, whereas 300 per cent of the average cement rate for 
that distance would be 40.5 cents or considerably higher than the 
full fourth-class rates. It has been sufficiently shown, however, that 
the Iowa class rates are among the lowest, if not indeed the lowest, to 
be found in this general territory. On intrastate traffic within the 
state of Kansas the fourth-class rates for blocks of 25, 50, and 100 
miles, up to 500 miles, average 70.3 cents, and at one-half of fourth 
class, 35.2 cents. Rates based on 300 per cent of the rates on cement 
for the same distances would average 43.8 cents. On Nebraska 
intrastate traffic the average fourth-class rate for similar mileage 
blocks is 49.9 cents, while one-half of fourth class would be 24.8 
cents. The same percentage formula would produce a rate of 43.9 
cents. It is appreciated that the issues, as amended, leave this 
commission powerless to fix the intrastate rates. But no reason is 
apparent why the levels should be different for intrastate and inter- 
state traffic within these states and the above figures are used to 
show the possible effects of such an alignment. The Missouri intra- 
state class rates are not of record. 

The Commission should find that the rates for the interstate 
transportation of old used empty cement bags, returned, in less than 
carloads, from points in the states of Iowa, Nebraska, Kansas, and 
Missouri, to cement mills within those states as indicated herein, 
are, and for the future will be, unreasonable to the extent that they 
exceed, or may exceed, rates based on 300 per cent of the rates on 
cement, in carloads, from the points to which the bags are returned 
to the points at which the empty bags are tendered for transportation. 
To illustrate: If a shipment of cement moves from Mason City, Iowa, 
to Wichita, Kans., and the empty bags are returned to Mason City, 
the rate on the bags should be 300 per cent of the rate on cement 
from Mason City to Wichita. If the empty bags are returned to 
complainant’s plant at Iola, Kans., the rate should be 300 per cent 
of the rate on cement from Iola to Wichita. 

The record does not show the situation as to transfer charges 
or as to the existence or non-existence of facilities for the inter- 
change of less-than-carload freight. The Commission would not be 
justified upon this record in ordering the establishment of the basis 
here proposed as joint rates. Where transfer charges are now paid 
over the routes over which this traffic will move they should continue 
to be added. Where joint rates are now in effect over certain routes 
without transfer charges the rates herein proposed should be sub- 
stituted for them. In other words the situation as to transfer 
charges is not, and can not be, affected by these proceedings. 


RATES ON STRAWBERRIES 


In a proposed report in No. 16998, Harry J. Lewis Company 
et al. vs. Cincinnati, New Orleans & Texas Pacific et al., Exam- 
iner Horace W. Johnson has recommended that rates and mini- 
mum weight on strawberries, carloads, from Dayton, Evensville, 
Sale Creek, and various other points in Tennessee, to Battle 
Creek and Kalamazoo, Mich. and the rate on peaches, carloads, 
from Sale Creek, Rathburn and Harriman, Tenn., to Detroit, 
Mich., he found not unreasonable but unduly prejudicial. He 
recommended the establishment of rates for the future. He said 
proposed increased rates on strawberries from points in Ten- 
nessee and Alabama on the Southern Railway to points in central 
territory should be found not justified. The report also em- 
braces No. 16998, Sub. No. 1, Taylor Produce Company vs. C. N. 
O. & T. P.; Sub. No. 2, Ben B. Schwartz, Inc., vs. Same; and 
I. and S. No. 2725, berries from Alabama and Tennessee to Cen- 
tral Freight Association territory. 

Complainants alleged that the rates from Chattanooga and 
other Tennessee points to Battle Creek, Detroit, and Kalamazoo, 
were and are unreasonable, unjustly discriminatory and unduly 
prejudicial as compared with rates from Huntsville and Chase, 
Ala., to Detroit and Grand Rapids, Mich., in violation of sections 
1, 2 and 3 and the long-and-short-haul clause of section 4 of the 
act. 

The examiner said the Commission should find that the rates 
assailed had not been and were not unreasonable, but had been, 
were, and for the future would be, unduly prejudicial to com- 
plainants and unduly preferential of their competitors at Detroit 
and Grand Rapids to the extent that the rates from Dayton, 
Evensville and Sale Creek and other points on the C. N. O. & 
T. P., between Harriman and Chattanooga, Tenn., to Kalamazoo, 
Battle Creek and Detroit, exceeded, exceed, or might exceed 
those from Chase and Huntsville to Detroit and Grand Rapids. 

In I. and S. No. 2725 the Southern proposed to increase the 
rates on strawberries from points in Alabama and Tennessee 
to destinations in central territory. The Southern said that all 
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it was proposing was to line up the rates from a few stations, 
from which the movement of strawberries was negligible, with 
the present rates from the heavy producing and shipping points, 
The examiner said it appeared that increases in the rates only 
to the basis of the rates now in effect from points on the C. N. 0, 
& T. P. had been justified. He said that would remove any 
fourth section departures that might now exist. He said the © 
suspended schedule should be canceled without prejudice to the © 
establishment of rates in harmony with the findings in the report. 


RATES ON LUMBER, ETC. 


Attorney-Examiner William A. Disque, in a proposed report 
in No. 17076, Pacific States Lumber Company et al. vs. Great 
Northern et al., has recommended establishment of proper joint 
rates for the future on lumber and other forest products from 
points in the Puget Sound district of Washington to destinations 
in Montana, the Dakotas, and Minnesota, and from Elk River, 
Idaho, to part of the same destination territory. 

Lumber producers alleged that the combination rates on 
lumber and other forest products from several points in the 
Puget Sound district of Washington to points in Montana, North 
Dakota and South Dakota and Minnesota, were unreasonable, 
unjustly discriminatory, and unduly prejudicial, compared with 
the joint rates from points from which the so-called coast-group 
basis applied to the same destinations. The Potlatch Lumber 
Company intervened, according to the report, alleging that the 
combination rates from Elk River, Idaho, to the destinations 
referred to were likewise unlawful to the extent that they ex- 
ceeded the rates from points from which the so-called Spokane 
basis applied to those destinations. In his findings Mr. Disque 
said: 


¥ 
ae 


The record establishes that the rates assailed by complainants aa 


are not unreasonable or unjustly discriminatory, but that they are © 
unduly prejudicial to the extent that they exceed the rates con- 
temporaneously maintained from Tacoma and other points in the 
= group. Joint rates on this basis should be required for the 
uture. by 
The record further establishes that the rates assailed by the (7 
intervener are not unreasonable, unjustly discriminatory or unduly 


prejudicial, except those to points east of the Montana-Dakota state |” 


line, which are found unduly prejudicial. To remove this unlawful 
situation joint rates should be established from Elk River to 
Minneapolis and St. Paul, Minn., equal to those from Spokane to 
those points and joint rates should be established from Elk River to 
Beach and Buford, N. D., which shall not exceed those from Spokane 
to those points by more than 2.5 cents. Beach and Buford are on 
the Northern Pacific and Great Northern, respectively, immediately 
east of the Montana-Dakota state line. Rates to points in the ter- 
ritory between these two points, on the one hand, and Minneapolis 
and St. Paul, on the other, should be graded so as to harmonize in 
principle with those previously required from points on the line of © 
the Oregon-Washington Railroad and Navigation Company. The | | 
rates to Beach and Buford should be observed as maxima to inter- ; 
mediate points. 


STATE RATE HELD TOO LOW 


In a proposed report on No. 18081, Imperial Sugar Co. vs. 
Sugar Land Railway Co. et al., Examiner W. M. Carney proposes 
a finding that will require the carriers to increase the present 


rate of 26 cents on sugar from New Orleans to Shreveport, as .. 
a method for removing an undue preference of shippers of sugar be 


at New Orleans, and an undue prejudice against the complainant | 
and interstate commerce. 
the rate on sugar, in carloads, from Sugar Land, Tex., to 
Shreveport, La., not unreasonable, but unduly prejudicial to 


complainant and interstate commerce and unduly preferential of a 
New Orleans and intrastate commerce. a 


The complaint alleged that a rate of 30.5 cents, from Sugar 
Land to Shreveport, was unreasonable, and as compared with 


a rate of 26 cents from New Orleans and other Louisiana sugar | 4 


producing points to Shreveport, unduly preferential of com- 


plainant’s competitors at the Louisiana points and of intrastate 4 
traffic and unduly prejudicial to complainant and interstate ~ 


commerce. a 


The Texas Sugar Refining Co. intervened in support of the © 
complaint, seeking the same sort of relief on shipments from ~ 


Texas City as complainant sought from Sugar Land. Louisiana ~ 


interests intervened in support of the Louisiana adjustment, 
denying undue prejudice. The examiner said the Louisiana 
rates were lower than those prescribed in The Memphis-South- 
western Investigation, or 9702 scale on sugar. 

This adjustment was considered in Four States Grocery Co. 
vs. Kansas City Southern, 107 I. C. C. 485, in which it was 
said that the New Orleans-Shreveport rate was made originally 
to meet the Red River competition and that no such competition 
now existed. However, no order was issued in that case, the 
Commission leaving the carriers, by conference with Louisiana, 
to adjust the matter. No conclusion was reached. The carriers 
proposed to increase the 26-cent rate to the 9702 scale, or 44.5 
cents plus a 2.5 cent Mississippi River crossing charge. Applica- 
tion for permission to make such a rate, the examiner said, was 
pending before the Louisiana commission. In disposing of the 
case, the examiner said: 


REE MS 
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en ete a) 


A rate of 40 cents applicable from New Orleans to Shreveport 
was proposed by the representative of the New Orleans Joint Traffic 








He said the Commission should find | © 
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Bureau. If this be accepted and the change proposed by defendants 
with respect to the Sugar Land-Shreveport rate be allowed to become 
effective, as per schedules introduced as exhibits in this proceeding, 
the result will be same as is now complained of, i. e., an undue pref- 
erence of New Orleans. The record does not indicate a difference in 
transportation conditions such as would warrant a different level of 
rates applicable from New Orleans than from Sugar Land to Shreve- 
port, distance considered. ‘ 

Defendants assert that they have fully discharged their duty 
and have exhausted all remedies in their power to cure the evil 
complained of in this proceeding. It is their belief that the present 
status will continue unless an order be entered which will enable 
them to increase the present 26-cent intrastate rate. , 

Some question was raised with respect to the origin groups herein 
considered. No change in these groups is warranted at this time. The 
proposed findings will be confined to the groups as previously de- 
scribed. There is likewise no apparent reason why a different mini- 
mum should be applied on shipments from New Orleans than from 
Sugar Land. hats 

Upon this record the Commission should find that the rate assailed 
is not unreasonable, but is and for the future will be unduly prejudicial 
to complainant and Texas City, and interstate commerce and unduly 
preferential of New Orleans and intrastate commerce to the extent 
it exceeds a rate 6.5 cents less than that contemporaneously main- 
tained from New Orleans to Shreveport. 

The Commission should further find that said undue preference 
and prejudice can and should be removed by increasing the present 
rate of 26 cents from New Orleans to Shreveport. An appropriate 
order should be entered. 


RATES ON MARBLE BLOCKS 


Examiner F. D. Binkley, in a proposed report in No. 17546, 
Lautz Missouri Marble Company vs. C. C. C. & St. L. et al., and 
cases grouped therewith, has recommended findings as to rates 
on rough marble blocks. The report embraces also No. 17546, 
Sub. No. 1, T. G. Schrader & Sons Marble & Granite Company 
et al. vs. B. & O. et al., and Sub. No. 2, Lautz Missouri Marble 
Company vs. Missouri Pacific et al. Complainants deal in mar- 
ble at St. Louis and Carthage, Mo. They alleged that the rates 
charged on rough marble blocks, in the periods February 2, 
1923, to December 9, 1924; January 27, 1923, to July 5, 1923; and 
June 18, 1924, to April 13, 1925, respectively, from Astoria, N. Y., 
and other points in New York Harbor to St. Louis and Carthage, 
were inapplicable and unreasonable, and that the present rates 
were unreasonable. The examiner said the Commission should 
make the following findings: 


The Commission should find that the sixth-class rate of 55.5 
cents charged on rough marble blocks, in carloads, from Astoria and 
other points in New York Harbor to St. Louis, was applicable. The 
complaint in No. 17546 (Sub-No. 1) should be dismissed. 

_ The Commission should also find the shipments from the same 
points of origin to Carthage were overcharged or undercharged to 
the extent the charges were in excess of, or were exceeded by, the 
charges that would have accrued at the rates of 64.5 cents from 
February 2, 1923, to January 1, 1925; 70.7 cents from January 2, 
1925, to January 31, 1925; and 66.5 cents from February 1, 1925, to 
April 18, 1925. Defendants should refund the amount of the over- 
charges. As all undercharges were on shipments which moved at 
rates in excess of the rates herein found reasonable, defendants 
should be authorized to waive their collection. 

The Commission should further find that the rates from the 
same points of origin to Carthage were unreasonable to the extent 
they exceeded 50.5 cents from September 8, 1923, to January 31, 1925, 
and 46.5 cents from February 1, 1925, to April 13, 1925; and that the 
present rate is, and for the future will be, unreasonable to the 
extent it exceeds, or may exceed, the rate contemporaneously in 
effect from Westfield (Mass.) to Carthage. 

The Commission should further find that the shipments were 
made as described and complainants paid and bore the charges 
thereon; and that complainant in No. 17546 and in No. 17546 (Sub- 
No. 2) was damaged in the amount of the difference between the 
charges paid and the charges that would have accrued at the rates 
herein found reasonable and is entitled to reparation on shipments 
delivered since September 8, 1923, with interest. 


RATES ON MINE PROPS 

Examiner S. A. Aplin, in a proposed report in No. 18156, 
Tilford-Hunt Lumber Co. vs. Houston East & West Texas et al., 
has recommended rates for the future and reparation with re- 
spect to shipments of mine props from Caro,-Mile Post 134, Lacy 
and Mayotown, Tex., to Beaumont, Tex., for export. The rates 
charged were the export rates applicable on lumber of 13.5 cents 
from Caro and Lacy, and 12 cents from Mile Post 134 and Mayo- 
town. These rates did not include unloading and wharfage 
charges. Complainants contended that the rates assailed were 
unreasonable to the extent that they exceeded and might exceed 
the intrastate rates applicable on mine props to Beaumont of 
8.5 cents from Caro and Mayotown, and 8 cents from Mile Post 
184 and Lacy. Comparisons submitted, the examiner said, 
showed that defendants had established rates in the same gen- 
eral territory on mine props, under similar transportation con- 
ditions, which were on a considerably lower level than the rates 
assailed. The examiner said the Commission should find that 
the rates assailed had been, since March 27, 1924, were, and 
would be for the future, unreasonable to the extent that they 
exceeded, exceed, or might exceed 10 cents from Caro and Mayo- 
town and 9 cents from Lacy and Mile Post 134. 


RATES ON BOX SHOOKS 
Dismissal of the complaint in No. 18425, Shelvin-Hixon Com- 
bany vs. Oregon-Washington Railroad & Navigation Co. et al., 
has been recommended by Examiner F. A. Clifford on a proposed 
finding that a rate of 83.5 cents charged on 16 carloads of box 
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shooks, shipped in the period August 13 to October 3, 1923, from 
Bend, Ore., to Port Arthur, Tex., was not unreasonable. The 
examiner said the issues presented and contentions advanced by 
the complainant were substantially similar to those considered 
in Northern Grain & Warehouse Company vs. O. S. L. R. R. 
Co., 100 I. C. C. 319, and that the record here did not warrant 
a conclusion different from that reached in 104 I. C. C. 695, which 
was a supplemental report in West Coast Lumbermen’s Asso- 
ciation vs. A. & S., 78 I. C. C. 746. 


DISMISSES LUMBER COMPLAINT 


Dismissal of the complaint in No. 17077, Bufflein Lumber & 
Manufacturing Company et al. vs. Oregon-Washington Railroad 
& Navigation Company et al., has been recommended by Attor- 
ney-Examiner William A. Disque, on a proposed finding that 
rates on lumber and other forest products from points in the 
Puget Sound district of Washington to points on the Oregon 
Short Line in southern Idaho and northwestern Utah are not 
unreasonable, unjustly discriminatory, or unduly prejudicial. 
Complainants alleged that the rates were unreasonable, unjustly 
discriminatory, and unduly prejudicial compared with those, on 
the so-called coast-group basis, from Portland, Ore., to the same 
destinations. The Portland Traffic and Transportation Associa- 
tion and various lumber interests of Portland and of the Wil- 
lamette Valley, which is south of Portland, intervened in oppo- 
sition to the complaint. 


RATE ON IRON CASTINGS 


In a proposed report in No. 18005, Grabler Manufacturing 
Company vs. New York, Chicago & St. Louis et al., Examiner 
A. S. Parker has recommended a finding of unreasonableness 
as to the rate on malleable iron castings, carloads, from Chicago, 
Ill., to Cleveland, O. He recommended a finding that the rate 
assailed was not unreasonable prior to July 138, 1925, but that 
on and fater that date it was and would be for the future, un- 
reasonable to the extent that it exceeded, exceeds, or might 
exceed 27 cents, and that reparation should be awarded. The 
fifth class rate of 30 cents was assessed on the shipments in 
issue. 


COAL AND CLAY RATES 


In a report on a complaint bringing in issue rates on coal 
from Spadra and North Spadra, Ark., to Quinton, Okla., and on 
mine-run fire clay, from St. Louis, Mo., to Quinton, No. 18065, 
Quinton Spelter Co. vs. Fort Smith & Western et al., Examiner 
W. M. Carney said the Commission should find the rates on 
slack coal from Spadra and North Spadra, not unjust, unreason- 
able or unduly prejudicial. 

As to the rates on crude or mine-run fire clay, he said the 
Commission should find them unreasonable but not unduly 
prejudicial, prescribe a new rate and award reparation. He said 
the rates on clay should be found unreasonable in the past to 
the extent they exceeded 16.5 cents or may exceed 13.5 cents 
for the future. 


ACID AND FERTILIZER RATES 


Attorney-Examiner Arthur R. Mackley has advised the Com- 
mission to dismiss No. 17792, Hope Fertilizer Co. vs. Baltimore 
& Ohio et al., on a finding that the rate on acid phosphate, car- 
loads, from Nashville and West Nashvlle, Tenn., to Hope, Ark., 
is not unreasonable. He also recommended a finding that the 
relationship of the rate on acid phosphate and the rates on 
fertilizer and fertilizer materials from Nashville, West Nash- 
ville, Memphis and St. Louis, to Hope and other Arkansas des- 
tinations to which the complainant shipped fertilizer, did not 
subject the complainant to undue prejudice or give competitors 
at other points an undue preference and advantage, as alleged 


TOMATOES TO HUTCHINSON 


In a proposed report on further hearing, in No. 15831, Gro- 
vier-Starr Produce Co. vs. Chicago, Rock Island & Pacific et al., 
and No. 18191, Same vs. Atchison, Topeka & Santa Fe et al., 
Examiner David T. Copenhafer said the Commission should find 
rates on tomatoes, in carloads, from Fruitland, Gibson and Hum- 
boldt, Tenn., to Hutchinson, Kan., unduly prejudicial to the 
complainant and unduly preferential of Topeka and Kansas City 
to the extent they exceed $1.05. To that extent, he said, the 
former report, 104 I. C. C. 745, should be modified. 


BOSTON COAL ADJUSTMENT 


Attorney-Examiner Arthur R. Mackley, in No. 18008, New 
England Brick Co. et al. vs. Boston & Maine, said the record 
did not warrant an order requiring the extension of the Boston 
switching district, fixed in Boston Wool Trade Association vs. 
Director-General, 69 I. C. C. 282, to include the complainants’ 
industries at Glenwood Station on the Medford branch of the 
Boston & Maine, as suggested in the complaint attacking the 
rates on coal and fuel oil. The plants of the complainants, the 
examiner said, were in the Boston switching district of the 
Boston & Maine, a short distance beyond the switching limits 
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of Boston. The complainants alleged the rates between January 
23, 1923, and January 1, 1925, were unreasonable and unduly 
prejudicial. They asked for reparation to the basis of the rates 
applicable to points in the Boston switching district and the 
establishment of rates on the latter basis for the future. 

Mackley said the Commission fixed the Boston switching 
limits in a case upon a comprehensive record. The main reason 
urged in this case for an extension, he said, was the location of 
complainants’ plants at Medford, the Commission’s lack of in- 
formation as to the relative locations of the industries of the 
complainants and those at Wellington and North Somerville 
and the failure of the Boston & Maine to comply with the Com- 
mission’s findings, in that it included industries beyond Welling- 
ton and North Somerville stations. 

As to the rates themselves, Mackley said the Commission 
should find a rate of $4.73 on soft coal from the Clearfield dis- 
trict of Pennsylvania to Glenwood unreasonable to the extent 
it exceeded $4.35, the Boston switching district basis, contem- 
poraneously applicable to Glenwood, on Pennsylvania anthracite 
coal, and award reparation. 


MOWER HANDLES AND ROLLERS 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
18103, Caldwell Lawn Mower Co. vs. New York Central et al., 
said the Commission should find the combination of class rates 
applicable on carload shipments of wooden handles and rollers 
for lawn mowers from Marquette, Mich., to Newburgh, N. Y., 
unreasonable, award reparation and order a rate for the future. 
The rate recommended by him for the future and as a basis for 
reparation is 61.5 cents. 





BOX MATERIAL RATE CASE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Frank C. Weems in No. 
18306, Crystal Springs Manufacturing Company vs. Illinois Cen- 
tral et al., as to a rate of 78 cents, 30,000 pounds minimum, on 
box material, including fruit and vegetable packages, from Crys- 
tal Springs, Miss., to Houma, La. He said it should be found 
unreasonable to the extent it exceeded 24.5 cents. The carriers, 
the examiner said, did not defend the rate. They said a rate of 
11.5 cents would soon be established from New Orleans to 
Houma and that, in combination with the rate from Crystal 
Springs, would give a through rate of 24.5 cents. The examiner 
had to deal with the question as to whether the complaint was 
filed within the two-year period because the date of filing, as 
shown by the Commission’s stamp, was more than two years 
after the car was delivered. The examiner, however, said the 
complaint was received, without the date of the delivery, within 
the two-year period. It was sent back to have the date of de- 
livery inserted and then served on the carrier. Citing Clark 
Lumber Company vs. A. B. & A., 102 I. C. C. 252, the examiner 
said the statute was tolled when the complaint was first received, 
although the complaint later was sent back for correction. 


CARRIER AGENT MISINFORMATION 


Attorney-Examiner Arthur R. Mackley has recommended 
the dismissal of No. 18129, Henry A. Dreer vs. Los Angeles & Salt 
Lake, on a finding that the rate on nursery stock, including dormant 
rose bushes and other plants and bulbs, in carloads, from Monte- 
bello,*Calif., to Riverton, N. J., in 1923 and 1924, was not unrea- 
sonable. He said the shipments routed by the shipper, upon 
erroneous advice of one of the carriers’ agents that the rate 
applicable over other routes still obtained over the route of 
movement, were not misrouted. The shipments were made via 
Potomac Yards but the through rate still in effect over routes 
north of the Ohio and Potomac was not in effect via the routes 
south of those rivers, although the Southern Pacific agent, ac- 
cording to the examiner, said it was. 


COLD-PACK CHERRY CHARGES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner P. F. Mackey in No. 
18142, American Preserve Company vs. Reading et al., as to the 
charges on cold-pack cherries, in carloads, from Sodus and Buf- 
falo, N. Y., to Philadelphia, imposed on shipments between 
August 8, 1924, and August 21, 1925. Reparation was sought to 
the basis of the fourth class rate now applicable. Second and 
third class rates were charged. The shipment charged third 
class, the examiner said, was undercharged. Fourth class was 
made applicable August 25, 1925. The seven cars involved were 
heavily laden, in excess of 50,000 pounds. The minimum on 
fresh cherries, the examiner said, was 20,000 pounds. The ex- 
aminer said that cold-pack fruit was not “preserved” within the 
accepted meaning of that term and that the shipments in ques- 
tion were properly ratable as fresh fruit, although it was frozen 
and packed with sugar, not otherwise indexed by name. 

Defendants, the examiner said, admitted the rates were un- 
reasonable and consented to reparation down to the fourth class 
basis. The examiner said the Commission should find the rates 
were unreasonable to the extent they exceeded 34 cents from 
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Sodus and 37.5 cents from Buffalo, the fourth class rates, and 
award reparation to that basis. 


FURNITURE RATE PREJUDICIAL 


A finding of undue prejudice and preference has been recom- 
mended by Examiner W. M. Carney in No. 18075, Rodgers-Wade 
Furniture Company vs. Akron, Canton & Youngstown et al., as 
to the rate on furniture, carloads, from St. Lonis, Mo., to Paris, 
Tex. He said the complaint alleged the rate was unduly pref- 
erential of competitors at Texarkana, Tex. The defendants 
moved to dismiss on the ground that the complaint was lacking 
in definiteness in that it did not set forth the date of shipments, 
the points of origin, route of shipment or rates applied. The 
examiner said the complaint was clear enough to put the car- 
riers on notice to defend their rates to Texarkana in comparison 
with those to Paris. On the merits of the matter the defendants 
claimed that the present adjustment had been in effect for a 
number of years and that the Commission, repeatedly, had re- 
fused to break it down. The examiner said that the record indi- 
cated that some adjustment was necessary in respect of rates 
from St. Louis to Paris in comparison with those to Texarkana. 
However, he said the record did not warrant the extension of 
the 9702 scale, as such, as requested by the complainant, on ac- 
count, as it said, of its extension to Marshall and Jefferson, Tex. 

Specifically, he said, the Commission should find the rates 
from St. Louis to Paris unduly preferential of shippers at Tex- 
arkana to the extent they exceeded, exceed or may exceed by 9 
per cent the rate maintained to Texarkana. He said the evi- 
dence was insufficient to support an award of reparation. 


TABLET TOPS AND BOOK COVERS 


Examiner William H. Smith has advised the Commission to 
dismiss No. 17197, Miami Tablet Company vs. Chicago, Burling- 
ton & Quincy et al., on a finding that the first class rating on 
L. C. L. shipments of printed or lithographed writing tablet tops 
and composition book covers, in sheets, from St. Joseph, Mo., to 
West Carrollton, O., is not unreasonable or otherwise unlawful. 
The allegation of the complaint was that the rating and rates 
resulting therefrom, since March 11, 1922, had been violative of 
the first, second, third and sixth sections. The complainant 
asked for third class and reparation. 


EXAMINER RECOMMENDS DISMISSAL 


An order of dismissal has been recommended by Examiner 
E. J. Murphy, in No. 17552, Milne Lumber Company vs. New 
York Central et al., on a finding that the rate charged on a Car- 
load of lumber shipped from Woodbury, Ga., in August, 1922, to 
East St. Louis, Ill., and reconsigned to Buffalo, N. Y., had not 
been shown to have been inapplicable. The rate charged was 
alleged to have been illegal. Reparation was asked. 


GRANITE CASE DISMISSED 

Examiner C. J. Peterson has recommended the dismissal of 
No. 18266, John T. Dillie et al. vs. Central Vermont et al., on a 
finding that the rates on two carloads of granite from Barre, Vt., 
to New Castle and Greensburg, Ind., in May and October, 1924, 
were not unreasonable or otherwise unlawful. The shippers de- 
clared the value to be in excess of unit of value entitling the 
shipper to the commodity rates under the impression that to 
declare otherwise would be a violation of section 10. The ex- 
aminer pointed out that the commodity rates were maintained 
under released rates authority and would have been available 
to the shipper had he not made the declaration of value in ex- 
cess of the unit set forth in the tariffs. The examiner said, how- 
ever, that the tariff should be revised so as to avoid misinterpre- 
tation or misunderstanding. 


PROPOSED SUGAR BASIS 


A mileage scheme for the making of rates on sugar in 
southern territory has been proposed by Examiner Frank M. 
Weaver in a report on No. 13569, Southeastern Sugar Investiga- 
tion, a Commission instituted case, with which have been con- 
solidated a large number of formal complaints and fourth 
section applications. 

The scale starts with a rate of 10 cents for the minimum 
distance of five miles or under and runs out with a rate of 77 
cents for distances of 1,500 miles and greater. The rate for 
100 miles is 21 cents; 500 miles, 42 cents and 1,000 miles, 61 
cents. 

Weaver proposes that the Commission find rates on sugar 
unreasonable from the points of origin, refining points, to all 
destinations as the foundation upon which the new rates are 
to be built. He proposes that the Commission find the intra- 
state rates on sugar within Georgia, South Carolina and Vir- 
ginia unduly prejudicial and order the removal of the undue 
prejudice by the making of rates on the scale found reasonable 
for interstate application. He says the carriers should be 
given fourth section relief to the extent indicated and author- 
ized to cancel any-quantity and less than carload commodity 
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rates. The condemnation of unreasonableness proposed is to 
cover not only the all-rail but the rail-and-water rates as well, 
without, however, allowance of reparation, 

A traffic test, the outlines of which are included in the report, 
shows an increase of something more than $1,500 in the revenues 
of the southern carriers under the proposed rates. The object 
was to bring about uniformity without either increase or re- 
duction in the revenues. 

This report also embraces No. 10542, Chamber of Commerce 
of Montgomery, Ala., vs. Director General et al.; No. 10622, 
Mobile Chamber of Commerce and Business League et al. vs. 
Director General; No. 11682, Chamber of Commerce of Selma, 
Ala., et al. vs. Director General et al.; No. 11714, Hanna Distrib- 
uting Co. et al. vs. Director General et al.; No. 11759, Meridian 
Traffic Bureau et al. vs. Director General et al.; No. 11772, T. G. 
Bush Grocery Co. et al. vs. Director General et al.; No. 12156, 
Belser Grocery Co. vs. Director General et al.; No. 14391, Amer- 
ican Sugar Refining Co. vs. Louisville & Nashville R. R. Co.; 
No. 14480, Greenwood Chamber of Commerce vs. Louisville & 
Nashville R. R. Co.; No. 14866, Jackson Traffic Bureau et al. vs. 
Alabama & Vicksburg Ry. Co. et al.; No. 15397, Savannah Sugar 
Refining Corporation vs. Aberdeen & Rockfish Ry. Co. et al.; 
No. 15523, W. G. Baker vs. Louisville & Nashville R. R. Co.; 
No. 15596, Brickley Brothers vs. Alabama & Vicksburg Ry. Co.; 
No. 15596 (Sub. No. 1), Delta Grocery Co. vs. Louisville & Nash- 
ville R. R. Co. et al.; No. 15596 (Sub. No. 2), Cole Brothers & 
Fox vs. Louisville & Nashville R. R. Co. et al.; No. 15596 (Sub. 
No. 3), Humphrey County Grocery Co. vs. Louisville & Nashville 
R. R. Co. et al.; No. 15596 (Sub. No. 4), Lewis Brothers vs. Louis- 
ville & Nashville R. R. Co. et al.; No. 15965, Northeast Missis- 
sippi Traffic Bureau vs. Illinois Central R. R. Co. et al.; and por- 
tions of fourth section applications listed in an appendix. 


Sugar, in the south, is rated fifth class, in carloads and less 
than carloads, but, according to the examiner, a substantial 
amount of less than carload and practically all the carload 
traffic moves at commodity rates materially lower than fifth 
class. The refineries are on the south Atlantic and Gulf 
coasts, with a few in southern Louisiana not on the coast. In 
addition, carloads move from Norfolk, Ca., Charleston, S. C., 
Jacksonville and Tampa. The destinations are roughly grouped 
about as follows: 


(1) Mississippi Valley Territory, bounded on the west by the 
Mississippi River, on the north by the Ohio River, and on the east 
by a line made up of portions of the Nashville, Chattanooga & St. 
Louis, Louisville & Nashville, Illinois Central, and Mobile & Ohio, 
extending southerly from Paducah, Ky., through Paris, McKenzie, 
Milan and Jackson, Tenn., and Meridian, Miss., to Mobile, Ala., in- 
cludes practically all of Mississippi and portions of Louisiana, Ala- 
bama, Tennessee and Kentucky, _ é 

(2) Southeastern Territory, lying to the east of Mississippi Valley 
Territory, includes northern Florida, the southern portion of South 
Carolina, most of Alabama, all of Georgia, and small portions of 
Virginia, Tennessee and Kentucky. 

(3) Virginia-Carolina Territory, embraces all of North Carolina, 
most of South Carolina, and portions of Virginia, Tennessee and Ken- 
tucky. The Southern carriers regard many points in this territory as 
— within central or eastern territory. 

4) The Florida Peninsular Territory includes that portion of 
Florida south of the line of the Seaboard Air Line extending easterly 
from River Junction to Jacksonville. 


The examiner recited the history of the rates, based as they 
were, until 1915, on the basing-point system, the attempts the 
Commission had made in prior cases to deal with the situation 
and then said the Commission should find: 


(1) That the all-rail rates on sugar, in carloads, from Baltimore, 
Md., New Orleans and other producing points in Louisiana, Savannah 
and Port Wentworth, Ga., Charleston, S. C., Jacksonville, Fla., Nor- 
folk, Va., and other south Atlantic ports to points in Kentucky, 
Tennessee, Mississippi, Alabama, Georgia, North Carolina, South Caro- 
lina, Florida north of the line of the Seaboard Air Line extending 
from River Junction to Jacksonville, Fla., and Louisiana east of the 
Mississippi River including points on the west bank thereof, and 
points on the north bank of the Ohio River, and the all-rail rates on 
sugar, in carloads, from Savannah and Port Wentworth, Ga., to 
points in Virginia, are, and for the future will be, unreasonable to 
the extent that they exceed or may exceed rates under the distance 
scale shown on Apendix No. 7 

(2) That the all-rail rates on sugar, in carloads, from points 
described in the foregoing paragraph to points in Florida south of 
the line of the Seaboard Air Line extending from River Junction 
to Jacksonville, Fla., are, and for the future will be, unreasonable 
to the extent that they exceed rates under the distance scale shown 
on Appendix No, 7 plus the arbitraries shown on Appendix No. 8 for 
the distances south of said line of the Seaboard Air Line reaching 
from River Junction to Jacksonville, Fla. 


(3) That the all-rail rates on sugar, in carloads, from Philadelphia, 
Pa., New York, N. Y., and Boston, Mass., to destinations within the 
territory described in the foregoing paragraphs are, and for the future 
will be, unreasonable to the extent that they exceed or may exceed 
the rates herein found reasonable from Baltimore, Md., plus the 
following differentials and subject to rates under the distance scale 
shown on Appendix No. 7 as maxima. 

In cents per 100 pounds, Philadelphia, Pa., 3, New York, N. Y., 4, 
Boston, Mass., 6.. 

(4) That the water-and-rail rates on sugar, in carloads, from 
Atlantic and Gulf ports to destinations within the territory described 
in the foregoing paragraphs are, and for the future will be, unrea- 
sonable to the extent that they exceed or may exceed the all-rail 
rates from and to the same points less 3 cents per 100 pounds, sub- 
ject to the combinations based upon the ports of entry as maxima. 

(5) That intrastate rates on sugar, in carloads, within the states 
of Georgia, South Carolina, and Virginia reflecting a lower level than 
contemporaneous interstate rates from points without those states 
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to points within those states unduly prefers intrastate traffic and 
the shippers thereof to the undue prejudice and disadvantage of inter- 
state traffic and the shippers thereof. 

The undue prejudice should be removed by the establishment of 
intrastate rates within these states on basis of the distance scale 
shown on Appendix No. 7. 

(6) That all rates herein prescribed should be made subject to 
a minimum carload weight of 40,000 pounds. 

(7) That in computing distances for the application of the scales 
shown on Appendix No. 7 and Appendix No. 8, the shortest routes 
should be used over which carload traffic can be handled without 
transfer of lading. 

Fourth-section relief. With respect to circuity the carriers should 
be given the same relief from the long-and-short-haul provision of 
the fourth section as was authorized in Brick and Clay Products in 
the South, 88 I. C. C, 543, 113 I. C. C. 380. The request of the short 
lines for fourth-section relief because of weak financial condition 
should be denied. 

Reparation. The rates herein prescribed effect both increases and 
reductions and result in a general readjustment of all rates on sugar 
throughout southern territory. Under these circumstances reparation 
should be denied. 

Less-than-carload and any-quantity rates. The carriers should 
be given authority to cancel all rates of this character. 


The appendix showing the scale to be used in making the 
rates is as follows: 


APPENDIX NO. 7 


Distance scale prescribed on sugar, in carloads, from New Orleans 
and other producing points in Louisiana, Savannah and Port Went- 
worth, Ga., Jacksonville, Fla., Charleston, S. C., Norfolk, Va., and 
Baltimore, Md., to points in Kentucky, Tennessee, Mississippi, Ala- 
bama, Georgia, North Carolina, South Carolina, Louisiana east of the 
Mississippi River, and that part of Florida north of the line of the 
Seaboard Air Line extending from River Junction to Jacksonville; 
from Savannah and Port Wentworth, Ga., to points in Virginia; and 
between points within the states of Georgia, South Carolina, and 
Virginia. (Rates in cents per 100 pounds.) 

10 


5 miles and under............ 480 miles and over 460....... 41 
10 miles and over 5......... 10 500 miles and over 480....... 42 
15 miles and over 10......... 11 520 miles and over 500...... - 43 
20 miles and over 15......... 11 540 miles and over 520....... 43 
25 miles and over 20......... 12 560 miles and over 540...... . 44 
30 miles and over 25......... 12 580 miles and over 560....... 45 
35 miles and over 30......... 13 600 miles and over 580....... 46 
40 miles and over 35......... 14 620 miles and over 600....... 46 
45 miles and over 40......... 15 640 miles and over 620...... - 47 
50 miles and over 45......... 15 660 miles and over 640....... 48 
55 miles and over 50......... 16 680 miles and over 660....... 49 
60 miles and over 55......... 17 700 miles and over 680....... 50 
65 miles and over 60......... 17 720 miles and over 700....... 51 
70 miles and over 65......... 18 740 miles and over 720....... 52 
75 miles and over 70......... 18 760 miles and over 740....... 53 
80 miles and over 75......... 19 780 miles and over 760....... 54 
85 miles and over 80......... 20 800 miles and over 780....... 55 
90 miles and over 85......... 20 825 miles and over 800....... 55 
95 miles and over 90......... 21 850 miles and over 825....... 56 
100 miles and over 95......... 21 875 miles and over 850....... 56 
110 miles and over 100......... 22 900 miles and over 875....... 57 
120 miles and over 110......... 22 925 miles and over 900....... 58 
130 miles and over 120......... 23 950 miles and over 925....... 59 
140 miles and over 130......... 24 975 miles and over 950..... -. 60 
150 miles and over 140......... 25 1000 miles and over 975....... 61 
160 miles and over 150......... 26 1025 miles and over 1000....... 62 
170 miles and over 160......... 26 1050 miles and over 1025....... 63 
180 miles and over 170......... 27 1075 miles and over 1050....... 63 
190 miles and over 180......... 27 1100 miles and over 1075....... 64 
200 miles and over 190......... 28 1125 miles and over 1100....... 65 
210 miles and over 200......... 28 1150 miles and over 1125....... 65 
220 miles and over 210......... 29 1175 miles and over 1150....... 66 
230 miles and over 220......... 29 1200 miles and over 1175....... 67 
240 miles and over 230......... 30 1225 miles and over 1200....... 68 
260 miles and over 240......... 31 1250 miles and over 1225....... 69 
280 miles and over 260......... 31 1275 miles and over 1250....... 69 
300 miles and over 280......... 32 1300 miles and over 1275....... 70 
320 miles and over 300......... 33 1325 miles and over 1300...... . 
340 miles and over 320......... 34 1350 miles and over 1325..... - 
360 miles and over 340......... 35 1375 miles and over 1350...... o 
380 miles and over 360......... 36 1400 miles and over 1375....... 74 
400 miles and over 380....... oe a 1425 miles and over 1400....... 74 
420 miles and over 400......... 38 1450 miles and over 1425....... 75 
440 miles and over 420......... 39 1475 miles and over 1450....... 76 
460 miles and over 440........ - 40 1500 miles and over............ 77 


Appendix No. 8 shows the scale of arbitraries in cents per 
100 pounds to be added to rates under basic distance scale for 
distances south of the line of the Seaboard Air Line reaching 
from River Junction to Jacksonville, Fla.: 


190 miles and over 160 
220 miles and over 190... 
250 miles and over 220.. 
290 miles and over 250.. 
330 miles and over 290.. 
370 miles and over 330.. 
410 miles and over 370.. 
450 miles and over 410.. 
500 miles and over 450 
ge a ne eee 


10 miles and Under.........c<ces 

25 miles and over 10 

40 miles and over 25... 

50 miles and over 40... 

65 miles and over 50... 

80 miles and over 65... 
100 miles and over 80... 
120 miles and over 100... 
140 miles and over 120 
160 miles and over 140 





TENTATIVE VALUATION REPORTS 


The Toledo and Ohio Central Railway Company, as of June 30, 
1918, total owned, $26,069,809; total used, $26,449,979. On date of 
valuation the carrier had outstanding a total par value of $33,017,394 
in stocks and long-term debt. Investment in road and equipment, 
including land, on date of valuation, was stated in the carrier’s books 
as $29,005,885. With readjustments required by the Commission this 
amount would be reduced to $28,914,822. Cost of reproduction new 
of total owned property was found to be $28,604,611, and of total used, 
$28,749,155. Cost of reproduction less depreciation of total owned 
property was found to be $22,282,859, and of total used, $22,393,668. 

The Zanesville Terminal Railroad Company, as of June 30, 1918, 
total owned, $310,000; total used, $135,000. 

Minneapolis, Northfield and Southern, as of June 30, 1920, total 
owned, $1,620,000; total used, $1,686,442. 

Macon Terminal Company, as of June 30, 1917, wholly owned and 
used property, $1,332,086. 
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Carolina and Northwestern Railway Company, as of June 30, 1918, 
total owned property, $2,937,000; total used property, $2,942,672. 


McKeesport Connecting Railroad Company, as of June 30, 1917, 
$1,122,500. 


Johnstown and Stony Creek Rail Road Company, as of June 30, 
1918, total owned, $184,554; total used, $203,054. 
Nevada-California-Oregon Railway, as of June 30, 1917, total 
owned, $1,940,000; total used, $3,109,200. 


Washington Run Railroad Company, as of June 30, 1918, $274,870. 


FINAL VALUATION REPORTS 


Valuation Docket No. 765, Savannah Union Station Company, 
opinion No. B-397, 116 I. C. C. 295-313, final value for rate-making 
purposes of property owned and used for common-carrier purposes 
found to be $818,000 as of June 30, 1917. 

Valuation Docket No. 420, Cumberland and Manchester Railroad 
Company, opinion No. B-402, 116 I. C. C. 407-23, final value for rate- 
making purposes of property owned and used for common-carrier 
purposes found to be $504,199, as of June 30, 1918. 

Valuation Docket No. 599, Galesburg, Rockford & Northern Rail- 
road Company, opinion No. B-404, 116 I. C. C. 437-46, final value for 
rate-making purposes of property owned and used for common-car- 


rier purposes found to be $95,000, and of property used but not owned, 
$2,350, as of June 30, 1919. 


Valuation Docket No. 582, Emmitsburg Railroad Company, opinion 
No. B-405, 116 I. C. C. 447-57, final value for rate-making purposes 


of property owned and used for common-carrier purposes found to 
be $148,500, as of June 30, 1918. 


Valuation Docket No. 172, Rock Island-Frisco Terminal Railway 
Company, opinion No. B-401, 116 I. C. C. 391-406, final value for rate- 
making purposes of property owned and used found to be $2,140,250, 
and of property used but not owned, $125,456, and of property owned 
but not used, leased to the St. Louis Merchants’ Bridge and Term- 
inal Company, $29,207, as of June 30, 1915. 

Valuation docket No. 695, Dansville and Mount Morris Railroad, 
opinion No. B-396, 116 I. C. C. 274-94, final value, for rate-making 
purposes, of property owned and used for common carrier purposes, 


found to be $169,500, and of property used but owned, $23,100, as of 
June 30, 1918 


Valuation docket No. 476, Atlantic and Western Railroad Co., 
opinion No. B-398, 116 I. C. C. 314-29, final value, for rate-making 
purposes, of property owned and used for common carrier purposes, 
found to be $241,720, as of June 30, 1917. 


Valuation Docket No. 248, Washington Western Railway Company, 
opinion No. B-408, 116 I. C. C. 491-98, final value for rate-making 


purposes of property owned and used for common-carrier purposes 
found to be $164,410, as of June 30, 1917. 


Valuation Docket No. 645, Loranger, Louisiana & Northeastern 
Railroad Company, opinion No. B-409, 116 I. C. C. 499-512, final value 
for rate-making purposes of property owned and used for common- 


carrier purposes found to be $66,427, and of property used but not 
owned, $8,974, as of June 30, 1918. siltacaal 


BURLINGTON VALUATION BRIEF 


A valuation brief of general interest because it involves a 
novel method of procedure, has been filed with the Commission on 
behalf of the Chicago, Burlington & Quincy and associated prop- 
erties. It is signed by Kenneth F. Burgess, Bruce Scott and 
E. M. Shelton, attorneys. 

Eleven dockets which were heard upon a consolidated rec- 
ord, including the five companies comprising the Burlington 
system, being the Chicago, Burlington & Quincy Railroad Com- 
pany, Colorado & Southern Railway Company, Fort Worth & 
Denver City Railway Company, Wichita Valley Railway Com- 
pany, and Quincy, Omaha & Kansas City Railroad Company, and 
six joint facility properties are also included. 

_ All the larger questions of general application in which the 
carriers have differed with the Commission as to the methods 
employed in arriving at a valuation are made the subject of 
twenty-two reservations, in which the carriers, with the consent 
‘of the Commission, reserved their rights to be heard in connec- 
tion with the correction and revision of their valuations. As 
a result ‘of this method, the hearings on the tentative valuations 
were confined to ten days of testimony which it is stated dealt 
with matters which were in the main peculiar or individual to 
these particular properties. 

It is stated that in respect to none of these carriers was 
affirmative evidence offered of a final single sum value, which, 
it is asserted, is a judicial question to be ascertained in the 
light of underlying facts. The brief is divided into six sections 
dealing with (1) Aids, Gifts, Grants of Right-of-Way and Dona- 
tions; (2) Classification of Lands; (3) Cost of Reproduction 
New; (4) Working Capital; (5) Other Elements of Value, In- 


cluding Going Concern Value; and (6) Restated Property In- 
vestment Accounts. 


PETITIONS FOR REHEARING, ETC. 


The carriers operating in Western Trunk Line territory 
have asked the Commission to reopen No. 11481, Certain-teed 
Products Corp. et al. vs. Santa Fe et al., and I. and S. 1468, 
building and roofing paper between Western Trunk Line points, 
involving rates on building and roofing paper between Western 
Trunk Line points, and set the cases for further hearing in 
regard to the rates on building and roofing materials, viz.: Pre- 
pared roofing, asphalt shingles, building and roofing paper, roof- 
ing cement, and related articles, as described in Certain-teed 
Products Corporation vs. Santa Fe et al., 63 I. C. C. 65, at page 72. 

The Chicago, Burlington & Quincy, a defendant in No. 16502, 
Board of Railroad Commissioners of the State of South Dakota 
vs. Chicago & North Western et al., has asked the Commission 
to modify its order of October 12, 1926. 

Certain complainants in No. 11203, Standard Paint Co. et al. 
vs. Director-General et al., who are also interveners in No. 13869, 
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Certain-teed Products Corp. vs. Sou. Ry. et al., have asked the 
Commission for a reargument in these proceedings. 

The respondents in No. 17128, Taylor Produce Co. et al. vs. 
Atlantic Coast Line et al., have asked the Commission for re- 
hearing and further vacation or postponement of the effective 
date of its order dated September 29, 1926. 

The defendant carriers in No. 16754, Beggs & Cobb vs. 
Alabama & Vicksburg et al., have asked the Commission to post- 
pone the effective date of its order herein from December 10, 
1926, to January 15, 1927. 

The complainant in No. 15543, Turpentine and Rosin Pro- 
ducers’ Association et al. vs. Alabama & Vicksburg et al., has 
asked the Commission for a reopening, reconsideration, and 
reargument before the entire membership of the Commission 
of certain issues and matters involved in above entitled case. 


_ COMMISSION ORDERS 


The application of the Cairo, Truman & Southern Railroad, 
dated December 27, 1923, in Finance No. 3405, Application of 
Cairo, Truman & Southern R. R. for a certificate of public con- 
venience and necessity, is dismissed, the Cairo, Truman & 
Southern having failed to comply with the requirements of the 
Commission and failed to file its return to the Commission’s 
questionnaire, or any proofs with respect to the matters and 
things set forth in its application. 

The Commission has dismissed the application of the Wyo- 
ming and Colorado Short Line R. R. in Finance No. 4172, Ap- 
plication of Wyoming & Colorado Short Line R. R. Co. for a 
certificate of public convenience and necessity, same having failed 
to comply with the requirements of the Commission and failed to 
file its return to the Commission’s questionnaire, or any proofs 
with respect to the matters and things set forth in its applica- 
tion. 

The Commission has extended the time prescribed in said 
certificate and order in Finance No. 5002, Construction of Line by 
West Pittson-Exeter R. R., within which the West Pittston-Exeter 
R. R. shall complete the construction of the line of railroad 
therein authorized, to and including December 31, 1927, in lieu 
of December 31, 1926, as formerly. 

The order entered in No. 17488, Brooks-Scanlon Corporation 
et al. vs. Atlantic Coast Line et al., on September 8, reopening 
this proceeding for reconsideration on the record as made, 
is vacated and set aside. 

Liggett & Myers Tobacco Co. has been permitted to intervene 
in No. 18410, Lehmaier, Schwartz & Co., Inc., vs. Seaboard Air 
Line et al. 

The Manufacturers’ Association of Central Ohio has been 
permitted to intervene in No. 18548, Jones & Laughlin Steel 
Corp. vs. Alton & Eastern et al. 

The Southern Kansas Millers’ Club has been permitted to 
intervene in No. 18669, The Southwestern Millers’ League vs. 
Santa Fe et al. 

Clark & Lewis Co., the Groover-Stewart Drug Co., and C. W. 
Zaring & Co. have been permitted to intervene in No. 18803, 
Smith, Richardson & Conroy, Inc., vs. Boston & Albany (New 
York Central, Lessee) et al. 

In first supplemental order to No. 16295, Fertilizer and 
Fertilizer Materials Between Southern Points, the Commission 
postponed to July 1, 1927, the effective date of the order entered 
therein on July 19, 1926. 

The Commission has reopened for further hearing at such 
time and place as it may hereafter direct, No. 16356, Krupp 
Foundry Co. vs. Southern et al., and No. 16176, Somerville Iron 
Works vs. Southern et al. 

The order entered in No. 16048, Lliff-Bruff Chemical Co. et 
al. vs. Chicago & Eastern Illinois et al., on July 9, 1926, to 
become effective on September 30, 1926, and which was subse 
quently modified so as to become effective on December 29, 
1926, has been further modified so that it will become effective on 
January 28, 1927. 

The order entered in No. 16502, Board of Railroad Commis- 
sioners of the State of South Dakota vs. Chicago & North West- 
ern et al., on October 12, which was by its terms made effective 
January 3, 1927, is modified so that it will become effective on 
March 19, 1927. 

The order heretofore entered in No. 16341 (and Sub. Nos. 
1 and 2), Nebraska State Railway Co. vs. Alexandria & Western 
et al., and No. 16517, Black Hills Wholesale Grocery Co. vs. 
Chicago & North Western et al., on July 9, 1926, as since 
amended, is further amended so as to relieve the Chicago, Mil- 
waukee & St. Paul, as one of the defendants in No. 16517, from 
requirements of the said order in so far as they embrace the 
transportation of sugar, in carloads, from the points in Cali- 
fornia designated in said order to Rapid City, S. D., via Council 
Bluffs, Ia. 

The second proviso in the first ordering paragraph of the 
order entered in finance No. 5848, Stock of Southern Railway, 
on November 8, is amended to read as follows: 


“And provided further, That no part of the proceeds from the 
sale of said stock shall be expended until the applicant has submitted 
for the approval of the Commission a statement showing the gen- 
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eral purposes to which said proceeds are to be applied and has filed 
such reports and data in connection with said statement as are re- 
quired by the Commission’s order of July 22, 1924, respecting applica- 
tions filed under section 20a of the interstate commerce act.” 

It is further ordered, That, except as herein modified, the order 
issued in this proceeding on November 8, 1926, shall remain in full 
force and effect. 


The Operators’ Association of The Williamson Field and 
Tug River Coal Operators’ Association have been permitted to 
intervene in No. 18641 (Sub. 1), Pocahontas Operators’ Associa- 
tion vs. Chesapeake & Ohio et al. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 18402, W. J. Holliday & Co. vs. Elgin, Joliet 
& Eastern et al., and No. 18951, The Detroit Board of Commerce 
vs. Alton & Eastern et al. 

The Dallas Cotton Exchange has been permitted to inter- 
vene in No. 18883, M. H. Reed & Co. vs. Abilene & Southern 
et al. 

The Chamber of Commerce of Shreveport, La., has been 
permitted to intervene in No. 18739, Butler Bros. et al. vs. Aber- 
deen and Rockfish et al. 

The Florida Rock Products Company has been permitted to 
intervene in No. 18797, Ocean Stone & Gravel Company et al. vs. 
Seaboard Air Line et al. 

Swift & Co. has been permitted to intervene in No. 18735, 
The Grand Forks Commercial Club vs. Ahnapee & Western et al. 

The Southern Mineral Company has been permitted to in- 
tervene in No. 16002, R. A. Gibson vs. Kansas City Southern et al. 

The order entered in No. 14781 (and Sub. Nos. 1 to 8, incl.), 
Oklahoma Traffic Association et al. vs. Alabama Great Southern 
et al., on July 9, which was by its terms to become effective on 
October 28, 1926, as modified to become effective on later dates, 
is further modified so as to become effective on January 28, 
1927. 

The motions filed by certain defendants in No. 17849, Bangor 
& Aroostook Railroad vs. American Railway Association et al., 
to dismiss the complaint therein, are denied, and the proceeding 
assigned for hearing at the offices of the Commission at Wash- 
ington, D. C., January 5, 1927, before Director W. P. Bartel. 

The order of October 8, entered in No. 16729, the South- 
western Milling Company, Inc., vs. Santa Fe et al., which was 
by its terms made effective on December 10, 1926, is modified 
so that it will become effective on January 25, 1927, instead of 
on said December 10, 1926. 


RATES ON GRAIN 
The Trafic World Washington Bureau 


The Commission, in I. and S. No. 2803, grain and grain 
products from Memphis, when from points in Arkansas and 
Oklahoma, to Carolina territory, suspended supplements Nos. 13 
and 14 to Speiden’s I. C. C. 921 and other Speiden tariffs, from 
December 2 to April 2. 

Coincident with the announcement of the suspension, the 
Commission also announced that, “upon further consideration 
of the record in that proceeding,” it had decided to vacate its 
suspension order, thereby allowing the Speiden publications to 
become effective December 3. 

No explanation as to the reason for the reversal of the 
earlier decision was made. 

The tariffs in question establish proportional rates on grain 
and products originating in Arkansas and Oklahoma destined 
to points in Carolina territory, from Memphis, from one to six 
cents lower than the rates from Memphis proper to that territory. 
The object, as stated by the Southern Railway, is to remove 
fourth section violations at origin points. 


SUSPENDED TARIFFS 


In I. and S. No. 2798, the Commission has suspended from 
November 25 until March 25 schedules as published in joint 
supplement No. 82 to Southwestern Lines’ Territorial Directory 
Agent J. E. Johanson’s I. C. C. No. 1665 and Agent B. T. Jones’ 
I. C. C. No. 1504. The suspended schedules propose to restrict 
the special rate bases applicable on wooden handles, any quan- 
tity, from points in Arkansas and Missouri to destinations in 
Louisiana and Texas, so that they will apply only on carload 
shipments, which would result in the application of higher class 


— on less-than-carload shipments. The following is illus- 
rative: 


Wooden handles, less than carload, from Jonesboro, Ark., to 
Marshall, Tex., present 104, proposed 105%; Dallas, Tex., present 
126%, proposed 13514; Shreveport, La., present 78, proposed 96; Alex- 
andria, La., present 88, proposed 96; from Pocahontas, Ark., to Mar- 
shall, Tex., present 104, proposed 124%; Dallas, Tex., present 126%, 
proposed 146; Shreveport, La., present 101, proposed 121%; Alexandria, 
La., present 101, proposed 121%. 


‘ In I. and S. No. 2799, the Commission has suspended from 
November 25 until March 25 schedules as published in the fol- 
lowing tariffs: 


J. H. Glenn, agent: Supplement No. 3 to I. C. C. No. A-573; Ft 
. & 


Plement No. 10 to I. C. C. No. A-535; 
pee Cc. C. No. A-535; Supplement No. 28 to I. 
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The suspended schedules propose a general revision of rates 
on grain and grain products from the Birmingham, Ala., Chat- 
tanooga and Knoxville, Tenn., groups to southeastern points and 
south Atlantic ports, resulting in numerous increases and reduc- 
tions. The following is illustrative: 


Grain to South Atlantic Ports from Birmingham, Ala., present 
21%, proposed 26; Chattanooga, Tenn., present 31, proposed 26. 


In I. and S. No. 2800, the Commission has suspended from 
November 25 until March 25 schedules as published in supple- 
ment No. 2 to the Chesapeake & Ohio Railway Company’s tariff 
I. C. C. No. 10303; supplement No. 27 to Louisville & Nashville 
Railroad Company’s tariff No. A-15556 and supplement No. 20 
to Southern Railway Company’s tariff No. C-2080. The sus- 
pended schedules propose to increase and reduce the rates on 
aunmanufactured tobacco, in hogsheads, any quantity, and loose, 
carloads, from central and eastern Kentucky to East St. Louis, 
Ill., and St. Louis, Mo. The following statement is illustrative: 


To St. Louis, Mo., and East St. Louis, Ill., from Cynthiana, Ky., 
present 36, proposed 421%4; Lexington, Ky., present 41%, proposed 424; 
Maysville, Ky., present 35, proposed 4214; Shelbyville, Ky., present 
3614, proposed 42%; Winchester, Ky., present 41%, proposed 42%. 


In I. and S. No. 2801, the Commission has suspended from 
November 30, until March 30, schedules as published in supple- 
ment No. 4 to Chicago, Rock Island & Pacific I. C. C. No. C-11445. 
The suspended schedules propose to increase the rates on cattle 
and calves, hogs, goats and sheep, carloads, between points 
in New Mexico and Western Trunk Line points. The following 
is illustrative: 


To— Omaha, Neb. Chicago, Ill. 

From— Present Proposed Present Proposed 
Co a See ere 51 5 63 71 
Santa Tosa, N. M.....cccoscess 5316 58 65 71 
RR: IES Uk oa wickinwwecenoons 57% 58 6914 71 


In I. and S. No. 2802, the Commission has suspended from 
December 1 until March 31, the operation of certain schedules 
as published in Agent H. G. Toll’s transcontinental tariffs, Sup- 
plement No. 30 to I. C. C. No. 1166, Supplement No. 13 to I. C. C. 
No. 1167, Supplement No. 16 to I. C. C. No. 1168, and others. 
The suspended schedules propose to adjust the rates and car- 
load minimum weights on cottonseed hull fiber and cottonseed 
hull shavings, carloads,-to the level of those applicable on cotton 
and cotton linters or regins, from Eastern, Central and South- 
western points to transcontinental destinations in the Pacific 
Coast and Inter-mountain territories. The following is illus- 
trative: 


Rates in cents per 100 pounds on cottonseed hull fibre or shavings, 
carloads, from Waco, Tex., to— 


Present —Proposed— 
A B c D 
San Francisco, Calif........cccee- 113 186 122 140 
Portland, OF@. .cccrccocveccverioce 125 216 140 158 
Billings, Mont. ......cccccersrccsere 125 216 140 158 


A—Cottonseed hull fibre, cottonseed hull shavings in boxes or 
compressed in bales, minimum weight 30,000 pounds. 

B—Cottonseed hull fibre or shavings, other than bleached or 
dyed, uncompressed, subject to storage and concentration in transit 
privileges, minimum weight 20,000 Ibs. 

C—Cottonseed hull fibre or shavings, other than bleached or dyed, 
in bales compressed to a density of not less than 22% Ibs. per cu. 
ft. delivered to carrier compressed subject to storage and concentra- 
tion in transit privileges, minimum weight 37,500 pounds. 

D—Cottonseed hull fibre or shavings, other than bleached or 
dyed, delivered to carrier uncompressed and compressed by and at 
expense of carriers to a density not less than 22% pounds per cu. ft. 
subject to storage, compressing and concentration in transit privileges, 
minimum weight 37,500 pounds. 


COTTON HOCH-SMITH 


The Traffic World Washington Bureau 


The Commission, in No. 17000, part 3, has instituted a gen- 
eral investigation into rates, rules and practices in respect to 
the transportation of cotton. This is in continuation of the 
policy of having the Hoch-Smith rate structure investigation so 
divided as to enable the regulating body to have such a look at 
the structure of rates on the heavy-loading commodities as will 
enable it to come to a conclusion as to whether (a) the structure 
is symmetrical in each of its parts and (b) whether the com- 
modity is bearing its share of the burden of transportation cost 
in relation to the mandate of Congress, which, freely stated, is 
to lighten the burden of rates on the products of agriculture. 

The announcement respecting the institution of the cotton 
part of the inquiry is as follows: 


There are pending before the Commission a number of formal 
complaints assailing the rates on cotton from substantially all im- 
portant producing areas to substantially all destinations, including 
ports of export, to which cotton moves. No. 18390 and sub-numbers 
assail interstate and export rates only and allege them to be unrea- 
sonable only. Nos. 18570 and 18932 attack rates, rules, regulations and 
practices with respect to the transportation of cotton as unreasonable 
and unduly prejudicial, and No. 18932 also includes an allegation of 
—— of section 13 of the act with respect to Texas intrastate 
traffic. 


Th 
17000 
which 


e Commission also has pending a general investigation, No. 
instituted pursuant to the so-called Hoch-Smith resolution, 
includes, among others, all of the rates, rules, regulations and 
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practices assailed in the above-mentioned cases. It has concluded toCompany of New York under an equipment trust agreement to be 


assign for hearing with those cases No. 17000, in so far as it covers 
rates, rules, regulations and practices for or in respect of the trans- 
portation of cotton, which will be designated Part 3. ‘ 

The scope of No. 17000 is broad. The spirit of the Hoch-Smith 
resolution contemplates that complaints involving rates on the prod- 
ucts of agriculture are not to be delayed by investigations instituted 
pursuant to the resolution. It is not the purpose of the Commission 
at the series of hearings at present in contemplation to go into all 
the matters concerning cotton, comprehended by No. 17000, but to 
confine the evidence as nearly as may be to such as will enable it 
adequately to dispose of the issues raised by the formal complaint 
cases as promptly as possible. 

No decided or submitted cases relating to the transportation of 
cotton have been reopened but this will not preclude the Com- 
mission, in the disposition of the present inquiry, from reaching con- 
clusions different from those determined in prior cases if such action 
seems , warranted. 

In order to perfect plans for the preparation and presentation 
of data with a view to avoiding duplication, and to discuss the scope 
to which this proceeding shall presently be limited and the for- 
mulation of a program for handling it which will promote expedition 
and meet the wishes of interested parties in so far as that consistently 
can be done, a preliminary conference will be held at the St. Charles 
Hotel, New Orleans, La., December 17, 1926, at 10 a. m., by representa- 
tives of the Commission with representatives of state commissions, 
shippers and carriers. 

The times and places for the hearings will 
A proposed report will be issued. 


Formal docket cases assembled to make 
this part of the general case are as follows: 


be announced later. 


the foundation for 


No. 18390, Arkansas Cotton Growers’ Cooperative Assn. vs. Ab- 
erdeen & Rockfish et al.; No. 18390 (Sub. No. 1), Alabama Farm Bur- 
eau Cotton Assn. vs. Same; No. 18390 (Sub. No. 2), North Carolina 
Cotton Growers’ Cooperative Assn. vs. Same; No. 18390 (Sub. No. 3), 
Georgia Cotton Growers’ Cooperative Assn. vs. Same; No. 18390 
(Sub. No. 4), Louisiana Farm Bureau Cotton Growers’ Cooperative 
Assn, vs. Same; No. 18390 (Sub. No. 5), Missouri Cotton Growers’ 
Cooperative Assn. vs. Same; No. 18390 (Sub. No. 6), Oklahoma Cot- 
ton Growers’ Assn. vs. Same; No. 18390 (Sub. No. 7), Tennessee Cot- 
ton Growers’ Assn. vs. Same; No. 18390 (Sub. No. 8), Texas Farm 
Bureau Cotton Assn. vs. Same; No. 18390 (Sub. No. 9), Arizona 
Pima Cotton Growers vs. Same; No. 18390 (Sub. No. 10), South Caro- 
lina Cotton Growers’ Cooperative Assn. vs. Same; No. 18570, Mis- 
sissippi Railroad Commission et al. vs. Same; and No. 18932, Cor- 


7 io Commission of Oklahoma vs. Atchison, Topeka & Santa Fe 
al. 


FINANCE APPLICATIONS 


: The Atlanta, Birmingham & Coast has applied for authority to 
issue $5,180,344.07 of preferred stock and 150,000 shares without par 
value of common stock in connection with the reorganization of the 
Atlanta, Birmingham & Atlantic. 

The Northern Pacific and the Oregon-Washington Railroad and 
Navigation Company have applied for a certificate authorizing equal 
joint possession and operation of a new line from Oro Fino to Head- 
quarters, Idaho, now under construction by the N. P. 

The Chicago & North Western has applied for authority to guar- 
antee $5,000,000 of Indiana Harbor Belt Railroad Company’s 50-year 
general mortgage gold bonds of 1907, due July 1, 1957. The latter com- 
pany has asked authority to issue the bonds. 

The Glasgow Railway Company has applied for authority to in- 
crease its capital stock $100,000 by issuing 1,000 shares of common 
stock of par value of $100 each and to distribute the same as a stock 
dividend ratably —— its common stockholders. 

The Northern Pacific has applied for authority to build a branch 
line in Dawson and McCone counties, Mont., to reach a large area of 
agricultural land. The proposed extension will begin at Glendive, 
—* and end at Brockway, Mont., a distance of approximately 63 
miles. 

The Erie has applied for authority to pledge and repledge from 
time to time $219,000 of first consolidated mortgage general lien 4 per 
cent bonds; $4,842,900 of general mortgage 4 per cent convertible 50- 
year gold bonds, and $440,000 of similar bonds, as collateral security 
for short term notes. 

The Atlantic Coast Line has applied for authority to issue and 
sell 137,565 shares of its common capital stock, par value $100 a share, 
making ,a total par value of $13,756,500, to provide additional funds for 
corporate purposes. The entire issue will be offered at par for sub- 
scription by the preferred and common stockholders of the company 
as of November 30, 1926. 

The Montana Eastern, a subsidiary of the Great Northern, has 
applied for authority_to build an extension from Richey to Circle, 
Mont., in Dawson and McCone counties, a distance of 33 miles. The 
line will be operated by the Great Northern as a part of its line from 
Snowden. to Richey. 

The Baltimore & Ohio has applied for authority to acquire by 
purchase of capital stock and to operate the property of the Cheat 
Haven & Bruceton, extending from Cheat Haven, Pa., to points in 
West Virginia. The property embraces 6% miles of main and other 
tracks, The B. & O. said it would pay $150,000 for the stock of the 
company. 

The Chicago, Rock Island & Pacific has applied for authority 
to issue $1,000,000 of 4 per cent general mortgage gold bonds, and 
$1,000,000 of 4 per cent first and refunding mortgage gold bonds. 

The California, Arizona & Santa Fe, a subsidiary of the Santa 
Fe, has asked authority to construct a 15-mile extension from Beards- 
ley in Maricopa county, Ariz., to serve a 40,000-acre tract of ground 
which is soon to be irrigated. 

The Sacramento Valley Telephone Company has applied for au- 


thority to acquire the telephone property of the California Telephone 
and Light Company. ” 


UNCONTESTED FINANCE CASES 


W. H. Bremner, receiver of the Minneapolis & St. Louis, has been 
authorized to issue $100,000 of receiver’s certificates to renew an obli- 
gation of a like amount maturing in December. 

Abandonment, as to interstate and foreign commerce, of the New 
Holland, Higginsport & Mount Vernon railroad from New Holland 
to Wenona, N. C., a distance of 35 miles, has been authorized. 

The Southern Pacific has been authorized to operate under track- 
age rights over the railroad of the Fresno Interurban in common with 
the Santa Fe from a point near Fresno to a point near Minkler, Calif., 
a distance of about 17 miles. 

he New York, New Haven & Hartford has been authorized to 
assume obligation and liability in respect of not exceeding $4,995,000 


of equipment-trust certificates to be issued by the Bankers Trust 


dated December 1, 1926. The certificates are to be sold not less than 
97.777 per cent of par and accrued dividends. 
The Delta Land & Timber Company has been authorized to 


abandon the lines of the Neame, Carson & Southern extending from 7 


— to Camp Baker, La., and from Carson Mill to C. C. Junction, 


” ‘The receiver of the Trinity & Brazos Valley has been authorized : 


to issue and sell at face value $400,000 of receiver’s certificates. 
The Bell Telephone Company of Pennsylvania has been authorized 
to acquire the property of the Blairsville Telephone Company. 


W. T. L. CLASS RATES 


J. P. Haynes, chairman of the shippers’ steering committee, 
Western Trunk Line Territory, has sent out the following call 
for a general meeting at Chicago, Thursday, December 16, to 
review the work of the steering committee: 


. It will be recalled that at general meeting of representatives of 
interested shippers, receivers and commercial organizations, held at 
the Hotel La Salle, Chicago, March 25, 1925, approval was given to 
certain recommendations of Mr. W. V. Hardie, Director of Traffic of 
the Interstate Commerce Commission. 

One of these recommendations provided that carriers and ship- 
pers would immediately enter into negotiations, with a view to effect- 
ing a permanent adjustment of the class rates within Western Trunk 
Line Territory and between Western Trunk Line Territory, on the 
one hand, and adjacent Eastern Territory, on the other, and for this 
purpose the shippers’ steering committee, created at a prior meeting 
on January 9, 1925, was continued and authorized to increase its 
membership as the work progressed, to include representatives from 
adjoining territories. 

The shippers’ steering committee has undertaken to carry out the 
letter and spirit of the action taken during the aforementioned meet- 
ing, and is now ready to render a report of its activities. It is felt, 
however, that the only satisfactory method of rendering such a report 
is by conference with the numerous interested parties and, accord- 
ingly, a meeting of all interested shippers, receivers and commercial 
organizations is hereby called to convene in the Red Room of the 
Hotel La Salle, Chicago, Thursday, December 16, 1926, at 10 o’clock 
A. M. 


We are preparing and will have available at that time rate com- 
parisons and other data necessary to fairly illustrate the character 
and extent of our work. : 

This notice is being mailed to all representatives present at previ- 
ous meetings and to parties who have subsequently made inquiry with 
respect to the questions involved. However, it should be understood 
that all interested shippers, receivers and commercial organizations 
are welcome and respectfully invited to be represented at the meeting. 





MORE J. & L. RATES 


The railroads have filed a 514 page tariff, Jones’ I. C. C. 
1843, cancelling, January 1, Jones’ I. C. C. 1736, containing iron 
and steel, local, joint and proportional rates on iron and steel, 
in compliance, they assert, with the order of February 24, 1926, 
as amended in No. 15110, the Jones & Laughlin case. There 
are 35 pages of rates. The remainder of the tariff consists of 
routing instructions. There are few rate change references in 
the part devoted to the rates. Reductions largely exceed the 
increases, however. Some individual items carry effective dates 
other than January 1. 

The publication looks like what, in Congress, is called a 
shop cleaner; that is, a publication disposing of the odds and 
ends, which disposition, of course, entails the re-issue of rates 
carried in the cancelled publication about which there was no 
question. 

Whether there is anything in the tariff that will provoke 
protests and requests for suspension cannot be discovered by 
cursory examination. Those interested will have until December 
20 to mull over the proposals to determine whether, in their 
opinion, they will be adversely affected by the proposed changes, 
most of which, as hereinbefore indicated, are reductions, al- 
though there are relatively few reductions and still fewer 
increases. 

Inasmuch, however, as the Commission’s decision in the 
Jones and Laughlin case evoked protests which later were con- 
verted into formal complaints, the thought is that the publica- 
tion, which looks more like a re-issue than anything else, will 
draw fire. 





OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports of Class I carriers, terminal and 
switching companies not included, for September and the nine 
months ended with September, 1926 and 1925, show the follow- 
ing: 


Loaded car-miles—1,625,556,000 for September, and 1,542,640,000 
for September, 1925; 13,146,671,000 for nine months, and 12,357,714,000 
for same period of 1925. 

Empty car-miles—860,263,000 for September, and 812,192,000 for 
September, 1925; 7,415,481,000 for nine months, and 6,770,368,000 for 
same period of 1925. 

Net ton-miles—44,328,000,000 for September, and 41,305,000,000 
for September, 1925; 356,854,000,000 for nine months, and 333,403,000,000 
for same period of 1925. 

Per cent unserviceable of total locomotives—15.5 for September, 
and 16.8 for September, 1925; 16.7 for nine months, and 18 for same 
period of 1925. 

Per cent unserviceable of total cars on line—6.6 for September, 
and 7.8 for September, 1925; 6. 8 for nine months, and 8 for same 
period of 1925. 

Car-miles per car-day—32.7 for September, and 30.8 for Septem- 
ber, 1925; 29.9 for nine months, and 27.8 for same period of 1925. 

Net tons per loaded car—27.3 for September, and 26.8 for Septem- 
ber, 1925; 27.1 for nine months, and 27 for same period of 1925. 
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| Loss and Damage Decisions | 
(Digests taken from Reporters and Digests of National Reporter | 
ystem, published by West tenge Co., St. Paul, Minn. | 
1 
ERE: ee | 
LOSS OF OR INJURY TO GOODS 

connecting carriers are shipper’s agents in transporting goods. 
—Annin et al. vs. Cincinnati Northern R. Co., 153 N. E. Rep. 522. 
to consignee before draft for price was paid, the shipper’s sub- 
sequent acceptance of consignee’s check, part of which it was 
ful delivery, constituted a satisfaction pro tanto of indebtedness 
to which it was directed to be applied, and a ratification of 

recovering value of hay from carrier.—lIbid. 
(Court of Appeals of Ohio, Hamilton County.) Foreign 
held to carry on business, so as to subject it to state courts, and 
its general agent was managing agent, within Gen. Code, sec. 


Cases Recently Decided by State and Federal Courts | 
Copyright by West Publishing Co.) 

(Court of Appeals of Ohio, Williams County.) Initial and 
Where connecting carrier wrongfully delivered car of hay 
directed to credit on such hay, with full knowledge of the wrong- 
the unauthorized delivery, precluding shipper’s assignee from 
railroad corporation, having office in state for soliciting traffic, 
11290.—I. N. Price & Co. vs. Davis, Agent, 153 N. E. Rep. 529. 





Miscellaneous Decisions | 


Traffic Cases Recently Decided by State and Federal Courts 
i { 
\ (Digests taken from Reporters and Digests of National Reporter l 
j System, published by West Pudlishing Co., St. Paul, Minn. 
i Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Minnesota.) After the Interstate Com- 
merce Commission established maximum reasonable interstate 
freight rates, effective in districts which include a portion of 
the state of Minnesota, the carriers advanced their rates to the 
maximum allowed by the Commission. These rates are higher 
than the intrastate rates established by the Railroad and Ware- 
house Commission. The disparity in the rates has produced 
unjust discriminations against certain cites in Minnesota. The 
Railroad and Warehouse Commission brought suit to compel the 
carriers to remove such discriminations and to observe the 
statutory requirements as respects intrastate rates. Held, that 
the varying rates in effect in different porions of the state were 
legally established under either federal or state authority, and, 
since the discriminations complained of can be avoided only 
by the modification of one or both of the legally established 
rates, and rate-making is a legislative and not a judicial func- 
tion, the trial court correctly ruled that the suit could not be 
maintained.--State ex rel. Railroad and Warehouse Commission 
vs. Northern Pac. Ry. Co., 210 N. W. Rep. 399. 


STATE LEGISLATION PRECLUDED 


Federal legislation regulating locomotive equipment has 
occupied the field so as to preclude state legislation on the 
subject, the Supreme Court of the United States, November 29, 
held in an opinion by Mr. Justice Brandeis in No. 87, George 
M. Napier, Attorney General, appellant, vs. Atlantic Coast Line; 
No. 310, Chicago & North Western vs. Railroad Commission of 
Wisconsin, and No. 311, C., M. & St. P. vs. Railroad Commis- 
sion of Wisconsin. 

Justice Brandeis said the cases required a determination 
of the scope and effect of the federal locomotive boiler inspec- 
tion act. He said the main question, which was the same in 
the three cases, was one of statutory construction. He said 
it was whether the boiler inspection act had occupied the field 
of regulating locomotive equipment used on a highway of inter- 
state commerce, so as to preclude state legislation. He said 
Congress obviously had power to do so. 


No. 87 involved a Georgia statute which prescribed an auto- 
matic door to the firebox. The case came up on direct appeal 
from a final decree of the federal district. court granting an 
injunction against application of the statute. This judgment was 
affirmed by the Supreme Court. Nos. 310 and 311 involved 
a Wisconsin statute which prescribed a cab curtain. The Su- 
preme Court of Wisconsin affirmed a judgment denying the 
injunction. This was reversed by the highest court. 


Justice Brandeis said the power delegated to the Interstate 
Commerce Commission by the boiler inspection act, as amended, 
was a general one. He said it extended to the design, the 
construction and the material of every part of the locomotive 
and tender and of all appurtenances. He said the requirements 
in question were, in their nature, within the scope of authority 
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delegated to the Commission. In summing up the opinion of 
the court, Justice Brandeis said: 


The federal and the state statutes are directed to the same sub- 
ject—the equipment of locomotives. They operate upon the same 
object. It is suggested that the power delegated to the Commission 
has been exerted only in respect to minor changes or additions. 
But this, if true, is not of legal significance. It is also urged that, 
even if the Commission has power to prescribe an automatic fire box 
door and a cab curtain, it has not done so; and that it has made 
no other requirement inconsistent with the state legislation. This 
also, if true, is without legal significance. The fact that the Com- 
mission has not seen fit to exercise its authority to the full extent 
conferred, has no bearing upon the construction of the act delegating 
the power. We hold that state legislation is precluded, because the 
boiler inspection act, as we construe it, was intended to occupy the 
field. The broad scope of the authority conferred upon the Com- 
mission leads to that conclusion. Because the standard set by the 
Commission must prevail, requirements by the states are precluded, 
however commendable or however different their purpose. Compare 
Louisville & Nashville R. Co. vs. State, 16 Ala. App. 199; Whish 
vs. Public Service Commission, 205 App. Div. 756; 240 N. Y. 677; 
—- aay" Rapid Transit Co. vs. Public Service Commission, 
—F. n no, 

If the protection now afforded by the Commission’s rules _ is 
deemed inadequate, application for relief must be made to it. The 
Commission’s power is ample. Obviously, the rules to be prescribed 
for this purpose need not be uniform throughout the United States; 
or at all seasons; or for all classes of service. 


NEW YORK GAS RATE CASE 


In No. 357, Albert Ottinger, Attorney General of New York, 
appellant, vs. Consolidated Gas Company of New York, and two 
other cases involving the same issues, the Supreme Court of the 
United States, November 29, in an opinion by Mr. Justice Mc- 
Reynolds upheld a decision of the district court of the United 
States for the southern district of New York declaring con- 
fiscatory a statute of the state of New York fixing $1 as the 
In Newton vs. Consolidated 


that an act of the state of New York prescribing 80 cents a 
thousand feet as the rate for gas was confiscatory. Thereafter 
the state commission made an investigation and fixed a rate of 
$1.15 per 1,000 feet of gas of 537 British thermal units. This 
rate was to be in effect for one year from October 1, 1922. 
The state legislature came along, however, and passed an act 
fixing the rate at $1 for 1,000 feet of gas of 650 British thermal 
units. This became effective June 2, 1923. The gas company 
attacked the law in the courts. A master appointed by the 
lower court found that the rate of $1 would not yield a fair 
return and recommended that the act be declared confiscatory, 
invalid and unenforceable. The lower court confirmed the find- 
‘ings, in the main. The highest court said the statute clearly 
was confiscatory and therefore invalid under the Fourteenth 
amendment. The decree of the lower court was approved except 
with modifications excluding therefrom parts which declared 
the state act invalid for any reason except that its enforcement 
would result in confiscation. 


SUPREME COURT ACTION 


The Supreme Court of the United States, November 29, 
denied petitions for writs of certiorari in No. 616, Standard 
Transportation Company, petitioner, vs. The United States of 
America, and in No. 690, The Chicago, Rock Island. & Pacific 
Railway Company, petitioner, vs. Howe-McCurtain Coal & Coke 
Company. 

In No. 616, the petitioner sought review by the highest 
court of a decision of the Court of Claims with respect to just 
compensation for the temporary requisitioning of three tank 
steamers by the United States in the war period. 

In No. 690, the petitioner sought review of a decision of the 
Supreme Court of Oklahoma. This case involved an action by 
the Howe-McCurtain company against the Rock Island seeking 
recovery for alleged reasonable value of switching services in 
connection with the movement of cars from and to coal mines 
operated by the Howe-McCurtain company. The lower court 
held the Howe-McCurtain company was entitled to $10 a car 
or a total of $1,340 for its services. The railroad company, 
among other things, contended that the state court was not 
competent to consider and determine the character and reason- 
able value of switching services involved and to render judgment 
therefor but that the issues raised were matters exclusively 
within the jurisdiction of the Interstate Commerce Commission. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies reporting 
to the Commission totaled $154,084,615 in the nine months ended 
with September, as against $135,854,671 in the same period of 
1925, an increase of 13.4 per cent, according to the Bureau of 
Statistics of the Commission. The report covers 71 companies 
having annual operating revenues in excess of $250,000. 

The operating income for September totaled $18,152,978, as 
against $16,087,533 in September, 1925, an increase of 12.8 per 
cent. 

The number of company stations in service at the end of 
September was 13,611,229, an increase of 823,322 or 6.4 per cent 
compared with the number at the end of September, 1925. 
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MISSOURI PACIFIC BUILDING 


On Thanksgiving day, L. W. Baldwin, president of the Mis- 
souri Pacific, threw up a silver spade full of earth in the 
“ground breaking” ceremonies for the Missouri Pacific Building 
to be erected in St. Louis. Approximately 1,500 citizens and 
employees of the road participated in the ceremonies. E. J. 
White, vice-president of the road, presided and delivered an 
address, “Our Building.” Victor Miller, mayor of St. Louis, 
spoke on “What the Missouri Pacific means to St. Louis.” 


The building is to be a two million dollar structure and will 
be twenty-two stories high. It is expected that it will be ready 





for occupancy in less than a year. 
Street between Olive and Pine Streets. The west and south 
sides will front on the new St. Louis Memorial Plaza and will 
be architecturally in line with other buildings to be built on 
and adjacent to the plaza. The frontage on Thirteenth Street 
will be 193 feet and on Olive, 100 feet. The twenty-two stories 
will stand 250 feet above street level. It has been designed to 
permit the addition of eight stories at some future time, which 
will make the main structure 334 feet high and the tower 432 
feet high. The floor area of the building will be 230,000 square 
feet, which is 20 per cent more than the Missouri Pacific now 
occupies in the Railway Exchange Building in St. Louis. 


The entire space of the building will be occupied by the 
Missouri Pacific lines offices, with the exception of the ground 
floor. Plans are under way to include an auditorium, rest rooms 
for employees, and rooms for meetings. According to President 
Baldwin, this will be the most complete, modern, and com- 
fortable railroad office building in the world. 


It will be on Thirteenth 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 20 totaled 
1,078,812 cars, as compared with 1,112,886 cars the preceding 
week, and 1,057,923 and 1,010,919 cars in the corresponding 
periods of 1925 and 1924, respectively, according to the car 
service division of the American Railway Association. 

As compared with the preceding week, slight decreases were 
reported in the loading of the various classes of commodities 
in the week ended November 20. Loading by districts the week 
ended November 20 and for the corresponding period of 1925 
was reported as follows: 


Eastern district: Grain and grain products, 11,110 and_ 10,564; 
live stock, 3,194 and 3,620; coal, 57401 and 31, 305; coke, 3,231 and 
3,874; forest products, 6,497 and 5,455; ore, 2,811 and 3,937; mer- 
chandise, Cc. i, 1, 198 and 75,592; miscellaneous, 93,939 and i01, 785; 
total, eae. 254, 381; 1925, 236,132; 1924, 230,952. 

Allegheny ‘district: ‘Grain and grain products, 3,793 and 3,997; 
live stock, 2,349 and 2,673; coal, 62,643 and 45,480; coke, 5,896 and 
7,389; forest products, 2,988" and 5,745; ore, 6,416 and 9,704; merchan- 
dise, i ©. Ee, Be 5 and 56, 799; miscellaneous, 80,809 and 82,273; 
total, 1926, 221, 999; 1925, 211, 060; 1924, 195,211. 

Pocahontas district: Grain and grain products, 203 and 291; live 
stock, 167 and 136; coal, 43,843 and 43,463; coke, 617 and 679; forest 
products, 1,587 and 1,589; ore, 110 and 137; merchandise, ke SS 
7,400 and 7,393; miscellaneous, 5,940 and 4,882; total, 1926, 59, 867: 


1925, 58,570; 1924, 

Southern district: Grain and grain products, 3,355 and 4,402; live 
stock, 1,914 and 1,891; coal, 32,768 and 28,572; coke, 824 and 1,122; 
forest products, 20,564 and 22, 989; ore, 1, 235 and 3, 429: merchandise, 
L. C. L., 42,079 and 42,419; miscellaneous, 58,730 and 54,787; total, 
1926, 161, 469; 1925, 157, 611; 1924, 157,117. 

Northwestern’ district: Grain and grain products, 10,146 and 
16,041; live stock, 10,218 and 10,435; coal, 12,373 and 9,652; coke, 1,477 
and 1, 571; forest products, 16,783 and 16, 987; ore, 11, 730 and 12, 615; 
merchandise, L. C. L., 33,448 and 33, 091: miscellaneous, 35,189 and 
39,810; total, 1926, 131, 364; 1925, 140,202; 1924, 132,598. 

Central "Western ‘district: Grain and grain products, 10,770 and 
12,433; live stock, 12,580 and 13,414; coal, 24,125 and 23,198; coke, 
392 and 319; forest products, 10, 125 ‘and 9,994: ore, 3,865 and 3,450; 
merchandise, L. C. L., 35,9 977 and 36,324; miscellaneous, 61,939 and 
65,805; total, 1926, 159, 773; 1925, 164,937; 1924, 165,534. 

Southwestern district: Grain and grain products, 5,098 and 5,484; 
live stock, 3,350 and 3,611; coal, 8,860 and 7,198; coke, 340 and 253: 
forest products, 8,807 and 8,518; ore, 464 and 432: merchandise, L. C. 
L., 17,261 and 17,185; miscellaneous, 45,779 and 46,730; total, 1926, 
89, 959; 1925, 89, 411; 1924, 79,077. 

Total, all roads: Grain and grain products, 44,475 and 53,212; 
stock, 33,772 and 35,780; coal, 242,013 and 188,868; coke, 12,777 and 
15, 207; forest products, 67, 351 and 68,277; ore, 26,631 and 31,704; 
merchandise, ‘. ©. Ex, 208, 468 and '268,803; ‘miscellaneous, 382,325 and 
396,072; total, 1926, 1,078,812; 1925, 1,057, 923; 1924, 1,010,919. 

Loading of revenue freight this year compared with the 
two previous years follows: 


live 





1926 1925 1924 

Five weeks in January........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March 3,877,139 3,702,413 3,661,922 
Four weeks in April 3,795,837 3,726,830 3,498,'230 
IVS: WOES Ti MEAG. coc ccicesccccce 5,142,879 4,853,379 4,473,729 
Four weeks in June 4,112,150 3,965,872 3,625,182 
POUr WOES it JOY... cs ccccces 5,245,267 4,945,091 4,470,522 
Four weeks in August............ 4,417,780 4,321,427 3,898,384 
Four weeks in September......... 4,552,378 4,297,936 4,147,885 
Five weeks in October............ 6,006,024 5,537,159 5,455,431 
Week ended November 6th....... 1,137,210 1,062,646 995,279 
Week ended November 13th...... 1,112,886 1,049,940 1,016,843 
Week ended November 20th...... 1,078,812 1,057,923 1,010,919 

NMR x6. cctn da chcereal apitida econo 48,586,821 46,600,612 44,180,415 


COAL PRODUCTION AND SHIPMENT 


“All records of weekly production of bituminous coal were 
again broken in the week ended November 20,” the Bureau of 
Mines of the Department of Commerce said in its weekly coal 
production statement. “The total output is estimated at 
14,253,000 net tons, an increase of 446,000 tons or 3.2 per cent 
over the week preceding. The highest production ever recorded 
in any year prior to 1926 was 13,344,000 tons in the last week 
before the great strike of 1919.” 

Production of anthracite the week ended November 20 was 
estimated at 1,760,000 net tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 21 totaled 668,805 net tons. Anthra- 
cite shipped from Lake Erie ports totaled 87,635 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended November 20 totaled 764,320 net tons, of which 
219,272 tons were for New England delivery. Shipments from 
Charleston, S. C., totaled 37,997 net tons. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
November 15-22, inclusive, was 115,734, according to the car 
service division of the American Railway Association. The aver- 


age daily shortage was 487 gondola and 161 hopper cars. The 
surplus was reported as follows: 


Box, 65,517; ventilated box, 1,184; auto and furniture, 11,014; total 
box, 77, 715; flat, 5,576; gondola, 6,757; hopper, 1,965; total coal, 8,722; 
coke, 305; S. D: stock, 14,301; D. D. stock, 3,967; refrigerator, 4.767; 
tank, 216; miscellaneous, 1, 165. 


Canadian roads reported a surplus of 3,400 box, 500 flat, 750 
S. D. stock and 50 refrigerator cars. 
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December 4, 1926 


SIX CENT GRAIN REDUCTION 


The Traffic World Washington Bureau 


Whether merely as a result of its routine, or by design, the 
whole Commission on December 1 and the following day, listened 
to argument on I. and S. No. 2729, Grain and Grain Products from 
Minneapolis, St. Paul and Duluth and groups to Eastern Points, 
the case created by the publication of the six cent reduction 
by the Minneapolis & St. Louis and the Soo Line in the rates on 
grain and grain products, from Minneapolis to the east, admit- 
tedly so that Minneapolis might improve its situation in relation 
to Duluth and the railroads serving that milling center might 
attract some grain products now alleged to be using the rail 
and-water routes through Duluth to Buffalo. 

A day and a half were set aside by the Commission for giving 
ear to the contentions for and against the proposition of the 
Minneapolis lines that they had the right, under the law, to 
strive for tonnage in competition with the water lines and that 
all they hoped to do was to regain some part of the tonnage 
they claimed they handled in the pre-war days when, they said, 
there were joint rates. At present Minneapolis and the pro- 
posing railroads said the combination of Duluth-rail-and-water- 
lines-and-Buffalo-mills had an advantage of 15 cents over the 
combination of Minneapolis mills and all-rail lines to the east. 
The proposal, it was pointed out, was not to restore the pre-war 
situation but merely to narrow the spread and thereby afford 
Minneapolis mills and the railroads serving them to make a 
bid for the business they formerly transacted. It was claimed 
in behalf of Minneapolis and its lines that all the railroads, 
including the protesting eastern lines, had had 180,000 cars of 
grain, annually, diverted from the all-rail to the rail-and-water 
routes. The point was also made, in the course of the argu- 
ment, that the proposed step toward restoration was not one 
destructive of the water lines and, therefore, was not in viola- 
tion of section 500 of the transportation act, but merely a fur- 
therance of that part of the law by a partial restoration, to the 
rail lines, of tonnage they formerly had. It was also pointed out 
that Duluth had had an increase of grain business, since the 
breaking of relationships that obtained in the pre-war period, 
of 400 per cent. It was contended that the restoration, in part, 
of Minneapolis as a milling center would be of benefit to the 
producers of grain and would also be beneficial of Duluth in 
that competition would be restored. No such claim was made 
in respect of the milling industry at Buffalo. 

A. H. Lossow, speaking for the Soo Line, said that that 
road would be satisfied if it could handle the tonnage it formerly 
had. He said the tonnage had been reduced from something 
more than 4,000 cars to something more than 900 cars. He said 
that that line was willing to have the rates apply via any of 
the old gateways and that the eastern lines had been invited to 
participate in the new rates. 


M. M. Joyce, for the Minneapolis & St. Louis, contended that 
the management of that carrier had the right to meet water 
competition, the rates on which, he said, had returned substan- 
tially to pre-war level. The restoration of water rates to sub- 
stantially the old level, he said, had given Duluth her present 
position. He pointed out that the Minneapolis & St. Louis was 
wholly dependent on the communities served by it and that 
the preponderance of the empty car movement was eastbound, 
the direction of the grain and grain products movement. 

The Minneapolis & St. Louis management, he said, when it 
considered the matter, was up against a situation of dismantled 
mills at Minneapolis, one of the disused mills having a daily 
capacity of 10,000 barrels and another of 4,000 barrels. He 
said the rates proposed were higher than export rates except 
to Baltimore, which they equaled, and much lower than rates 
from the Pacific coast, forced by the Panama canal competition. 


F. B. Townsend, also for that road and not set down on the 
docket as speaking for Minneapolis at all, talking about a situ- 
ation with which he had been dealing for many years, put before 
the Commissioners a set of figures on seemingly every possible 
Phase in support of his proposition that the rates proposed 
sought only a partial restoration of a situation that had existed 
for twenty-five years before the war. The joint rates, he said, 
were taken out while the war-time conditions existed. Minne- 
apolis, he said, was excluded from the territory east of the 
Buffalo-Pittsburgh line by the existing rate adjustment which 
had resulted in a 400 per cent increase in the volume of grain 
handled by Duluth, to the hurt, as he said, of all the railroads. 

_ He pointed out that, under the situation as it existed, the 
Milwaukee was in the situation of carrying grain from Minne- 
apolis to Duluth without receiving a cent for the extra haul of 
162 miles. The grain, he said, was stopped at Staples, Minn., 
for inspection, whether it was consigned to Minneapolis or 
Duluth, the rates to both points being the same. After inspec- 
tion, he said, it was sold on the Minneapolis market and the 
cars sent on to Duluth, if bought by Duluth buyers, whereas, if 
it were brought to Minneapolis, the Milwaukee would have an 
oe to obtain some money for the haul east of Minne- 

is. 


The rates published by the Minneapolis & St. Louis and the 
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Soo Line, he said, were those offered by the eastern lines in 
1924 but which they afterward refused to publish. He asserted 
that the objecting eastern lines were parties to joint rates from 
the Pacific coast, on apples for instance, which gave them a 
smaller revenue for the haul east of Minneapolis than they 
would receive from grain and grain products carried on the 
proposed rates. 

As to the competition between Minneapolis, Duluth and 
Buffalo, featured in this case, Mr. Townsend said _ the 
editorial in the Traffic World of September 18 succinctly stated 
his views, the point in the paragraph quoted being that the 
writer had never heard of a third-place horse dying of mortifica- 
tion because the winner barely nosed out the second-placer 
instead of beating him by ten lengths. 

L. M. Walter, for the Minneapolis Chamber of Commerce, 
after detailing facts in regard to the concurrence of the eastern 
lines and their attitude said they could not be heard in this 
case because they did not send their traffic men to the hearing. 
Instead, he said, they sent R. N. Collyer their publishing agent. 

“I think they are convicted of double dealing in that they 
proposed the rates and are now opposing them” said Mr. Walter 
commenting upon the allegation that the eastern carriers had 
proposed the rates in 1924 in lieu of what the western lines had 
offered. 

Mr. Aitchison asked if Mr. Walter thought the Commission 
should sit as a court of honor on the question of the character 
of the conduct of the eastern carriers. Mr. Walter acknowl- 
edged that the question was as to the propriety of the rates and 
not of the correctness of the attitude of the eastern carriers. 


Robert E. Quirk, also speaking for the Minneapolis Chamber 
of Commerce and other Minneapolis organizations said the Hoch- 
Smith law contemplated that the railroads should maintain the 
lowest possible lawful rates on agricultural products and that 
the rates under suspension were a step in that direction. The 
evidence, he said, showed that Minneapolis was a premium mar- 
ket for grain and that the agricultural interests of the northwest 
had looked with concern upon the decline of Minneapolis in its 
importance as a grain and milling market. He pointed out that 
farm organizations, state regulating bodies and other agencies 
representing the people of the northwest, were unanimous in 
the statement that the suspended rates, if established, would 
tend to re-invigorate Minneapolis as a buyer of grain and that 
that, in turn, would react to the benefit of the farmer because 
it would bring about a vigorous competition between Minneap- 
olis and Duluth in the purchase of grain in the restricted ter- 
ritory of the northwest involved in this case. 

Commenting upon the fear of the carriers that the proposed 
rates, if established, would bring down rates from Missouri 
river and other points, Mr. Quirk pointed out that the water 
competition creating the situation against which Minneapolis 
was fighting did not extend to Missouri river and that there 
was no compulsion of the Missouri river lines to make any 
reductions from Missouri river territory to Trunk Line points. 

A. C. Ramele, for the terminal elevators at Minneapolis, 
contended that the proposing railroads had a law-recognized 
right to meet water competition and to make an effort in behalf 
of Minneapolis to regain markets. 


J. W. Shorthill, for the Farmers National Grain Dealers 
Association, discussed prices and got into a discussion with the 
bench upon how prices are made and the effect of this, that 
and some other fact upon real and suppositious situations. Com- 
missioner Woodlock, seemingly thinking that Mr. Shorthill was 
employed by the Minnesota commission, asked whether that 
body did not have trouble in “doubling” in the two positions of 
judge in one instance and advocate in another, as when the 
Minnesota commission sat upon rate questions within the state 
and appeared in cases before the federal body. Mr. Shorthill 
said that the laws sometimes put duties upon men that might 
embarrass them. 


Commissioner Aitchison asked Mr. Shorthill if he contended 
the Minnesota commission had any judicial duties in respect of 
interstate rates. Mr. Shorthill said he did not. 

James W. Carmalt, in behalf of the eastern carriers, said 
they were opposed to the rates because they felt they had done 
all they should in meeting water competition between Chicago 
and Buffalo by making reshipping rates from points in 100 per 
cent territory 8 cents less than the domestic rates. The eastern 
lines said they had no objection to the western lines meeting 
competition but that they did object to having their revenues 
shrunk so as to enable the western lines to meet a competition, 
via Duluth which the eastern lines did not feel. Disruption of 
their rate structure and depletion of their revenues, Mr. Carmalt 
said, did cause their opposition. 

Chairman Eastman asked several pointed questions about 
the position of the eastern lines created by their failure to with- 
draw their concurrences in the rates as published and their ap- 
pearance before the Commission to say not merely that they 
did not concur but opposed the rates and asked the Commission 
to condemn them. 

Mr. Carmalt pointed out the fact that withdrawal of con- 
currences seemed hardly necessary when the same end could 
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be reached by the less formal course of pointing out their dis- 
agreement in instances, such as this, in which a publishing road, 
using blanket concurrences, published rates which he knew other 
roads opposed. 

“You want the Commission to pull the chestnuts out of the 
fire for you” interrogatively suggested the chairman. 

“We want to get a public expression on the question involved 
in the case” said Mr. Carmalt. He added that there had never 
been a minute since 1924 when everybody interested did not 
know of the opposition of the eastern lines to the proposed rates. 
Mr. Carmalt, answering a question by Mr. Eastman, said the 
eastern roads did think the proposed rates were lower than 
reasonable minima and that the Commission should use its 
minimum rate power in this case. : 

On behalf of the Duluth Board of Trade, E. S. Ballard sub- 
mitted figures, taken from the record, of course, tending to show, 
as he said, that the Minneapolis proponents of the reduction, 
had used figures for making comparisons that were of no value 
whatsoever; that instead of Duluth forging ahead in the com- 
petition, using typical periods for comparison, actually showed 
a loss of business. 

Lest that something that was said by Mr. Walter to the 
effect that no one had said anything about rates on coarse grains 
might mislead, Mr. Ballard was at pains to say that Duluth had 
opposed all the rates. 

Mr. Ballard said that instead of Duluth getting an enormous 
increase in business the figures for what he called the pre-war 
period, 1906-15, showed that Duluth’s annual grain business 
showed a loss in comparison with the post-war period, 1920-24. 
In the first period the average annual business of Duluth was 
43,800,000 bushels, while in the post-war period it was only 
40,600,000 annually. The shipments from Duluth in the pre-war 
period, he said, averaged 44,700,000 and in the post-war period 
only 34,200,000. 


In the pre-war period, he said Minneapolis handled 129,000, 
000 bushels of corn, wheat and oats and in the post-war period 
162,000,000. He was unable, he said, when Commissioner Mc- 
Manamy asked him, to explain how it came that shipments out 
of Duluth in the pre-war period were shown as greater than the 
total handled. 


Mr. Ballard said that the comparisons based on 1917 and 
1924 were not worth anything because the business done by 
Duluth in 1917 was the smallest, except one year, ever done, 
because the crop was the smallest, while the figures for 1924 
were made in a year exactly the reverse. He said that Duluth 
was a market that handled surplus grain, while Minneapolis 
was a market in which there was about the same demand for 
grain year after year. Therefore, he said, when the crop was 
large Duluth handled much grain and when it was small Duluth 
had little to do because the surplus, after the needs of Minneap- 
olis had been met, would be small. 


An effort on the part of financial interests -concerned with 
the efforts of the court, through the receivership, to rehabilitate 
the Minneapolis & St. Louis, to appear in this case as friends of 
the court came to naught as a result of objections by Minneapolis 
interests. Mr. Ballard filed a petition on behalf of William 
Church Osborn and himself to appear in that capacity. The 
other side objected and Chairman Eastman ruled against the 
presentation of anything on behalf of the financial interests. 
Mr. Ballard sought to present a copy of a letter sent to W. H. 
Bremner, receiver of the Minneapolis & St. Louis, by a commit- 
tee representing bondholders, formally requesting Mr. Bremner 
to withdraw the tariff proposing the six cent reduction. The re- 
quest was made, by the committee, on the ground that the rates 
proposed would have an adverse effect on the revenues of the 
Minneapolis & St. Louis. 


The committee, in its letter, which the Commission declined 
to receive, expressed the belief that the reduced rate schedule 
would not result in any increased volume of business, except 
perhaps for a very short period. It said that it thought that if 
the Commission did not permanently suspend the new schedule 
of rates, it was inevitable that the other roads operating in 
Western Trunk Line territory would soon meet the new rates. 
The net result, the committee said, would simply be that each 
road would continue to carry its old proportion of this business 
and all would be doing so at substantially lower rates. The 
committee thought the proposed rates would have an adverse 
effect on the effort of the western lines to obtain an increase in 
rates. It said that in view of the recent declaration of the 
Commission to the effect that Western Trunk Line carriers were 
entitled to higher rates, any action by the M. & St. L. interfering 
with that object was particularly unfortunate at this time. 


In his argument, not on the proposal of the bondholders’ 
committee, but on the issue as presented by the suspension of 
the schedules, Mr. Ballard said the reduction would not be of 
any benefit to the farmers but would impair transportation on 
the great lakes, increasing the deficits of the lines now having 
‘deficits and converting the net of the Great Lakes Transporta- 
tion line into a deficit. He did not pretend to say what effect 
the reduction would have upon the “wild” or cargo boats, whose 
rates, he said, were based upon considerations other than those 
affecting the package lines. 
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August G. Gutheim suggested not only double-dealing but 
that if the reductions were permitted to become effective triple. 
dealing would become apparent. He said that it was understood 
that there was a community of interest between shippers and 
one of the lake lines. His suggestion was that if the rail rates 
were allowed to go down, the lake lines would be forced to re- 
duce their rates so as to preserve the four cent differential and 
that that would show triple-dealing. His argument was in be. 
half of grain interests at Buffalo and in New York state. He 
said he could easily understand why the eastern lines did not 
withdraw their concurrences. He said Minneapolis controlled 
vast tonnages and that shippers had a way of finding out which 
of any group of rail lines was the prime mover in any matter 
and handle their tonnage in such a way as to make the first 
mover understand what they meant. He said he did not know 
why the eastern lines had not revoked their concurrences but he 
submitted his suggestion on that head as before indicated. 

He contended that while Buffalo was growing, in a milling 
sense, because of the milling of Canadian wheat in bond, which 
was a business Minneapolis could not hope to obtain, there was 


-no growth in domestic flour production at Buffalo that was not 


also true of Minneapolis. He contended that, as a matter of fact, 
Buffalo did not get into the eastern market with its flour at any 
lower cost of transportation than Minneapolis. In effect the 
case, he said, was an informal complaint by Minneapolis millers 
against the rates to the east and that the proposal of the two 
lines whose schedules were under suspension was to reduce the 
water-compelled rates between Minneapolis and Chicago and be- 
tween Chicago and Buffalo to meet water competition. That, he 
said, was the kind of double-dealing there was in this case. 

H. J. Campbell, for the Milwaukee Chamber of Commerce 
and the Chicago Board of Trade, said that any addition to the 
tonnage of Minneapolis would be at the expense of Milwaukee 
and Chicago markets. Minneapolis, he said, would keep the six 
cents and use them to destroy competition at Chicago and Mil- 
waukee. He pointed out that two of the three factors in the 
rate from the producing points to the eastern markets were 
below the general level of rates, meaning the rates between Min- 
neapolis and the western termini of the eastern lines and the 
rates between those tremini and Buffalo, which, he said, were 
water-compelled rates. The proposed rates, he contended, would 
give Minneapolis lower all-rail rates than the rail-and-water 
rates at Milwaukee and Chicago and deprive those markets of 
the advantage of their location on the lakes in disregard of sec- 
tion 500. 

H. C. Wilson, for Sioux City and Omaha, protested against 
the proposal as being detrimental to those markets. He called 
attention to the fact that, although Duluth did not handle corn, 
the rates applied on the coarse grains and he said he desired to 
make it plain that the Missouri river markets were protesting 
on account of both wheat and coarse grains. 

E. H. Hogueland, on behalf of the Southwestern Millers’ As- 
sociation, said that the millers in the southwest viewed the pro- 
posed rates with the gravest concern. He said their competition 
was with the Minneapolis millers and not with Buffalo millers 
and that the proposed rates would violate the third section. He 
produced many figures to show that the competition his clients 
had to meet was that of the Minneapolis millers and not Buffalo 
millers or millers at any other place, hence their objection to 
any increase in the ability of the Minneapolis millers to get the 
markets. 


Time to voice the objections of the Kansas City Board of 
Trade was given to W. R. Scott, who had yielded a considerable 
part of his time to the protesting Duluth interests; and also to 
A. F. Vandergrift and L. E. Banta to speak in opposition to the 
proposed lower rates, on behalf of Louisville and Indianapolis 
grain interests. They were just as much opposed to the sus- 
pended schedules as the representatives of other grain markets, 
treating the proposal as one to favor Minneapolis alone, not in 
the competition with Duluth, but in competition with all markets. 

R. E. Quirk received time to close the argument, speaking 
for the Minneapolis interests and the carriers proposing to re 
duce rates for the benefit of Minneapolis. 

In a brief the railroads in eastern territory represented 
by the Traffic Executive Association—eastern territory, said 
they had no objetcion to the publication by the western 
lines, or any of them, of proportional rates on grain and grain 
products west of Peoria, Chicago, or other gateways on any basis 
that might be justified by conditions in territory west of the 
gateways. Their protest against the proposals involved in this 
case, they said, was based on their objection to being made 
parties to joint through rates with the western lines on grail 
and grain products that would involve: 

(a) Inevitable disruption of the well organized rate structure of 
the eastern lines; 

(b) Their being made parties to rates that probably will involve 
complaints to this Commission of discriminations between markets: 

(c) Possible reduction of the revenues of the Eastern lines. 


The eastern lines said the Commission should find that the 
present rates on grain and grain products from the points of 
origin to the destination points here involved were neither u” 
reasonable or otherwise in violation of the interstate commerce 
act; that the rates proposed were neither necessary or desirable 
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in the public interest; that the tariffs under suspension had not 
been justified, and that the suspended schedules should be can- 
celed and the proceeding discontinued. 

The Sioux City (Ia.) Grain Exchange and the Omaha Grain 
Exchange, protestants, also said that the Commission should 
find that the proposed rates had not been justified and that re- 
ductions from Minneapolis to the east without corresponding 
reductions from Sioux City and Omaha, would give rise to undue 
prejudice and preference in violation of the act. 

The Board of Railroad Commissioners of the state of South 
Dakota said the Commission should approve the suspended tariff, 
subject, of course, to different conclusions, should any party, 
including the board, find that the reduced rates actually produced 
undue prejudice. : 

The Farmers National Grain Dealers’ Association, in a brief 
in I. and S. No. 2729, said it was conceded that the rates in issue 
were not export rates and also that transportation was but one 
of the elements that handicapped grain producers by unduly 
increasing their necessary expenditures and that the item under 
consideration was a small one. However, it said, the reduction 
ought to be made, if for no other reason, in the interest of the 
producers of grain. It said it would be at least a step toward 
the improvement of their present seriously adverse condition. 

The respondent, Minneapolis, St. Paul & Sault Ste. Marie, 
in its brief, defended the proposed reduction. It dealt with the 
history of the milling industry in Minneapolis, declared that the 
proposed rate was reasonable, that the proposed tariff was not 
in violation of section 15-a of the act, that the tariff had been 
properly filed, and that the Commission could not sustain the 
protest of Kansas City that the proposed adjustment was unduly 
discriminatory as against Missouri River points. 

The Minneapolis & St. Louis, respondent, in its conclu- 
sions in its brief, said the record proved, among many 
other things, that an extreme adverse condition at the Twin 
City market had been brought about by water competition; 
that the rates proposed had been proved to be reasonably com- 
pensatory; that failure to lift the suspension would not only be 
detrimental to the carriers involved but would magnify the 
already depressed economic condition of the producer of wheat 
in the Northwest and all users of grain by-products in the live 
stock and dairy industries; that there was nothing novel or new 
created by the proposed tariffs, and that the proposed rates 
applied on grain drawn from a limited and restricted territory, 
which was competitive only between the Twin Cities and Duluth- 
Superior, and from which the movement to or via other markets 
was unimportant. 

The M. & St. L. said the conclusion logically followed that 
no sufficient cause appeared in the proceeding why the tariffs 
under suspension should not become effective. It said the Com- 
mission and the courts had long recognized the right of carriers 
to meet water competition, and in this case water rates had 
brought about a situation where needy railroads were justified 
in their efforts to increase the volume of their traffic by meeting 
the competition of such rates. It said the case presented a 
problem of management. 

L. E. Banta, attorney for the Indianapolis Board of Trade, 
the Cincinnati Grain & Hay Exchange, the Central States Mill- 
ers’ Association, and the Louisville Board of Trade, said that the 
Commission must carefully weigh the effects of a forced general 
reduction on the revenues of the carriers both east and west, 
and that, unless and until it decided under the Hoch-Smith in- 
quiry that a general reduction was just and necessary, nothing 
should be done with the proposed rates in issue in the proceed- 
ing. Even then, he continued, a most serious problem was 
presented by the proposed rates, restricted to Minneapolis, and 
in the possible violation of rights of the public, the carriers, 
both rail and water; and more especially were such rates to be 
availed of under present transit and policing practices in vogue 
at present. 

The Board of Trade of Chicago and the Milwaukee Chamber 
of Commerce, interveners and protestants, by J. S. Brown and 
J. L. Bowlus, said that one of their principal grounds of protest 
against the suspended tariffs was predicated upon the proposi- 
tion that it would be impossible to restrict the application of the 
Proposed rates to grain originating in the restricted territory. 


PROGRESS IN COMMERCIAL ARBITRATION 


A statement issued by the Merchants’ Association of New 
York says that local business houses are turning more and more 
to commercial arbitration instead of litigation as a solution of 
their business disputes. This growing sentment in favor of 
arbitration is not an academic interest, but is based on actual 
and favorable experences, it is said. 

As a result of these developments, the association is pre- 
paring to send a communication to each of its members, not 
Previously reporting as in favor of the plan, urging them to 
include a clause in their commercial contracts providing for 
this manner of settling controversies. 

Existence of sentiment in favor of arbitration has been de- 
termined as a result of a questionnaire sent by the association 
to those members who had agreed in 1922 to insert an arbitra- 
tion clause in the business contracts and agreements. They 
were asked to give their experiences over the last three years. 
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SHALL WE MOVE THE ATLANTIC? 


(By The Great Lakes-St. Lawrence Tidewater Association) 
X—What New York Offers as a Substitute 

In an earlier chapter the reasons why New York seeks to 
keep control of the outgoing and incoming commerce of the 
Middle-West were mentioned. Perhaps they should be restated. 

That commerce furnishes to Buffalo and to New York, and 
to those who do the carrying between, a vast and steady amount 
of business that has been and is profitable in the extreme and 
that at the same time gives to the port of New York financial 
control over the industries of the Middle-West. From the earli- 
est days of the agitation for the bringing of the Atlantic to the 
heart of the continent, New York has uttered her protest, 
sneering and incredulous at first, growing more and more vigor- 
ous as time has gone by. She has declared that it was unnec- 
essary, that the St. Lawrence ship channel route is impractical, 
that the barge canal across the State of New York and the 
railroads connecting the Great Lakes with New York were 
sufficient for all present and future needs. 

Suddenly she shifts her position. The powerful interests 
of Buffalo and New York and of the New York administration 
located at Albany, now declare a connection between the Great 
Lakes and the ocean a necessity that must and will be built. 
They declare, however, that it must be by way of New York. 
Governor Smith of that State makes an eloquent gesture to the 
Middle-West and offers the New York Barge canal to the United 
States—a canal which has cost more than $240,000,000 for con- 
struction and maintenance, and that is a monumental failure. 
The essential point to consider at the moment is the fact that 
New York has entirely changed front within the past twelve 
months and now clamors for that which she denied emphatically, 
prior to that time, the Middle-West needed at all. 

Congressman Dempsey of that state, both in Congress and 
in public addresses, has advocated what he calls and what New 
York is pleased to call, the “All-American” ship canal route. 
Congressman Dempsey’s canal would leave Lake Ontario near 
Oswego, and would enter the Hudson River near Albany. It 
would follow, over a good part of its course, the present New 
York Barge Canal, which in 1925, with a capacity of 20,000,000 
tons, carried two million tons of commerce as against 6,200,000 
tons moving through the St. Lawrence canals in the same 
period of time. 

Congressman Dempsey’s canal would have from twenty to 
thirty locks, and one hundred and fifty-nine miles of restricted 
navigation. That is a channel so narrow that ocean ships could 
not safely proceed under their own steam, but would have to 
be led by tug boats. Across this one hundred and fitfy-nine 
mile ship canal, there are more than eighty bridge crossings 
that could not be eliminated—more than one bridge for every 
two miles, and it is through such a channel, so hampered by 
bridges, so restricted in width, so impossible to navigate except 
at a snail’s pace, that Congressman Dempsey and the govern- 
ment of the State of New York, the business interests of Buf- 
falo, and the State of New York propose that the great and 
growing stream of mid-western outbound and inbound commerce 
shall move. This is the “All-American” substitute! This is the 
ship canal which Congressman Dempsey and Governor Smith 
offer to the United States provided the people will pay the cost 
of building. si 

And what is the cost? The United States army engineers 
have made some twelve or thirteen reports on the possibilities 
of a ship channel between Lake Ontario and the Hudson River. 
Every one of these reports have been unfavorable to such a 
project. The last report made public—that furnished to Con- 
gress in the spring of 1926—said that such a channel would 
cost the United States $506,000,000 for the canal without any 
possible return by way of water-power development. And if, 
as Congressman Dempsey insists, we must have an “All- 
American” ship canal in order not to cross over into Canadian 
territory, then another canal, seldom if ever mentioned in the 
New York substitute program, must be built between Lake 
Ontario and Lake Erie and the cost of such a canal will add 
from $150,000,000 to $200,000,000 more, making the cost of the 
New York substitute reach well toward one billion dollars for 
a canal with far less capacity than the St. Lawrence ship chan- 
nel, narrower, less capable of handling commerce, and a canal 
that would force the foreign commerce of the Middle-West to 
go through the congested port and harbor of New York just as 
it does today. 

Such a route is falsely called “All-American” because the 
ship channel connecting the Great Lakes, the ship channel in 
the St. Mary’s, the St. Clair and Detroit rivers, crosses and 
recrosses from the American to the Canadian side twenty or 
more times. An “All-American” route is an utter impossibility. 

What then is the purpose of such a proposal? The purpose 
is, First—to unload onto the United States the present barge 
canal of the State of New York, which was most appropriately 
termed by Governor Smith some years ago, a “white elephant,” 
and that has been and now is a liability rather than an asset. 
Second—to secure the construction of a ship canal along the 
route of the barge canal upon which there shall be expended 
out of the pockets of the American people more than a half 
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billion dollars, and to make necessary the expenditure of another 
vast sum of money for the construction of a canal connnecting 
Lake Erie and Lake Ontario. Third—the far-reaching, long con- 
tinuing purpose of this proposal is to offer to the Middle-West 
and to the nation as a whole, an outlet to the sea that is no real 
outlet. A ship canal that is no adequate channel of transporta- 
tion, but instead a limited outlet that will retain to New York 
for all time to come the control of the commerce of the interior, 
an outlet that will not make of the Great Lakes ocean ports, that 
will not afford to the Middle-West transportation relief, but that 
will make New York in the future, as it has been in the past, 
the port of entry for the Middle-West, the point or transfer be- 
tween the interior and the ocean, and constitute her as the 
perpetual keeper of the gate—the future controller of the destiny 
of the mid-continent. 

Such is the New York “All-American” substitute proposal 
and such is its purpose. 


XIl—How the Job Can Be Done 


The marooned interior of the United States has laid before 
it two proposals for a connection with the sea. They are—the 
Great Lakes-St. Lawrence Ship Channel and the falsely named 
“All-American” ship canal. One is real—the other is spurious. 
One will bring the ocean to the mid-continent—the other will 
not even bring the relief which it pretends to give—will not 
even bring the commerce of the nation down to the ocean at an 
appreciable reduction of cost. The latter cannot make of the 
Great Lakes harbors ocean harbors in fact and will not give 
to the interior the benefits which nearness to the ocean brings. 
It will leave the interior economically, industrially, and in a 
transportation sense, where it is today. 

There is one solution and only one for the transportation 
problem of the landlocked interior of the continent. Lift the 
Atlantic ocean and bring its benefits into the Great Lakes, make 
the Great Lakes ports actual ocean ports, and the benefits of 
lower sea transportation will reflect themselves back over the 
interior of the continent, will lift the levels of agricultural 
prices, will lower the cost of transportation of manufactured 
goods, stimulate business, induce new manufacturers to spring 
up and will thereby create a new population to be fed from the 
products of the farms of the interior. 

Moving the Atlantic inland a thousand miles will give to 
the continent a new ocean shore line, new harbors, new world 
trade contacts and will stimulate that growth for which the 
natural resources of the continent from the Great Lakes to 
the Pacific are waiting. 

How shall this be brought about? Canada and the United 
States jointly own the boundary waters between the two na- 
tions. These boundary waters are Lake Superior and the St. 
Mary’s River, Lake Huron, the St. Clair River and Lake St. 
Clair, the Detroit River, Lake Erie, the Niagara River, Lake 
Ontario and the St. Lawrence, as far as the northern boundary 
line of New York. 

The ship channel connecting these lakes has been improved 
at the expense of both countries. Treaties have made these 
waters jointly and equally the waters of either nation for navi- 
gation purposes. The American built locks at the Sault Ste. 
Marie, and the Canadian built Welland Canal between Erie and 
Ontario are used by the ships of both nations alike without any 
toll or restriction. 

The St. Lawrence and the canals of the St. Lawrence are 
used by, United States and Canadian vessels on equal terms. 
Ships of the United States have exactly the same rights in 
the St. Lawrence river from the international boundary to its 
mouth as are possessed by Canadian ships. But from the inter- 
national boundary on to the sea, the shores and bottom of the 
St.. Lawrence river belongs to Canada. So-while we have a 
perfect right to navigate the St. Lawrence, a perpetual right 
granted by treaty in 1872, we~must, if we are to undertake 
jointly with Canada in opening the St. Lawrence to ocean going 
vessels, have a treaty with Canada stating the terms and condi- 
tions under which the work shall be done. 

Negotiations for such a treaty are now under way. As far 
back as 1920, United States and Canadian engineers were in- 
structed by their respective governments to make surveys of 
the St. Lawrence river and plans of the necessary dams, locks 
and ship channels. At the same time an interantional Joint 
Commission, created under the treaty of 1909 and having wide 
powers in all matters concerning our international boundaries, 
held hearings throughout the United States and Canada asking 
for information as to the need of such an improvement of the 
St. Lawrence river. The answer was that the expanding busi- 
ness of the middle-west most emphatically demanded the St. 
Lawrence ship channel. On the American side twenty-one States 
have created the Great Lakes-St. Lawrence Tidewater Agsocia- 
tion to represent them and to urge their case before the Ameri- 
can people, and the American Congress and Administration. 
That Association, which has prepared this series of articles as 
a statement of the needs and purposes of the Great Lakes-St. 
Lawrence ship channel, has made a careful study of the eco- 
nomic needs of forty million people in the marooned interior of 
the United States and it has made equally careful study of the 
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benefits that bringing the Atlantic into the Great Lakes would 
confer. These studies of needs and benefits have been placed 
before the Administration and are entered as a part of the record 
of the economic study which the Administration through the St, 


Lawrence Commission of the United States is now making. The | 
joint report of the Army engineers has again been checked up | 
by boards of engineers representing the United States and | 


Canada separately in order that no error either of engineering 
fact or of economic need may be permitted in the final estimates 
of cost and of usable value. 


While the cost figures of these reports are not available 


when this is written, it is certain that the cost estimates already | 


made by the engineers will not be exceeded in the final review 


estimates which are soon to be made public—that in fact, may be 4 


public property before this appears. 

The treaty-making steps still necessary for the two govern- 
ments, after they have agreed upon the engineering needs, are 
to determine how the costs of construction and operation shall 
be apportioned and when the time is opportune, so far as each 
government is concerned, to proceed with the work. After that 


has been done the writing of the actual text of the treaty is a 
simple matter. 


made. Is the United States ready? Are the forty million peo. 
ple of the marooned interior ready? Do they want the Atlantic 
moved inland or do they want to continue for an indefinite 
time to come to pay the tolls which the business and financial 
interests of New York have exacted and are continuing to 
exact? 

If the people of the middle-west are ready, they can make 
their readiness, their desire for action by the United States 
known in no uncertain terms. They can tell their Congressman 
what they want. They can tell their senators what they want. 
Through these regularly constituted channels they can reach 
the ear of the Administration and the President. A demand 
for an immediate understanding with Canada, a demand for the 
immediate construction of the St. Lawrence ship channel will 
not be disregarded in Washington and the Great Lakes St. 
Lawrence Tidewater Association has good reason to believe 
that such a demand will not be denied at Ottawa. 

The interests of the two nations are identical. They have 
the same transportation problems, the same transportation han- 
dicaps, the same products, the same competition from other 
nations in world’s markets. Nature has given them the same 
means of relief. Jointly, they can grasp the opportunity. 
Jointly they can fulfill their great destiny. Jointly, they can 
restore to the interior of the continent the position in world 


trade to which it rightly belongs and can assure to themselves 
growth and prosperity. 


XII—A Look Forward 


Here ends the story. Named by the legislatures of eighteen 
States as the fact-finder and the fact-distributor regarding the 
need of a ship channel direct from the Great Lakes to Europe, 
the Great Lakes-St. Lawrence Tidewater Association has gath- 
ered together and presented to the reader in this series of arti- 
cles the most important facts. It has attempted to tell only 
that part of the story which is necessary to an understanding 
of the real situation. Much remains to be told. 

Your Association, for example, could easily, expand this 
series into twice the present length, merely by answering the 
many misstatements that are circulated regarding the necessity 
for deep-water transportation from the mid-continent to other 
lands and concerning the practicability of the route. 

For example, it is said by the opposition that the St. 
Lawrence route is frozen up seven months in the year. The 
fact is that it is closed for the same length of time as the Great 
Lakes, and that is a period of approximately four months, 
seldom any more. Much has been made by the New York oppo- 
sition of the fact that ice and fogs are to be found at seasons 
of the year on the St. Lawrence route to Europe. The same 
opposition does not mention that the New York route has the 
same ice and the same fogs to encounter. The mid-continent is 
warned by the New York opposition. of the great peril to our 
national commerce, and to our national existence, of sailing 
through the foreign waters of the St. Lawrence. This opposition 
fails to inform its own people, and those of the mid-continent, 
that a ship sailing from the head of Lake Superior to Buffalo 
crosses and recrosses the international border some. twenty 
times, and that as yet, the stars have not fallen. The opposition 
to the St. Lawrence ship channel warns against the danger of 
transferring our port business from New York to Montreal, but 
says nothing about the fact that Cleveland, Toledo, Buffalo, 
Detroit, Chicago, Milwaukee, Superior and Duluth are United 
States ports, and that at these and other Great Lakes ports our 
cargo destined for Europe would load and that such cargoes 
would proceed direct. 

The mid-continent has not as yet heard the last of these 
misleading arguments. They should be valued at what they are 
worth—as propaganda for the purpose of delays—asg stories put 
out to break down the morale of the West, stories intended to 
divide its public sentiment and weaken its demand for the 
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Great Lakes-St. Lawrence Ship Channel so essential to its life, 
growth and prosperity. 

When the official report of the engineers is made, when the 
treaty between the two nations has been prepared and is sub- 
mitted to the senate for approval, this propaganda against the 
mid-continent will be redoubled. Only by knowing the facts 
and only by insistence on the part of the marooned interior, its 
Congressmen and its Senators standing individually and collec- 
tively for such a treaty with Canada—a treaty that will bring 
the ocean inland and that will make it possible for the mid- 
continent to expand its industries, strengthen its agriculture, 
widen its margins of profits, and thereby stimulate its growth— 
only by reason of insistence on the part of the mid-continent 
so informed and so represented, will such a treaty be approved 
and such a treaty cannot come too soon. 

The commerce of the United States as a whole is expand- 
ing. The interchange between section and section is growing. 
The need for more transportation facilities, the need for more 
port outlets is a pressing one. The necessity for better, quicker 
and cheaper connection between the interior and coast is evi- 
dent. With the expansion of our business has come a tremen- 
dous expansion in the carrying of goods. 

Twenty-five years ago the railroads of this country were 
carrying thirteen commodity tons per year for each person; in 
1920 this movement had increased to thirty tons per capita, and 
the rail movement of commodities per capita in 1924 amounts 
to thirty-five tons. 

It is a fact worth noting that the peak of traffic on the 
Great Lakes comes at that time of the year when the railroads 
of the United States and of Canada are the busiest. This hap- 
pens not in one year alone, but season after season. The Great 
Lakes-St. Lawrence Ship Channel is a necessity. It is necessary 
to the economical movement of present-day business. It is 
necessary for the growth of business for the future. It is 
necessary to the development of our unused agricultural, min- 
eral and timber resources. It is necessary to the fullest and 
freest interchange of commerce between the coastal area of the 
country and the landlocked interior. Moving the Atlantic to 
the mid-continent will mean the steady growth and future pros- 
perity of the nation. 

And what about Canada? 

For one hundred years the United States and Canada have 
been at peace. During that one hundred years of peace they 
have steadily developed this great waterway as a means of 
communication for the use of the two nations. Their money 
has been invested in the deepening of channels, the building of 
locks, the construction of canals. Neither has created any 
advantage that the other has not enjoyed. For Canada, the 
problems of transportation are the same as they are for the 
United States. The joint use and joint development of the one 
remaining gap, that will unite the Great Lakes and the ocean 
and that will bring ocean-borne commerce to the shores of 
Ontario, Erie, Huron, Superior and Michigan will create for 
both nations new opportunities—bring new prosperity to their 
millions of people and will make for continued concord between 
Canada and the United States. 

The work of building the Great Lakes-St. Lawrence ship 
channel will require five years. It is a job for steam hammers, 
blasting equipment, and concrete and steel. It will require the 
best engineers of the two nations to direct that job, but improv- 
ing the St. Lawrence ship channel is not as great a task as was 
the building of the Panama. The preliminary negotiations can 
be completed, the treaty signed and approved, and the canal 
built, all within less than seven years, and when done, the ocean 
is moved westward for all time to come. 


More than forty million people now living are concerned in 
whether or not this accomplishment comes in our time or 
whether it is indefinitely postponed. When the forty million 
now living shall have passed on and the number of people living 
in the cities and countryside they once occupied is doubled or 
trebled, the historian of that future day will go back over the 
record and it may well happen that he will not find the names 
of any of us written there, but he will record the fact that in 
the early days of the Twentieth Century the people of the United 
States and the people of Canada joined hands, swept aside the 
doubts and suspicions and selfishness that tended to divide 
them, and that together they built a channel that connected the 
Great Lakes and the Atlantic, moved the seas of the world into 
the heart of the American continent, gave to that great conti- 
nent a new ocean and gave to the people of that continent an 
opportunity to develop their full resources. And this historian 
will remark that in place of the ships and guns that have 
divided nations since the beginning of time these two great 
nations chose to create along their frontiers the greatest inter- 
national highway of commerce the world had ever seen to be 


for all time to come a token of the peace and friendship between 
their peoples. 





OCEAN-BORNE COMMERCE 


American vessels in the nine months ended with September 
carried 33.4 per cent of domestic exports, and 30.5 per cent of 
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imports, by value, in the foreign commerce of the United 
States, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. In the corresponding 
period last year the percentages were 34.6 and 31.9, respectively. 
In September American vessels carried 34.8 per cent of exports 
and 28.1 per cent of imports. 


SHIPPING BOARD ACTION 


The Traffic World Washington Bureau 


The Shipping Board voted November 30 to continue con- 
sideration of the proposals it received for acquisition of the 
United States Lines and the American Merchant Lines for a 
period of two weeks, at the close of which final action will be 
taken. The board said that, although a number of proposals 
contemplating operation of the United States Lines under char- 
ter had been received, no actual bids for purchase or charter 
of the line in accordance with the board’s advertisement for 
bids had been received. 

A report submitted to the board by President A. C. Dalton 
of the Emergency Fleet Corporation indicated that the United 
States Lines had shown a profit of $1,622,896.01 on operations 
in the period May 1 to October 31, 1926. This was the first 
time this line had shown a profit over so long a period. In 
October the operations of the line resulted in a total profit of 
$132,965, and, since the budget provided for a loss of $79,388, 
there was a surplus of $212,353 for the month. 

The Leviathan reported a profit of $8,540, whereas the 
budget estimated a loss of $61,045 for the voyages made in the 
month. The total revenue exceeded the estimate and the total 
expenses were considerably below the amount expected. Profits 
shown by the other vessels in October were as follows: George 
Washington, $14,008; President Harding, $53,012; Republic, 
$17,509; and the President Roosevelt, with two terminations 
at New York in the month, showed $7,684 profit for the first 
voyage and $32,212 for the second voyage. 

The report received from Mr. Dalton stated that in prac- 
tically all recent voyages of the United States Lines ships, 
reduced operating expenses stood out as a feature. While there 
were no particular items of expense which showed material 
reduction, there was a general downward tendency in the charges 
for food, stores, and equipment, fuel and other expenses. 

In October the American Merchant Lines terminated four 
voyages in New York with a net loss of $2,547. The budget 
estimated an average of 4144 voyages a month, with a total loss 
of $30,334. 

The Shipping Board approved the sale of two tankers now 
laid up and authorized the Emergency Fleet Corporation to 
readvertise for sale nine others which had been advertised. 
The sales of the tanker Kekoskee to the Richfield Oil Company 
for the sum of $393,575 and that of the Dardford to James C. 
Brady for the sum of $340,152 were approved by the board. 
On recommendation of its ship sales committee the board voted 
that bids be made available at noon on December 9. Under 
the invitation now sent out, bids are requested on the Dan- 
nedaike for purchase and conversion to Diesel propulsion. The 
other ships offered are as follows: Darden, Inspector, Kishaco- 
quillas, Kehuku, Romulus, Cabrille, Lilmae, and Gladsbee. 

The board rejected an offer received from the International 
Crusaders, Inc., for the purchase of the S.S. Agamemnon for 
the sum of $100,000 cash. It was proposed by the bidders that 
the ship should be converted for use as a cruising ship to dis- 
play American-made goods in various parts of the world. 

Approval of the sale of steamships Lake Ellerslie and Lake 
Inglenook for the sum of $66,000 to the New England, New 
York, and Texas Steamship Corporation was also announced by 
the board. The board also approved the sale of the S.S. West 
Africa to Doptoglou Brothers of New York for $25,000. 

The Lake Ellerslie is a vessel of 4,261 deadweight tons and 
the Lake Inglenook is of 4,155 deadweight tons. Both ships 
are typical deep draft lakers, equipped with triple expansion 
engines 1425 IHP and Scotch boilers. They are at present laid 
up at New York. The West Africa is a typical deep draft coal 
burning laker of 4,155 deadweight tons equipped with a triple 
expansion engine of 1060 IHP and two Scotch boilers, designed 
to steam at 83% knots on 24 tons of coal a day. She is the only 
coal-burning laker of the larger class, all the rest having been 
included among those sold for scrapping. 


OCEAN RATES TREND LOWER 


The Traffic World New York Bureau 


Following the brief spurt last week, the full cargo market 
has resumed a declining tendency. The volume of coal fixtures 
has decreased considerably for future shipment and new busi- 
ness in grain and cotton has been insufficient to take up the 
excess vessel space. Rates for immediate loading continue 
high, but quotations several weeks in advance show a progres- 
sive weakness. The drop in the number of charters is at- 
tributed to the wide spread between the rates asked by ship- 
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owners and those offered by shippers, due to different points of 
view on the future of the market. 

The coal.demand in the last few days has been better to 
South America and the Mediterranean than to the United King- 
dom. British industries, apparently, are hopeful that greater 
output at the mines following the end of the strike will take 
care of local requirements in the next month or two. More 
time will be needed to accommodate the export trade. Several 
steamers have been fixed for Rio de Janiero at rates varying 
from $7.50 to $6.75 a ton, depending upon the date of loading. 
Coal fixtures for Italy have ranged from $6.50 for early Decem- 
ber to $6.00 for the last half of the month. Present indica- 
tions point to lower rates for later positions. 

The grain has been slightly more active at declining rates. 
Among the latest fixtures have been vessels from Atlantic ports 
to the Adriatic at 31 cents a 100 lbs., to Rotterdam at 25% 
cents and an option of three continental ports at 2614 cents. 
A coal fixture from Hampton Roads to the United Kingdom was 
closed at 20 shillings a ton. 

Additional vessels have been placed fn the Gulf-River Plate 
lumber trade around $22.00 a 1,000 feet, which is a substantial 
decline from previous high levels. The time charter market 
remains dull, pending a readjustment of the ideas of both 
owners and shippers to the changed conditions in the full 
cargo situation. 

The policies of the Shipping Board in keeping in operation 
the 92 additional vessels taken from the idle fleet in the last 
three months have an important bearing on the future of the 
ocean freight market. A report of the Bureau of Information 
of the board on December 1 showed 326 cargo ships in service. 
This total includes the ships assigned by the board since July 
1 for the emergency movement of grain, cotton, flour and 
tobacco. It is stated that the board will not withdraw the 
extra ships until it has become obvious that rates are more or 
less stabilized and the vessels are no longer needed. With the 
existing large movement of export commodities, the board is 
convinced that all the ships running are necessary to maintain 
continuous service and to keep the rate levels from rising 
immoderately. 


It is unofficially announced that the board has gone into the 
rate situation thoroughly, and that no further advances are 
warranted at this time. At a recent meeting, when this sub- 
ject was discussed, the chairman announced that the board will 
act to prevent any changes in tariffs which would be detrimental 
to American farmers, manufacturers and shippers. 


Meanwhile announcement has been made by the Black 
Diamond Line, operators of the American Diamond Line for 
the board, that arrangements have been completed for the 
allocation of additional tonnage to meet the increasing demands 
of the service between North Atlantic ports and Antwerp and 
Rotterdam. The fleet now has ships aggregating 100,000 dead- 
weight tons, and with the extra vessels will total 138,000 tons. 
This will permit sailings every nine days from New York to 
Rotterdam instead of every twelve days, while the service from 
Baltimore, Boston and Hampton Roads will be improved from 
fifteen to ten days. 


Merchandise of Mexican manufacture, not subject to export 
duties, will not pay maritime traffic dues, according to a decree 
amending the existing law. Other cargoes are subject to a 
maritime, charge of five centavos per ton or fraction thereof. 
Coastwise traffic in national bottoms is not subject to the 
charge. By special provision, the charges which have become 
due since September 29 are allowed to liquidate under the new 
decree, 


A communication to the Department of Commerce from 
Assistant Trade Commissioner Mann at Alexandria, Agypt, says 
a general increase in freight rates from Egypt has been an- 
nounced by the Alexandria Freight Conference, composed of 
steamship lines operating vessels between Egypt and the United 
Kingdom. Rates to the United States were increased 25 
per cent, while those to the United Kingdom were increased 
50 per cent. 


The Delaware and Raritan Canal will be closed December 
21, unless earlier by ice. All boats using the waterway after 
that date will do so at their owners’ risk, so far as damage by 
ice, or from detention, is concerned, according to an announce- 
ment from the canal officials. 


Navigation will be closed for the winter on the St. Law- 
rence, Lake Ontario and Lake Erie about December 1, when the 
buoys, lights and fog signals operated on these waters will be 
withdrawn for the season, according to announcement by the 
Lighthouse Service and the Coast and Geodetic Survey of the 
Department of Commerce. 

J. R. Fitzgerald, agent of the American-Hawaiian Steamship 
Company, has sent to shippers a circular stating that, owing 
to extremely heavy offerings, many of the trans-Atlantic lines 
were unable to accommodate all shipments and that the com- 
pany was experiencing difficulty in arranging space for trans- 
shipment business destined for United Kingdom and Continent 
ports on through bills of lading. 
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O’CONNOR ON MERCHANT MARINE 


In an address December 2 at New York before the Propeller 
Club, Chairman O’Connor, of the Shipping Board, discussed the 
“reaction obtained by the Shipping Board at hearings recently 
a as many of the important cities of the United States.” 

aid he: 


We asked generally at the meetings held throughout the United 
States this question: ‘‘Do you wish the American merchant marine 
to be abandoned?’’ The answer was a chorus of “No’s.” We asked, 
“Do you believe in government ownership or private operation?’ 
And the answer was, ‘‘We believe in private operation.’’ And the 
answer of the board was, although not expressed, ‘‘So do we.’’ We 
then found ourselves in the position in which we expected to find 
ourselves. We are backed, as far as we can ascertain it, by a 
national desire to keep the American flag on the ocean but to entrust 
the administration of the merchant marine to private operators when 
that becomes possible,—meanwhile to be operated by the government 
as provided in the merchant marine act. 

The job is to find private operators who are willing to buy. The 
fact is that private operators who might be buyers are so thoroughly 
familiar with our problems and with our ships and with the ships 
of foreign competitors that there is no information which they desire 
which they do not already possess. The one thing that they know, 
and that we know, is that some of our ships, however cheaply they 
may be sold, cannot be made to pay under present conditions. 

There are two methods, and two methods only, under which these 
ships can be made profitable in the near future. The first method is 
a matter of congressional policy, and is not a subject for me to dis- 
cuss or develop with you. The board is required to make recom- 
mendations to Congress, and that we shall do. The method of which 
I speak relates to the subject of indirect aids given by the United 
States government to privately-owned ships, and as I have said, this 
matter must be determined by Congress. The advice and recom- 
mendations of the Shipping Board may be rejected or they may be 
accepted, but on the ist of January we shall report to Congress and 
give to them our best ideas on the questions presented. 7 

The second method by which private ownership of American 
shipping can be accomplished relates to a matter utterly beyond the 
control of Congress and equally beyond the control of the Shipping 
Board. I refer to the use of American ships by American importers, 
and this matter is exclusively within the hands of American business 
men. Bulk cargo, as you well know, is not likely to be profitable 
and package freight is sure to be profitable. By way of example: 
During the last three or four months manufactured articles have been 
imported from Europe for the American holiday trade. These articles 
are expensive and in their value is represented an enormous amount 
of very skillful labor. The freight rates on these articles are high. 
If the American business man who imported these articles had 
specified that they be consigned in American bottoms, and would 
continue to so specify, that action alone would probably insure the 
profitable operation of every ship maintaining a service between our 
Atlantic ports and the ports of Continental Europe. 

If our importers would insist that the products imported to this 
country from Leeds, Manchester and Glasgow be consigned in Amer- 
ican bottoms, I have not the slightest doubt that our services with the 
United Kingdom would all be profitable. 


COOLIDGE AND MERCHANT MARINE 


President Coolidge has seen no reason to change his views 
on the subject of the merchant marine, it was stated at the 
White House November 30. It was said that the President had 
no new shipping policies. Conditions, of course, it was said, 
might lead the President to make a change in his policies, but 
nothing thus far had come to his attention that indicated a 
change was necessary. It was made plain that the President 
did not wish his views on the merchant marine and the course 
pursued by the Shipping Board to be confused. The board, it 
was said, under the law, had the responsibility—that it was 
more or less independent of the executive and more or less 
responsible to Congress. The President would always be glad 
to cooperate with the board, but the latter had to make its 
decisions, it was said, and assume the responsibility for them. 
The President knew that hearings had been held by the board 
on the subject of the merchant marine and that the board had 
advertised lines for sale, and that progress was being made 
toward liquidation of the government’s shipping property. No 
opinion was expressed as to suggestions for a definite form of 
government aid to shipping and for a replacement program 
under which the government would aid in the building of new 
ships. 


THE SHIPPING SITUATION 


“Cotton shipments from the United States, which consist- 
ently stand out as our largest single export, have taken an 
exceptionally important place in their effect on shipping this 
year,” says the bureau of information of the Shipping Board in 
a weekly review of the shipping situation prepared for the trans- 
portation division of the Department of Commerce. Continuing, 
the bureau says: 


This has been brought about by three causes: The exceptional 
size of the crop, most recently estimated at 18,399,000 bales; the 
increased European buying, which has been stimulated by lower 
prices; and the diversion of foreign tonnage, usually in the cotton 
trade, to the coal trade. 

The Shipping Board at the present time is devoting much of 
its attention to the current high requirements of South Atlantic 
and Gulf ports for ships in which to move the cotton crop. Nor- 
mally, from these ports a total of 105 government vessels are opelr- 
ated; but with the board’s program of assigning extra ships for this 
and other trades, there are now 177 vessels running out of these 
ports. The principal use of both extra and regular vessels is for 
the transportation of cotton. In some cases shipments are delayed 
because of the rapidity with which the crop is being made ready for 
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market, but in all cases, when tonnage is available, cargoes are 
loaded immediately. . 

In the cotton trade this year, according to figures for September 
and October (the latest available), the Shipping Board vessels oper- 
ating out of the South Atlantic and the Gulf carried approximately 
50 per cent of the cotton shipped from those ports, carrying in 
September a total of 304.877 bales and in October 507,965 bales. As 
the demand for Shipping Board tonnage has since continued in 
volume at least equal to that of October, there is every evidence 
that the percentage of the cotton shipped during the current month 
in Shipping Board ships has been as great as in September and 
October, and perhaps greater. 

Although the greater part of the 72 extra ships now in service 
on the South Atlantic and on the Gulf routes are assigned to the 
cotton trade, the board also has about 20 other ships which have 
been assigned to special service in the grain, lumber, and tobacco 
trades. Most of these ships have been taken from the government’s 
laid-up fleet and reconditioned for service at costs ranging from 
$10,000 to $35,000 per ship. The last 10 of the total 92 are now 
undergoing survey and general reconditioning and are expected to 
put to sea early in December. 

If the demand for tonnage increases or continues in amount 
equal to that now apparent, the entire number of the extra vessels 
will be kept in operation; and if there appears need for even more 
ships, the board will consider taking more ships out of lay-up. 


BOARD WARNS BOYS 


Complaint that an organization calling itself a part of 
the “Merchant Marine Service” is obtaining money from young 
men desirous of going to sea on American merchant vessels on 
promises to assist them in obtaining positions, have been re- 


ceived by the Sea Service Bureau of the Shipping Board, which 
says: 


The complaints, most of them coming from boys, state that 
their writers have each paid $2.50 to individuals claiming to repre- 
sent the merchant marine service with the understanding that they 
were to receive information as to how they might secure positions. 
The boys were obviously misled by the advertisements, as all they 


received for their $2.50 was information as to where to apply for 
positions. 


The Shipping Board maintains an organization for assisting 
young men wishing to follow the sea as a profession. This may be 
addressed as “United States Shipping Board, Sea Service Bureau, 
Navy Building, Washington, D. C.,’’ and it is suggested that boys 
seeking information looking toward employment on shipping board 
vessels should correspond direct, rather than dealing with any 
unauthorized persons having no connection with the board. 


RIVERS AND HARBORS CONGRESS 


An appeal for those opposed to regulation of transporta- 
tion agencies operating on the waterways or the. highways to 
stand together was made this week in a statement issued by the 
National Rivers and Harbors Congress in connection with its 
annual meeting to be held in Washington next week. In the 


statement, which referred to a bulletin issued by the organiza- 
tion, the following appeared: 


The bulletin points out that the question of tolls for the use of 
highways and waterways and regulation of both by the Interstate 
Commerce Commission is being steadily pushed to the front. A bill 
for the regulation of motor vehicles is pending in the Senate and the 
Interstate Commerce Commission is preparing to recommend legisla- 


tion on the subject based upon the hearings recently held throughout 
the country. 


The interstate commerce act was a necessity, because the rail- 
roads, with their network of connected lines covering the whole 
country, held in their hands the power of economic life or death both 
for individual businesses and for cities. Neither motor trucks, river 
steamer, lake vessels, intercoastal steamships, nor all of them put 
together, have any such power today. 


1 who are opposed to regulation of waterways are urged to 
stand whole-heartedly with those who are opposing the regulation of 


highways, because, if one is secured, a fight for the other will at 
once be made. 


It is urged that no regulation of either highways or waterways 
is needed at this time, and, if and when the time comes that it is 
needed, control should be given only to men who know, by pratcical 
experience, the difficulties and problems that have to be met—which 
are entirely different from those to be found on railways. 


TRIAL TRIP OF MOTOR SHIP 


The motor ship West Honaker, the second of the Shipping 
Board vessels assigned for Diesel conversion to be made ready 
for sea, sailed from Boston on her trial trip November 29. Sub- 
sequently, it is expected that she will be sent to the South 
Atlantic to load cotton for United Kingdom ports. The ship will 
Probably load with 20,000 bales of cotton. The West Honaker, 
prior to her conversion, was a vessel of 8,366 deadweight tons. 
Since Diesel conversion, her deadweight tonnage registers 7,957. 
She was built by the Los Angeles Shipbuilding and Drydock 
Company and delivered in December, 1920. Diesel engine instal- 
lation was performed by the Bethlehem Shipbuilding Corpora- 
tion, Quincy, Mass., the work having been done at Fore River. 
The sailing of the West Honaker ‘will follow closely upon the 
sailing of the Motorship Tampa, the first of the Shipping Board 
vessels to undergo Diesel conversion. The Tampa sailed from 


Savannah, November 22; with 21,950 bales of cotton consigned to 
Bremen, Germany. 





PARCEL POST REGULATIONS 
W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Pursuant to an agreement between this department and the 
Postal administration of the Dutch West Indies, effective January 1, 
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1927, senders of parcels exchanged between the United tates and the 
Dutch West Indies will have the option of attaching a single customs 
declaration to only one parcel comprised in a shipment consisting 


of any number of parcels mailed simultaneously by the same sender 
to the same addressee at one address. 


Effective at once the following transit rates will apply with respect 
to parcel-post packages addressed for delivery in Persia via the Haifa- 


Baghdad motor service: 1 to 3 pounds, $1.32; 4 to 7 pounds, $2.04: 8 
to 11 pounds, $2.76. 


The postage and transit charges must be prepaid by postage 
stamps affixed to the parcels at time of mailing. 


” The above modifies the transit rates shown under the item 
Parcel post service to Persia via Haifa-Gaghdad motor service,” 
published in Postal Bulletin of September 27, 1926. 


Pursuant to an agreement between this department and the posta) 
administration of Bermuda, effective January 1, 1927, senders of 
parcels exchanged between the United States and Bermuda have the 
option of attaching a single customs declaration to only one parcel 
comprised in a shipment consisting of any number of parcels mailed 


simultaneously by the same sender to the same addressee at one 
address. 


PANAMA CANAL TRAFFIC 


In the first fifteen days of November, 222 commercial ves- 
sels and 11 small non-seagoing launches transited the Panama 


Canal, and tolls collected amounted to $975,990.39, according to 
the Panama Canal Record. 


SUBSIDY FOR SHIPS URGED 


The National Merchant Marine Association, in a bulletin 
discussing the information obtained by the Shipping Board at 
its recent nation-wide hearings on the merchant marine, said: 


As private companies can undoubtedly operate vessels more 
economically than the government, could not the amount which the 
American public is willing to pay annually to support an American 
merchant marine and which is now being appropriated for the sup- 
port of the lines operated by the government, be more profitably 
applied and more in conformity with the sentiment of the American 
people if it applied to offset the lesser operating losses of the vessels 
under more efficient and economical operation by private concerns? 
In other words, would not the same amount of money that is now 
being appropriated go a longer way towards promoting an American 


merchant marine under private ownership than under government 
ownership? 


BRITISH PORT CONDITIONS 

Suggestion that a committee of inquiry be appointed to in- 
vestigate the conditions at British ports from every angle, with 
a view to removing certain unfavorable factors which now exist 
and to improving the position of the British shipping trade is 
contained in the report of the British Traders’ Coordinating 
Committee on Dock Charges, according to advices to the De- 
partment of Commerce from Assistant Trade Commissioner H. 
A. Burch, at London. The committee was appointed at the end 
of 1921 for the purpose of obtaining reductions in costs and 
charges at British ports. Its report, just issued, contains com- 
parative port charges in the United) Kingdom and on the Con- 
tinent, together with comment concerning the findings of the 
committee. 

The committee acknowledges the fairness with which Brit- 
ish port authorities have made their representations, and is 
satisfied that no reductions in the general level of charges can 
be made at present. The high cost of handling goods in port 
has now been investigated by the committee with traders, and 
it is stated that the necessity is apparent for a complete inves- 
tigation into the causes of higher costs and diminished services 
at British ports as compared with continental ports, in order 
that remedies may be found and applied. 


TRANSPORTATION COORDINATION 


“The time has now come when we must consider the prob- 
lem of transportation as a single unit, in which the waterway, 
the railway and the airway should be merely co-ordinate parts 
of a single service, that service being to transmit goods or 
passengers to their destination as and when desired,” said 
Alexander V. Dye of the Department of Commerce in an adlress 
December 3 before the Chamber of Commerce of Des Moines, 


Ia., on “The Coordination of Transportation.” Continuing, he 
said: 





For those which must go more swiftly, the faster and more ex- 
pensive means of transportation should be used, for those in which 
cost is a greater factor than the element of time the slower and 
cheaper means of transportation may be used. Other factors enter 
into the situation due to the fact that in many parts of our country 
there is no choice because only one or two means of transportation 
are available and if goods are to be transported only short distances 
they are limited to the means at hand. Even in such places, however, 
if goods are to be moved a long distance from the point of origin the 
problem immediately arises, where and how best to transfer these 
goods to the most efficient means of transportation. 

We are already recognizing this principle of lower pay for slower 
service in the different telegraph rates for night letters and deferred 
cables, decreased rates for night telephoning, increased postal rates for 
air mail, and higher rates for express as compared to freight rates. 

The chief difficulty confronting this rather ideal way of dealing 
with the transportation problem lies in the fact that our various sys- 
tems of transportation have been built up by private individuals and 
corporations with their own private funds and with the chief idea in 
mind of establishing on a competitive basis a service which would 
po nt traffic and, consequently, greater dividends for their stock- 

olders. 


At a certain period in our history we have probably laid undue 
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emphasis on the idea of competition, particularly among carrier 
systems, but lately we have come to a realization of the principle that 
competition, like all other things, is good only in moderation and that 
the chief principle which must prevail is the greatest good to the 
greatest number. 


The oldest system of transportation in the United States was that 
of inland waterways. Up to 1870 steamboating on our inland rivers 
was the chief means of communication. About fifty years ago, how- 
ever, competition with railways drove traffic from the inland water- 
ways because with the old flat bottom boats drawing only two or 
three feet of water they could not compete economically with rail- 
ways. There is a movement now on foot, however, to revive the use 
of inland waterways but its revival will probably depend on the 
establishment of an entirely new basis of coordination and coopera- 
tion with other systems of transportation rather than on a purely 
competitive basis. 


In this process of coordination the activities of the government 
inevitably play a part. This can be best illustrated by the develop- 
ment of the motor trucks and their relation to the railways, and which 
may possibly point to a solution of the problem of coordination of 
the development of inland waterways and their relation to the rail- 
ways. The tremendous increase in the use of automobiles forced an 
equally great increase of highway construction to accommodate the 
automobile traffic. These highways once being established, it was a 
simple step for persons to begin hauling both passengers and goods 
for hire, utilizing the highways which had been paid for out of the 
public taxes. Consequently, when the large increase in passenger 
traffic and earnings which would probably have been the legitimate 
expansion of the railways, was diverted to the automobile and bus 
traffic and when the motor truck began to cut into the freight earn- 
ings of the railways, the charge was made that the reason the motor- 
bus and motor truck could compete so successfully was because they 
had no item of expense of maintenance of highway or track replace- 
ment in their budget, which was paid for by all the taxpayers. How- 
ever, they quickly perceived the obvious answer, which was that 
inasmuch as the highways were paid for by all they were free to all, 
to the railways as much as any one else, and the railways have gone 
into the operation of bus and motor truck lines in conjunction with 
their own railways and are thus able to move certain classes of short 
distance package freight at a better profit to themselves and better 
service to the public. 


Much in the same way it is probable that the development of 
inland waterways and their coordination with the other systems of 
transportation will come about through governmental activity and 
when they are developed they will be open to the use of all. The 
chief factor, however, in their ultimate use will doubtless be the 
effectiveness with which they are linked up with railway transporta- 
tion by means of joint rail and water rates, smooth and efficient con- 
— with the railways and particularly adequate terminal facili- 
ties. 


The Bureau of Foreign and Domestic Commerce, of which a dis- 
trict office has been recently established in Des Moines, is particularly 
concerned with the export trade and it is in connection with the ocean 
borne export trade of the United States that the city of Des Moines is 
particularly concerned. We shall visualize this question of water 
transportation more easily if we remember that at the present time 
it costs generally speaking $20 to $30 to transport 1,000 bushels of 
wheat 1,000 miles on the high seas, from $60 to $70 on a modern 
equipped Mississippi barge and from $150 to $200 by rail. If it were 
possible for ocean going liners to proceed up our rivers to Kansas 
City and Minneapolis, the advantage of water transportation would 
be obvious. This is, of course, not possible nor feasible and the ques- 
tion therefore resolves itself into one of depths of channel which may 
be considered practical and feasible. Our engineers advise that given 
an appropriation of $20,000,000 per annum extending over the next six 
years it would be feasible to complete a depth of nine feet connecting 
Chicago and Pittsburgh with New Orleans and depth of six feet up 
the Missouri to Kansas City and six feet through the upper Missis- 
sippi to the Twin Cities. Other great arms of this system can be 
created up the Tennessee, the Cumberland, and the Arkansas rivers. 
We should thus have a consolidated system having in its reach about 
twenty states directly connecting by water transportation the central 
heart of the United States with foreign countries. This would not 
admit the larger ocean liners but it would admit seagoing boats on the 
greater depths and sufficiently large boats to make transportation 
economical by water on the other reaches of our inland waters. 


The Great Lakes-St. Lawrence waterway contemplates a deeper 
channel than that of the rivers of the central basin, the depth in this 
case to be twenty-five feet, sufficient to allow large ocean liners to go 
to the head of the Great Lakes. 


When these two systems shall have been completed, there 
will be a network of some 9,000 miles of waterways connecting the 
interior of the United States with foreign markets as well as the 
other points on the system. Obviously the steamboats and barges 
which are to ply on these waterways are limited to the waterways 
themselves and their natural feeders will be the railways and high- 
ways. The usual trucking range as against rail haul is at present 
considered as about thirty to thirty-five miles. This would give a 
fringe of some thirty miles on each side of these waterways where 
the coordination with truck haulage should take place. With this 
-coordination of waterway, railway and highway our export trade 
should be greatly strengthened as against foreign competition. 


A further coordination which is now appearing on the horizon, 
both figuratively and literally, is the service of aviation. This is the 
swiftest and most expensive system of transportation yet devised and 
like the waterway and the highway must be developed under govern- 
ment supervision because the right of way, i. e., the air lanes and the 
landing fields must be established by collective activity for the com- 
mon good of all. 


In this field again there comes in the question of classification 
and coordination of merchandise, along the line of desired speed of 
delivery. A survey of European aviation discloses that no one com- 
modity can be singled out as particularly adopted for air traffic. In 
one country shell fish is the main commodity carried. In another it 
is flowers. In still another heavy machinery is the main item. In 
another it is the latest fashions in women’s clothes. The one deter- 
mining factor is the speed with which the articles are desired. 

It would seem, therefore, that the ideal transportation system 
would be one which could accept any and all kinds of merchandise 
for transmission in any way the shipper desired. If he designates 
the swiftest method and is willing to pay the cost it would be sent 
that way no matter what its bulk or weight. If he designates the 
slowest and cheapest he should be accommodated. 

While all this is slightly ideal it is only slightly so as the idea of 
coordination in transportation methods is constantly growing and 
much has already been accomplished, enough to point the way 
definitely in that direction as the goal of the future. 
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RAILROAD MOTOR TRANSPORT 


That railroad men must discontinue thinking of themselves 
as railroad men and substitute the thought that they are trans. 
portation men, was the way R. H. Newcomb, assistant to the | 
vice-president of the New Haven, summed up the spirit and 
import of the meeting of the Railroad Motor Transport Con. 
ference held in Chicago December 1 and 2. Mr. Newcomb was 
elected secretary-treasurer of the organization. 

The first day was taken up with a discussion of passenger 
problems, a business meeting, and a dinner in the evening | 
N. D. Ballantine, assistant to the president, Seaboard Air Line, 
was in charge of discussion of the rail-motor-car section and 
T. B. Wilson, supervisor of transportation, Southern Pacific, led 
the discussion of the passenger section. Other speakers were 
X. H. Cornell, general manager of the Alton Transportation 
Company; R. A. C. Henry, director of the Bureau of Economics, 
Canadian National; and E. Wanamaker, electrical engineer,| 
Cc. R f= PB: 

At the dinner in the evening T. C. Powell, president of the) 
Cc. & E.I., and J. M. Van Doren, vice-president and general coun.” 
sen, C. & N. W., spoke on motor transportation. Mr. Powell! 
said the short-line railroad had proved unremunerative in nearly 
every section of the country and that the railroads would have 
to supplement their present service with store-door delivery by 
motor truck and local passenger service with the passenger bus.’ 
Mr. Van Doren said the greatest problem of the railroads was? 
the unremunerativeness of branch lines being operated for rea. 
sons other than their revenue productiveness. 


The subject for the second day was motor truck transporta.| 
tion. Those who spoke on this subject were as follows: Ber.) 
nard Allen, bureau of economics, Canadian National; M. J. Feron,/ 
assistant vice-president, Chicago & North Shore; D. Crombie, 
chief of transportation, Canadian National; F. H. Hammill, 
until recently vice-president of the Rock Island; and C. T. Rip- 
ley, chief mechanical engineer, Santa Fe. One of the points 
brought out in the morning session was that the studies of the) 
Canadian National and the Canadian Pacific in Montreal, Que) 
bec and Winnipeg seemed to indicate that store-door delivery) 
service (which has been furnished by the Canadian roads forf 
some time) is best handled by the horse-drawn vehicle. The 
representatives of the Canadian roads said comprehensive stué- 
ies carried out by the Canadian carriers showed that 90 per 
cent of the deliveries were made within a radius of 1.6 miles 
of the freight station and 70 per cent of the deliveries wer | 
horse drawn. : 


The result of the election was as follows: Chairman, A. P.) 
Russell, vice-president, New Haven; first vice-chairman, T. BE 
Wilson, superintendent of transportation, Southern Pacific,” 
second vice-chairman, G. C. Woodruff, assistant freight traffic) 
manager, N. Y. C.; third vice-chairman, N. D. Ballantine, assist: ) 
ant to the president, Seaboard Air Line; secretary-treasurer,| 
R. H. Newcomb, assistant to the vice-president, New Haven; |” 
executive committee: G. W. Lupton, assistant to the vice-presi- | 
dent, Santa Fe; C. S. Lake, assistant to the president, C. & 0:77 
H. T. Fritch, passenger traffic manager, B. & M.; R. N. Valy 
Doren, vice-president and general counsel, C. & N. W.; J. 07 
Drew, vice-president, Missouri Pacific; A. Hatton, transporte |” 
tion department, Canadian National; and W. L. Campbell, assist: 7 
ant to the vice-president, Erie. ‘ 

The executive committee, in accordance with plans laid 4 
previous meetings, presented a report relative to affiliation with] 
the American Railway Association. It recommended that the 
chairman be empowered to wait on the American Railway Ass0 
ciation with a proposal for affiliation as one of its departments. 
The report included correspondence with President Aishton 
the subject, in which Mr. Aishton had indicated the timelines 
and desirability of the railroads making some formal study 0 
the motor transportation field. The report of the committe 
was adopted. ; 

The next meeting of the organization will be held at Sa 
Francisco some time in April. 
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MOTOR VEHICLE INVESTIGATION 


In a brief filed in No. 18300, Motor Bus and Motor Trud Fy 
Operation, the Department of Public Works of the state /— 
Washington said it was its view that there should be a national 

law regulating the operation of interstate common carrier pa 

senger and freight motor vehicles. It said the enforcement ? 

such an act should be vested as far as possible in the sever 

state commissions acting jointly; that there should be an appeal 

to the Interstate Commerce Commission when the state Col F 
missions were unable to agree upon any matter submitted for ’ 
their joint action, and that the Interstate Commerce Commissi! FF 
should be authorized to act for any state commission that It 
fused to participate in joint action. Operations should be dt 
vided into two classes, the department said. One should b 
defined as “between fixed termini and over a regular route,” ant 
the other as “anywhere for hire service.” The first class, tH 
department said, should be required to show convenience #! 
necessity before being authorized to operate. The second shoul! 
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be issued a permit as a matter of right upon full compliance 
with the provisions of the act, it said. 

in its brief, urged the Commission to recommend for enactment 
the proposed bill submitted in the hearings by S. A. Markel rep- 
resentinng the motor bus division of the American Automobile 
Association, providing for regulation of motor vehicles engaged 
in carrying passengers in interstate commerce. The brief dealt 
jin detail with the various provisions of the bill. Some changes 
in the measure were suggested, but in the main the association 
indcated approval of the bil. 


READING BUS OPERATION 


“Js it unlawful for a railroad voluntarily to supply intrastate 
transportation at a loss?” is the question that has been pre- 
sented to the Commission in No. 18968, Schuylkill Railway Co. 
et al. vs. Reading Company, according to John E. Benton, gen- 
eral solicitor of the National Association of Railroad and Utili- 
ties Commissioners. (See Traffic World, November 27.) After 
reviewing the allegations of the complaint, Mr. Benton, in a 
bulletin to members, says: 


Hon. Ivan Bowen, of Minnesota, declared before the convention at 
Asheville the other day, in substance, that no lawyer is skillful enough 
to draw an act giving the Interstate Commerce Commission regulation 
of interstate motor vehicles under which that Commission will not 
finally assert and exercise power affecting intrastate transportation. 
In this case it is asserted that the Commission may do that now, in 
a case such as this, under the expansive provisions of the transporta- 
tion act. 

Probably the Commission will not assert power to require a cer- 
tificate of convenience and necessity before a bus line may be operated, 
even though owned directly or indirectly by a rail carrier, until and 
unless the Congress shall have made some express grant of power 
to it, but it is nevertheless interesting to note that it is now asked 
to do that very thing. ; 

The most interesting feature of this novel proceeding, however, 
is that the Commission has finally been asked, in a discrimination 
case under section 13, to order a railroad to do something it does 
not want to do. The transportation act amendments to section 13 
forbid railroads to discriminate against interstate commerce, but be 
to this time those amendments have been used to secure orders whic 
the railroads desired to have made, which orders, though in form 
mandatory as against the railroads, have been designed to free the 
railroads from obligation to conform to state statutes and commission 
orders. This case, however, has the appearance of a bona fide appeal 
to the I. C. C. to order a railroad to cease doing something it wants 
to do in the way of supplying intrastate service at less than cost. 

Of course, the complainants have not brought this action for the 
protection of the public against the discrimination which they charge. 
Their purpose is to stop the operation of certain alleged unprofitable 
trains, so that they may have the chance to transport those who 
now travel thereon; and they want to keep Reading busses off the 
highway so that they may be free from their competition. This is 
all quite natural, but that does not make the case any less interesting, 
or, I might add, ‘any easier for the Commission to dispose of. 


ACTION OF MARKET OFFICIALS 


; The changes being wrought by the motor truck in feeding 
city populations and the present day efficiency of the railorad 
were emphasized in the report of the committee on transporta- 
tion, read by H. E. Crouch, of the New York Department of 
Farms and Markets, at the eighth annual meeting of National 
Association of Market Officials in Chicago November 29. H. D. 
Phillips, chairman of the transportation committee, was absent. 

The report surveyed the work of the railroads in the last 
few years and commended their efficient handling of the record- 
breaking movement of the last year. The spirit of cooperation 
on the part of the railroads and the shippers through the agen- 
cies of shippers’ advisory boards and other such organizations 
received credit for the records of recent years. 

It was stated that the motor truck and the state road were 
having an important effect on city marketing through the en- 
largement of the territory surrounding the population centers 
from which daily supplies might be drawn over night. It was 
pointed out that before these agencies came into existence, the 
territory around a large city which could market its produce 
effectively was restricted to a radius of 10 or 12 miles, but that, 
with them, that radius had been enlarged to from 15 to 60 miles. 
The necessity for adapting marketing facilities to this new 
and growing method of getting produce into the city was gone 
into at length. While the city markets were already in the 
process of adaptation to the needs of the motor truck carrier, it 
was said, there would have to be considerable progress in that 
direction before the new transportation equipment might be 
utilized efficiently and to the extent of the existing opportunity. 
_ Work that had been done at various points over the country 
in adjusting the large public markets to the motor transportation 
industry was surveyed and the aspects of “ideal plans” dis- 
cussed. In the presentation of facts relative to the extent to 
which markets were now being supplied by the motor truck, it 
was stated that the report of the division of markets of the 
Massachusetts Department of Agriculture said 16 per cent of 
the receipts of the Boston markets in the year 1925 were de- 
livered by motor truck. 

The proposal to deepen the St. Lawrence channel and “bring 
the ocean inland” was the subject of an address of W. L. Hard- 
ing, former governor of Iowa. He dwelt on the benefits the farmer 
might expect to receive from the completion of the lakes-to-ocean 
outlet for their produce. His subject was “Routes and Rates 
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to World Markets.” He pointed out that 60 per cent of the 
population of the country has easy access to the ocean, con- 
sequently an open door to world markets, but that the other 40 
per cent is relatively isolated and, if these wish to avail them- 
selves of the world market, they are forced to the use of a 
long and expenseve land haul. It was his opinion that, since 
“the cost of transportation must in the ordinary case be de- 
ducted before the producer is paid,” the less the cost of trans- 
portation the more the producer would receive for his goods. 
In this connection, he said: “The saving in transportation cost 
of even 10 cents a bushel would, in the average case, give an 
increase in net profit to the farmer of 25 and 50 per cent and, 
in some cases, 100 per cent or more.” He pointed out that the 
United States exported more than 9,730,000 short tons of grain 
in 1924, and, he said, there seemed to be no sign of this vast 
exportation being diminished in the near future, but that, rather, 
it was probable there would be an increase. 

After making some analysis of distances, land and water, 
involved in reaching the world market (Europe) from interior 
United States, he brought his picture of the value of the lakes- 
to-ocean route, via the St. Lawrence, to a focus by pointing out 
that the rate from such a lake port as Chicago or Duluth to 
Liverpool would be 10 cents, as compared to 11 cents from Gulf 
ports and 8 cents from north Atlantic ports. He said the pres- 
ent cost of transportation in carrying a bushel of wheat from 
Chicago or Duluth to Liverpool was 21.1 cents, so the lake route 
would mean a saving of 10 cents a bushel to the farmer on 
wheat. This, he said, “is the natural and logical route for our 
surplus grain destined to the United Kingdom and Europe.” 


TRAFFIC ON GREAT LAKES 


“The magnitude of water-borne traffic on the Great Lakes 
is shown in statements prepared by the Bureau of Research, 
United States Shipping Board, in cooperation with the Board of 
Engineers for Rivers and Harbors, War Department, indicating 
that more than 210,300,000 cargo tons of freight were handled 
through Great Lakes ports in 1925, an increase of 31,000,000 
tons, 11.8 per cent, over the total of the preceding year,” says 
the Shipping Board. ‘Nearly 44 per cent of the total water-borne 
commerce of the United States was conducted on the waters of 
the Great Lakes. The 197,500,000 tons of coastwise commerce of 
Great Lakes ports exceeded the total coastwise trade of ocean 
ports by more than 30,000,000 cargo tons, and the 12,800,000 tons 
of foreign commerce passing through Great Lakes ports con- 
stituted 13.8 per cent of the total foreign commerce of the United 
States in 1925. 

“In the relativé standing of all United States ports by 
volume of cargo tonnage handled, Duluth-Superior, with a total 
of 45,600,000 tons, ranks second to New York. Fifteen other 
Great Lakes ports handled more than 5,000,000 tons of freight 
each. The total cargo tonnage passing through these sixteen 
ports exceeded 172,900,000 tons and included 82.4 per cent of the 
coastwise traffic as well as 78.3 per cent of the United States 
foreign trade conducted on the Great Lakes in 1925. 

“The 1925 foreign and coastwise trade of these sixteen lead- 
ing ports was as follows: 





Total Foreign Coastwise 

PRONG MS gC i 45,604,323 841,639 44,762,684 
EES Sie: Ses. <owaicesn@penaecameene 15,917,489 5,092,259 10,825,230 
IN bia carenaygrerinceceinveheyaeiexe. unitate 14,171,694 1,318,789 12,852,905 
NE ES cd site: oidie Riavaredineerma cin Us|. eee 10,831,051 
I OS Siiieierevidiociwaecdnenunos 10,803,443 426,406 10,377,037 
NN, OR gaia serene weleianniwnwe 9,639,901 91,445 9,548,456 
I TR caked crssotarnamnarecareaweteuee 8,800,420 356,605 8,443,815 
CE PME, ks sca yerediararereoroieresiove 7,590,859 31,339 7,559,520 
NE TN ia iS era rceia severe iciace we 7,356,764 253,593 7,103,171 
Pe TORY. THUR. oisiicceicsiovewccices FS a 6,199,549 
PINS. Sadeiata ss: Ara te Sexy ch aid s/adunimibete ersiena ,148,033 5,935 6,142,098 
eS eee 6,088,682 188,024 5,900,658 
Milwaukee, Wis. 6,061,033 90,199 5,970,834 
Escanaba, Mich. 6,060,431 175,381 5,885,050 
a ere ee COSG.ttk sw 6,035,714 
I, ace erareriserenrerdiawincsienee 5,601,085 1,163,133 4,437,952 
OIL aiersnoes ss eun-doretaaceeeaeiees 172,910,471 10,534,747 162,875,724 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues and expenses of Cana- 
dian railroads for September shows that the gross revenue of 
the railways of Canada for that month were the largest ever 
earned in any September, and the earnings for the nine months, 
January-September, amounted to $344,843,425, which was $17,- 
416,219 greater than the gross revenue of the first nine months 
of 1923, the previous high record, and $33,302,317 greater than 
those of the same period last year. 

The increase in gross revenue for September, 1926, over 
September, 1925, was $960,468 and would have been considerably 
greater but for the slow movement of grain in the western 
provinces. The wheat crop in the prairie province this year was 
officially estimated to be only one-half of one per cent less than 
last year’s and other grains were average crops, so the remain- 
ing three months of this year should show a heavy movement 
of western grain. The weekly loading reports for the six weeks 
ended November 13 show 129,363 cars of grain and grain prod- 
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ucts loaded as against 112,618 in the corresponding period last 
year, and total car loadings for these periods were 488,354 cars 
in 1926 and 447,306 in 1925, or an increase for 1926 of 41,048 cars 
or 8 per cent. 

Net revenues were $961,606 larger than in 1925 and the cu- 
mulative net revenues from the first of the year were $62,413,- 
728, an increase over those of 1925 of $20,983,017. Passenger 
earnings showed little change from last year’s, being $43,166 
less with the average journey showing an increase but the num- 
ber of passengers a decrease of 5.7 per cent. 

Total operating expenses were practically the same as in 
September, 1925, the reductions in maintenance of equipment 
and traffic being offset by increases in other expenses. The 
average earnings per freight train mile were greater by 18 cents, 
the average length of haul was less by 41 miles, and the average 
receipts per ton mile increased from .934 cents to 1.015 cents, 
the main factor in these changes being a decreased proportion 
of low class freight, mostly grain. 

On the Canadian National Railways gross revenues con- 
tinued to show increases over those of 1925, the increase for 
September being $530,596. This was the smallest increase in 
the monthly revenues recorded this year, which was due to two 
principal causes—traffic and revenues for September, 1925, 
showed a big improvement over those of earlier months, and 
there has been a late and also slow movement of grain this year. 
There was a reduction of $64,487 in traffic expenses, but other 
items of expense were only slightly different from those of 1925. 

Freight traffic showed a small decrease, and although the 
number of passengers decreased, the passenger miles showed an 
increase of 4.7 per cent through an increase in the average 
journey from 69.3 to 77.4 miles. 

The lines in the United States also showed increases in 
both gross and net revenues, the latter being $451,168 greater 
than for September 1925. 

The cumulative net revenues for the entire system for 1926 
were more than double those of 1925, being $25,743,334, as 
against $12,325,762 for the nine months last year. The greater 
part of this improvement was made on the Canadian lines. 

On the Canadian Pacific Railway gross revenues for Septem- 
ber were slightly less than in 1925, due to a decrease in freight 
traffic of 13 per cent. Operating expenses, however, were re- 
duced by $252,936, or 2 per cent, increasing the net operating 
revenue by $195,442. Although the number of passengers was 
less than in 1925, the average journey was longer, and the pas- 
senger miles increased slightly. Also the average passenger re- 
ceipts per passenger mile were higher, so that the passenger 
revenues were greater by $62,933, or 2 per cent. The pay-roll 
was heavier by $263,564, or 3.6 per cent for an increase of 2,537 
employes. The heavy movement of grain always reduces the 
average receipts per ton mile in September, but this year the 
reduction from the August figure was only .349 cent, as against 
a reduction in 1925 of .474 cent. 

The cumulative gross revenues for the nine months ended 
Sepember amounted to $137,198,184 which was an increase of 
$12,959,510 over those of 1925. Net revenues were greater than 
in 1925 by $7,522,012 and the operating income was greater by 
$6,996,100. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 

Granting leave to Canadian National Railways to issue sup- 
plement forthwith to tariff C. N. R. C. R. C. No. E-493, correcting 
error in rates on brick, cement, wall plaster, plaster board, 
plaster tile, and stucco from Edmonton to stations on E. D. & 
B. C. Railway and Central Canada Railway. 

Requiring Canadian National Railways to amend forthwith 
their tariff on coal, C. L., by publishing competitive rates on 
coal from Three Hills, Alberta, to common points in Saskatche- 
wan and Manitoba, which shall not exceed rates published by 
Canadian Pacific Railway from Carbon, Alberta, to same des- 
tinations on line of that company. 

Authorizing Canadian Pacific Railway to open for traffic that 
portion of its Maniwaki branch, as relocated, between mileage 
13.26 and 14.6, Quebec; dismissing application of Moose Jaw 
Board of Trade reestablishment of interchange tracks at that 
point. 


CANADIAN CAR LOADING 


Car loadings for the week ended November 20 showed an 
increase over the previous week’s loadings, which were affected 
by the holiday, of 3,734 cars, but were only 194 cars above the 
loadings of the week ended November 21, 1925, which was the 
high record for last year. The eastern division showed an in- 
crease over last year’s loadings of 2,801 cars, making gains of 
1,445 cars in merchandise, 912 cars in miscellaneous freight, 
575 cars in grain, and smaller increases in other commodities 
except coke, lumber, pulpwood, other forest products and ore, 
which showed small decreases. There was a slump of 3,189 cars 
of grain in the western division, which more than offset gains of 
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238 cars of miscellaneous freight, 153 cars of merchandise, and 
111 cars of ore, and with minor differences in other commodities 


brought the total loadings for the division to 2,607 cars below | 


the 1925 loadings. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN | 


RAILWAYS 


EASTERN CANADA 


—For the Week Ended | 


Nov. 20, Nov. 13, Nov. 21 
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Commodities 1926 1926 1925’ | 
Grain and Grain Products............00¢ 4,418 3,583 3,843 
EE EE ia ain h ea caareicedensedie iste «eaw emu 1,520 1,743 1,337 
ME - Sciaiorormatnealerraerwie-siceed oop swe see snes ue 5,365 5,037 5,146 
 decinin bn ee cikciereveitin bo cisions orelecieneineiiares 415 405 478 | 
eh aioe ehe- ein tre o.ecaiorsicraleleckeco agree wales 2,538 2,339 2,629 
I lai che ox aciocckc cee ote sso dsa-a Suess ats! wiemerete 1,042 1,115 1,308 
ES eee 2,199 2,278 2,156 
CENCE DOPORE PROGUCEB. cc ccccccccescccwces 1,115 1,019 1,234 
Nah Ur eta alee oie Wie aol deid ie: <-4c- 6:16 /ar¥.kine orb ceieceis 866 774 910 
eee eer 13,213 10,973 11,768 
I ia ea nar iaiorotinose osc mers:si wonreslemes 11,946 11,320 11,034 

OCME COPE EOAGOG oc ovis cicicisceccieiieiss 44,637 40,586 41,836 

Total Cars Received from Connections 34,015 33,169 31,588 

WESTERN CANADA 
Grain and Grain Products............ce00- 16,541 17,586 19,730 
Pe EEE cc cacces co rai enceenesmhoriunees 1,720 1,720 1,809 
NE CS ociciuinsnaceis ovane sisieosuuicedeioucienvnues 4,159 3,494 4,195 
IR eas: ney Wi Bike aR ewr neo W'610i6'5 dos p rr eie bio beterex 121 101 33 
PIE vase: Giaisiksaiy gattniaa/dindisieier scien vreinaipaieaes 818 858 738 | 
eee 134 115 85 
Pulp and Paper 168 172 
Other Forest Products 1,614 1,560 
cairns Sigh dee Gin RiGee: ov 0st 0! 915.0. 0:6) p Koiew/@Rlelore 809 833 698 
pe a eee eee en 4,659 4,388 4,506 
NR are s:c0s gia: o o-oo acwie ois: aicmalawna wd 3,452 3,573 3,214 
Total Care Leaded. ..... coc 0scccesecces 34,133 34,450 36,740 
Total Cars Received from Connections 3,207 3,231 3,642 
TOTAL FOR CANADA 
Grain and Grain Products............cee00. 20,959 21,169 23,573 
Live Stock 3,240 463 3,146 
MEE ciicaqiluscicacacoswaee oaole ete uoteuaa 8,531 9,341 
| See 506 511 
Lumber .... 3,197 3,360 
Pulpwood 1,176 1,230 1,393 
I RM NINE 6 oi. 0k 6: cca nas dierecs :si0/o-siesoiere-e-eie 2,326 2,446 2,328 
OUner Forest Products: .....ccccccccccscces 2,708 2,633 2,794 
BE a ie ae 1,675 1,607 1,608 
a Be CS. Bas cc kincocccccecne sacs 17,872 '15,361 16,274 
I gare are oosniticcare elcid cdoateoue pact ani 15,398 14,893 14,248 
WOURE CBSE EORROD oc. occcsicieiceici vices 78,770 75,036 78,576 
Total Cars Received from Connections 37,222 36,366 35,230 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products................ 434,913 412,773 
PE NOG ois ticecncincinen eboeeetnsadicwswcene 103,630 112,459 
PEE aioe are EarnasiaeeWauis waeeinn Vweleincenawene 281,071 199,226 
MEE 5ia.nns crag bb alec eisarelacib'eledibeis aie clleore-neeues 17,413 13,767 
MND: fin = ersieids bwrebidivataacdisid: olae-aIe, welw elatereolns 167,635 164,847 
Co ER er ee 118,067 113,744 
nN SUI I a arceosccecend &: bins o:4<:0/exe"clein-0ieiéie-0 109,544 94, 
Other Forest Products................008- 141,833 129,693 
Wigs dinsar chet Giro 4: 5s Sets tras Paral xcs ef es a 61S esos pie eo lass 81,262 65,999 
enn. Ba Cy, Ease i vkiiccecciccdiccccses 757,670 707,209 fs 
III oo: oc dco wics'o0%e 5am dbiacdc oi eielhaterdiwd és 66,490 601,924 FS 
Total Cars Loaded.................0.: 2,879,528 2,616,295 | 
Total Cars Received from Connections 1,718,740 1,535,787 


FREIGHT RATE HEARING 
The Tyaffic World Ottawa Bureo 
The Canadian Board of Railway Commissioners this week 


heard final arguments respecting the order to the board from 


the government for a general equalization of freight rates. Be 
fore counsel for the railways are called on to present their case, 
against any proposed downward revision, several days are likely 
to be consumed in hearing further from various applicants. 
There are a number of local aspects of the general situation 
regarding freight rates. There is the demand by existing 0 
potential distributing centers in the western provinces: for rates 
that will give them a chance against the Winnipeg distributors, 
and there is the demand of Quebec city interests, with which 
are associated the Maritime Provinces, for a grain rate that will 
encourage more’ export movement over the National Transconti: 
nental to Quebec. The Maritime are also seeking certain local 
concessions. 

In addition to the equalization case, the board will soon havé 
to deal with the order to facilitate the movement to central 
Canada of coal mined in Alberta and the Maritime Provinces, 
the order regarding the facilitation of movement of goods 
through Canadian ports, as well as the application of the expres 
companies for increased rates. 

It is expected that an application will be made by Alberla 
and Saskatchewan to have all grain rates in the west on the 
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same scale as on the main line of the Canadian Pacific Railway. 
This suggestion is put forth by counsel for the Saskatchewan 
government, who declare that through the rates now in effect 
Saskatchewan farmers are losing $1,500,000 each year. It is 
stated that unless an independent judgment is handed down by 
the commissioners dealing with the application of Alberta and 
Saskatchewan, it might be two years before their decision would 
be made, which would mean that the rates now in effect would 
be charged in 1927 and 1928, and the yearly loss of $1,500,000 
would be registered. 

Saskatchewan counsel state that, if an independent judg- 
ment is not given as suggested, an appeal to the governor in 
counsel will be considered. 

At the opening of the freight rates’ inquiry November 30 
more than a dozen attorneys were in attendance and signified 
their intention of addressing the board on the claims enumerated 
on the agenda before the board, which number nearly seventy. 
Counsel for the railways were accompanied by a large number 
of experts and said they would reserve their submissions until 
the appellants had presented their case. It is evident that the 
board will be occupied with the hearing of the matter for some 
weeks, and it may go over until after Christmas. 

It was stated that this is to be the final hearing of the 
question, but it is not yet certain that the board will order a 
complete revision of the whole rate structure or whether it will 
decide such matters as the mountain scale in British Columbia 
or the grain rate differential to the Atlantic seaboard. Those 
questions will depend on what is brought forth at the hearing. 
The most of the first day of the hearing was taken up with the 
filing of exhibits by counsel for the various provinces, municipal 
bodies, boards of trade, and so forth, asking for a downward 
revision of the freight and express rates. 

The chief commissioner requested counsel to supplement the 
evidence and submissions already presented in support of their 
contentions. He said it had been agreed to allow the railroads 
to hear all the submissions before they opened their case, counsel 
for the other interests being assured that they would then be 
allowed a reply. 


OCEAN RATE ADVANCES 
The Traffic World Ottawa Burecs 


Ocean freight rate advances to take effect December 1 have 
been announced by the Canadian Trans-Atlantic Conference for 
the carriage of conference commodities to the Continent from 
Canada. It has been decided to absorb the 15 per cent sur- 
charge on the transportation of conference commodities to 
U. K. ports which has been in effect since September 23 last, 
and to institute a new series of rates which will become effective 
January 1. These rates to the Continent and to the United 
Kingdom will run until the end of April, thus being in operation 
for five and four months, respectively. 

Reasons for the increase are attributed indirectly to the 
prolongation of the British coal strike, which has resulted in 
an increase in operating costs, together with a decrease in avail- 
able cargo-carrying capacity. Rates for coal bunkering have 
risen steadily since the duration of the coal strike became an 
unknown factor, while the demand for soft coal has been so 
great that the supply has not kept pace with the requests made 
by industrial firms as well as shipowners. As a result of the 
embargo placed on the exportation of any available British coal, 
it has been necessary for coal-burning vessels to take on board 
sufficient supplies on this side of the Atlantic to enable their 
return from England. This has necessitated a curtailment in 
carrying capacity of ships, which, in some cases, has amounted 
to over 1,000 tons. 

The increase in freight rates will range from 15 per cent 
upward, but it is made clear that such advances will be from the 
rates in force before September 23, and not from those now 
ruling, in the case of produce moving to U. K. ports. Com- 
modities affected by the new rates are only those included in 
the list dealt with under the jurisdiction of the conference. 
Cattle, flour and grains are not affected by the new rates, those 
coming under the purview of the separate lines. 


CANADIAN RAIL EARNINGS 


__ The official statement of earnings and expenses of the Cana- 
dian National Railways for October shows gross earnings of 
$27,550,742, working expenses of $19,233,283, and net earnings 
of $8,317,458. For the ten months ending October, traffic re- 
ceipts of the system were $217,047,034, an increase of $20,602,- 
i or 10.40 per cent. Net earnings amounted to $34,060,792 in 
. 10 months, an increase of $13,575,071, or 66.27 per cent. The 
pre ation of working expenses to gross earnings continues at 
a improved level, the operating ratio being 69.81 per cent for 
ctober, 
" Traffic earnings of the Canadian Pacific Railway for the 
nang ended November 21 were $4,927,000, an increase, compared 
ith the same period last year, of $181,000. Earnings of the 


Canadian National for the same period were $5,869,344, an in- 
crease of $3,531. 
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The statement of earnings and expenses of the Canadian 
Pacific Railway for October shows the usual seasonal increase 
for that month, the increase in net being the greatest recorded 
since last July. It was the best month the road has had in 
three years. Net earnings of nearly three millions were the 
second highest the road has ever shown for October, the record 
of $8,160,988 being for October, 1923. 

The showing for the ten months’ period is the second best 
ever made by the company, the gross earnings of nearly $160,- 
000,000 having been exceeded only in 1920, when gross was 
upward of 172 millions. Net for the ten months of over 36% 
millions was the best showing made since 1917, representing an 
increase of approximately 7% millions over the corresponding 
period of 1925. 


CANADIAN RAIL STRIKE 


An emergency conference to discuss ways and means of 
avoiding a strike on the part of the railway running trades in 
Canada was held in Ottawa November 28 between the Minister 
of Railways, C. A. Dunning, and the presidents of the Canadian 
National and Canadian Pacific railways, and on the twenty-ninth 
with the officials of the brotherhoods, the object being, as stated 
by the minister, “to urge upon them the importance of exploring 
every avenue of settlement in the interests of the country.” 
The minister felt that a strike at the present time would be 
disastrous, and that the government should spare no effort to 
bring the parties together. 

One of the officials of the brotherhoods has stated that a 
strike date has been fixed, but, as there was still a possibility 
of a peaceful settlement, he would not announce what the date 
was. In the recent referendum, over 92 per cent of the men 
voted in favor of a strike. 


GRAIN MOVEMENT IN CANADA 


In the period from August 1 to November 6, 1926, the grain 
which went out by way of Vancouver was 9,029 carloads, as 
compared with 9,984 last year. This year the Canadian Pacific 
moved 6,241 carloads, as compared with 4,593 last year. The 
Canadian National moved 2,788 this year and 5,391 last year. 


BUFFALO STOCK YARDS’ CHARGES 


Hearing in docket 18490, The Allied Packers, Inc., and the 
Klinck Packing Company, a subsidiary of the Allied, against 
the A. T. & S. F. and others, was held before Examiner Walsh 
in Chicago November 30. 

The complainant alleges that unloading charges collected at 
the Buffalo Stock Yards on numerous carloads of cattle, sheep, 
and hogs, shipped from points in Indiana, Illinois, Iowa, Kan- 
sas, and other states to Buffalo, N. Y., are unreasonable and 
unlawful, in violation of sections 1 and 6 of the interstate com- 
merce act. Reparation is asked. 

The charges complained of were for the use of unloading 
chutes and other facilities at the Buffalo Stock Yards. They 
were 10 cents a head on cattle, 5 cents on calves, 3 cents on 
sheep, and 2 cents on hogs. The complainant contended that 
the facilities provided were properly a part of the carrier service 
and should not be the basis for a charge in excess of the regu- 
lar freight charges. It was brought out that the Buffalo Stock 
Yards is a part of the property of the New York Central, over 
which the deliveries complained of were made. The complaint 
covered shipments from December, 1922, to January, 1925. It 
was explained that the tariffs assessing the charges for unload- 
ing (or storage, as otherwise phrased) were made effective in 
December, 1922, and that, in January, 1925, the complainant 
began using private facilities. 

The defense said that, at the time the tariff had been put 
into effect making the charges for use of the facilities of the 
Buffalo Stock Yards, there had been built two chutes adjacent 
to the property of the Buffalo Stock Yards at which shipments 
might be unloaded without charge. Complainants, along with 
other customers of the road, had been so notified, it was said. 
The defense explained that congestion in the public market 
yards of the Buffalo Stock Yards and other considerations had 
caused them to discontinue granting free use of the yards in 
question, and contended that the facilities offered by the road 
were adequate and absolved them from further responsibility. 
If, for reasons of individual convenience, a shipper should use 
the Buffalo Stock Yards’ facilities, it was held, then they should 
pay the just and lawful assessment of which they had advance 
notice. 

Complainant insisted that the facilities were not only in- 
adequate but so arranged as to make their use out of the ques- 
tion for certain shipments. 

Witnesses for the complainant were: E. J. Seibert, cattle 
buyer for the Klinck Packing Company; Edward Norris, traffic 
manager, Allied Packers; Edward M. O’Brien, treasurer and 
counsel, Allied Packers; H. G. Melcher, hog buyer, Klinck Pack- 
ing Company; and F. S. Welch, manager, Buffalo Stock Yards 
Company. Witnesses for the defense were: F. S. Welch, man- 
ager, Buffalo Stock Yards Company, and James Webster, assist- 
ant traffic manager, N. Y. C. 
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C. E. Childe, 
the newly 
elected presi- 
dent of the 
National Indus- 
trial Traffic 
League, is a 
native of Ne- 
braska, born in 
1887. He en- 
tered railroad 
service, with 
the Burlington, 
in western Ne- 
braska, as sta- 
ticn helper 
and telegraph 
operator at the 
age of thirteen. 
Subsequently, 
he worked in 
the general of- 
fices of the 
Burlington at 
Omaha as rate 
clerk. He left 
the railroad in 
1906 to become 
traffic manager 
of Sunderland 
Brothers, Oma- 
ha. In 1912 he became assistant manager of the traffic bureau 
of the Omaha Commercial Club. From there he went to Sioux 
City, Iowa, in 1914 as commissioner of the traffic bureau, Sioux 
City Commercial Club. He left there January 1, 1918, to take 
the position of traffic manager of the traffic bureau, Omaha 
Chamber of Commerce, which he now holds. He became a 
member of the National Industrial Traffic League in 1914, and 
has served on its executive committee since 1915. He was 
chairman of the League legislative committee in 1916. He 
served as vice-president of the League in 1920 and again in 
1925-1926. He has been general secretary of the Central West- 
ern Regional Advisory Board from the time of its organization 
in 1923. 











E. C. Green, acting manager of the Jacksonville Traffic 
Bureau, was appointed manager at a recent meeting of the 
board of governors. The board also created the position of 
commerce counsel, which was awarded to C. F. Hillyer, now 
attorney-examiner for the Commission. 

R. Granville Curry, assistant chief counsel for the Commis- 
sion, has resigned so as to associate himself, in the practice of 
law, with Charles C. McChord, former commissioner. J. Stan- 
ley Payne, acting director of the Commission’s Bureau of In- 
quiry since the resignation of J. J. Hickey, has been transferred 
to the chief counsel’s office on accuont of the vacancy caused 
by the resignation of Mr. Curry. 

T. P. Healy, a member of the Commission’s examiner staff 
and an employe of the Commission, except in the war period, 
when he was in the army, since 1914, has been made Director of 
the Bureau of Inquiry. For more than two years Mr. Healy 
has been engaged on the Commission’s railroad consolidation 
work. 

George Hannauer, vice-president and general manager of the 
Chicago Terminal Railroad, was elected president of the Boston 
& Maine Railroad December 1. Mr. Hannauer’s railroad experi- 
ence extends over 36 years. He will take up his new duties 
January 1, succeeding James H. Hustis, who resigned. 

J. E. Dalrymple, vice-president in charge of traffic and ex- 
press, Canadian National Railways, has announced his resigna- 
tion, effective December 31. He will be succeeded by A. T. 
Weldon, general traffic manager. Mr. Dalrymple has been con- 
nected with the Grand Trunk and its successor, the Canadian 
National, for more than forty-three years, having started as an 
office boy with the Grand Trunk. 

W. A. Delzell has been appointed by the Governor of Oregon 
to fill the unexpired term of T. K. Campbell, who died recently, 
as a member of the Public Service Commission of Oregon, until 
January 1. Louis Bean, who was recently elected to the office, 
will take up his duties at that time. 

G. R. Oliphant, Jr., has been appointed traffic representative 
of the Mobile & Ohio at Havana, Cuba. 

W. A. Carlson has been appointed commercial agent of the 
Cc. B. & Q. at Clinton, Ia. He succeeds William Austin, retired 
after forty-six years of service. 

The following changes and promotions in the traffic staff of 
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the International Paper Company and affiliated companies have 
been announced: A. H. Campbell, general traffic manager, In- 
ternational Paper Company, Canadian International Paper Com- 
pany, and all subsidiaries; A. D. Huff, traffic manager, Canadian 
International Paper Company and all present Canadian sub- 
sidiary companies, except Atlantie Transportation Company; 
H. A. Deane, assistant traffic manager, International Paper Com. 
pany and all present U. S. A. subsidiary companies, except At- 
lantic Coast Steamship Company; H. M. Wright, assistant traffic 
manager, International Paper Company and all present U. S. A. 
subsidiary companies except Atlantic Coast Steamship Company; 
C. C. Barnes, assistant to general traffic manager. 


DOINGS OF THE TRAFFIC CLUBS 


The Omaha Traffic Club gave a “stag” dinner at the Rome 
Hotel November 30. 


The Twin City Women’s Traffic Club held a dinner meeting 
at the St. Paul Athletic Club December 2. 





The New England Traffic League held a meeting at the Hotel 
Bond, Hartford, Conn., December 1. The business meeting fol. 
lowed a luncheon, and in the evening there was a dinner at 
the City Club, sponsored by the Hartford Traffic Association. 
The principal speaker in the evening was C. L. Evanson, assist- 
ant to the president of the Manufacturers’ Association of Con- 
necticut. His subject was “New England’s Future.” 





The Traffic Club of Kansas City held a luncheon meeting 
at the Hotel Baltimore November 30. Rabbi Henry J. Berkowitz 
spoke on “Words! words! words!” 





The Transportation Club of St. Paul held a luncheon meet- : 


ing at the St. Paul Hotel November 30. H.R. Grochan, assistant 


freight claim agent, C. & N. W., and chairman of the freight : 


claim division of the American Railway Association, was the 
speaker. 





The Traffic Club of Tulsa has elected the following officers: 
President, W. W. Stumph, traffic manager, International Supply 
Co.; first vice-president, J. B. Blanton, general agent, Kansas 
City Southern; second vice-president, C. F. Dowd, traffic man- 
ager, Tidal Refining Co.; third vice-president, R. C. Jamison, 
general agent, Chicago Great Western; secretary-treasurer, B. A. 
Everett, local agent, A. T. & S. F.; director, four year tern, 
S. B. Myers, traffic manager, Independent Oil and Gas Co. Di- 


rectors holding over are: H. W. Roe, traffic manager, Mid-Con- : 


tinent Petroleum Corporation; R. R. Trimble, general agent, 
Missouri Pacific; and J. W. Klein, general freight and passenger 
agent, Midland. Valley Railway. The new officers will be in- 
stalled December 14, when there will be a dinner and dance. 





At the meeting of the Pacific Traffic Association November 
23 the following names were presented by the nominating com- 
mittee to be voted on December 21: President, Sherman K. 
Burke, general industrial agent, Southern Pacific; first vice 
president, George A. Culbert, traffic manager, Pacific States 


Electric Co.; second vice-president, Walter J. Lane, traffic man: [| 


ager, Guggenhime & Co.; third vice-president, H. H. Pierson, 
district freight agent, Dollar Steamship Co.; executive secre- 
tary, E. S. Clark, assistant traffic manager, General Steamship 
Corporation; treasurer, H. A. March, district freight agent, Mc 
Cormick Steamship Co.; directors, R. B. Mitchell, traffic mar- 
ager, Henry Cowell Lime & Cement Co.; B. K. Smith, assistant 
traffic manager, Western Pacific; G. H. Olsen, traffic managef, 
Dunham, Carrigan & Hayden; and A. M. Reinhardt, assistant 
general freight agent, Santa Fe. A motion made by Mr. Burke 
that a committee be appoited to urge the Board of Supervisors 
of San Francisco to take immediate action in the selection of 
an air port terminus for the city was adopted. Mr. Burke als0 
made a talk on the functions of a railroad industrial department. 





The December meeting of the Traffic Club of Baltimore will 
be held December 7 at the Southern Hotel. A “typical Mary: 
land dinner, a la southern,” is announced. W. J. L. Banham, 
traffic manager, Otis Elevator Company and general chairmal 
of the Atlantic States Shippers’ Advisory Board, will tell of the 
workings of the advisory board and its plans for the meeting 
to be held at Baltimore in January. M. J. Gormley, chairmal, 
car service division, American Railway Association, will speak 
on the work of his organization. 





The Traffic Club of Memphis will hold its ninth annual dil 
ner at the Hotel Gayoso December 14. 





The Traffic Club of Dallas has elected the following officer’: 
President, B. W. Thomas, traffic manager, Southern Cotton C0. 
first vice-president, N. C. Calvert, general agent, C. & E. |}. 
second vice-president, J. E. Farrow, traffic manager, Brow! 
Cracker and Candy Co.; third vice-president, W. R. Martin, dis 
trict freight agent, Pennsylvania; secretary-treasurer, Charles 
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vy. Ruden, chief clerk, Pennsylvania. The following members 
of the board of governors were elected: W. H. Hitzelberger, 
Jr., sales manager, W. L. Macatee & Sons Co.; George R. Angell, 
division freight agent, Rock Island; Lee Anderson, traffic man- 
ager, Perkin Dry Goods Co.; J. M. Allen, general agent, C. M. & 
St. P.; C. N. Gray, general agent, D. & R. G.; and Arthur J. 
Stone, mahager, transportation bureau, Dallas Cotton Exchange. 





The Transportation Club of Toledo will hold its annual din- 
ner at the Commodore Perry Hotel January 26. 





The Traffic Club of Cleveland will hold its fourteenth annual 
banquet February 16 at the Hotel Cleveland. 





GREAT LAKES BOARD 


The Great Lakes Regional Advisory Board will hold its next 
meeting in Toledo January 26. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shipper’s Advisory Board will hold its 
sixteenth regular meeting December 10, at the Roosevelt Hotel, 
New Orleans. It is announced that the heavy docket may neces- 
sitate a morning session Dec. 11. The addresses to be delivered 
will be as follows: A. J. O’Keefe, mayor of New Orleans, address 
of welcome; J. J. Pelley, president, Central of Georgia, “Pros- 
perity’s balance wheel”; P. E. O’Dell, vice president and general 
manager, Gulf, Mobile and Northern, “Public relations and the 
part played therein by railroad employes’; J. E. Hutchison, 
vice president, Frisco, “What the railroads are doing in the 
southwest.” Election of officers will be held. 

The Commodity Committee reports will, in addition to fore- 
casting car requirements for the first quarter 1927, contain a 
survey of current and prospective conditions in every basic 
industry in the states of Alabama, Florida, Georgia, Louisiana, 
Mississippi, North and South Carolina, Tennessee and Virginia. 

The individual railroad reports will portray conditions on 
the southeastern roads. District Manager Edwards of the Amer- 
ican Railway Association, Birmingham, Ala., will report on 
transportation conditions in the territory. The general trans- 
portation situation throughout the United States will be covered 
by W. C. Kendall, manager, Car Service Division, American 
Railway Association. 

The general chairman, A. G. T. Moore, traffic manager, 
Southern Pine association, New Orleans, will preside. 


LUMBER SHIPMENTS 


Telegraphic reports received by the National Lumber Manu- 
facturers’ Association from 369 of the larger softwood, and 145 
of the chief hardwood, lumber mills of the country, for the 
week ended November 20, showed that the comparably report- 
ing softwood mills had production about the same, considerable 
increase in shipemnts, and a good gain in new business when 
compared with reports for the week earlier. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
NN SS cociaciicce acing 351 363 
PPOGUCHION o6.0<:c.0:0:0:0 00 221,711,145 222,252,923 223,864,959 
Shipments ........... 225,436,252 192,482,409 209,584,705 
Orders (New Bus.).. 190,252,799 238,223,095 180,599,820 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-six weeks of 1926 with the same period of 1925: 


Production 
ST ee 11,005,628,972 
iia osplavete aisecbeistarseiors 11,116,089,049 


Shipment Orders 
11,198,196,512 11,078,243,639 
10,973,255,536 10,791,726,590 


A falling off in production, shipments and new business in 
the lumber movement of the country for the week ended No- 
vember 27 was indicated in telegraphic reports received by the 
National Lumber Manufacturers’ Association from 348 of the 
larger commercial softwood, and 134 of the chief hardwood, 
lumber mills, when compared with revised reports from the 
comparable reporting mills for the preceding week, when, how- 
ever, twenty more mills reported. The smaller number of soft- 
— mills reporting for last week, and the Thanksgiving holi- 
M ay relaxation, tend to make the recession, which is particularly 
a y in shipments, appear larger than it is. In comparison with 
oe for the corresponding week a year ago, the disparity in 
+ gen ena of mills, thirty-three more mills having reported at 
ae arg i gn wn for : = ,- the apparent decrease, 

, there bein i 5 
ante eaten g a reduction in the operating time of 
148 The hardwood operations, when compared with reports from 

mills for the previous week, show no noteworthy change in 
Production, shipments and new business. 
en following table compares the softwood lumber move- 
pra as reflected by the reporting mills of seven regional asso- 
“sons, for the three weeks indicated: 
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Preceding 
Week Corresponding Week 1926 
Ended Nov. 27 Week—1925 (Revised) 

Mills 335 368 355 
ly 190,031,501 220,835,846 221,977,145 
ee a ee 167,292,862 230,416,083 225,872,252 
Orders (New Bus.)...... 173,306,762 237,748,954 190,558,799 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-seven weeks of 1926 with the same period of 1925: 


Production Shipments Orders 
ME hii ra-c 515 Sie ware waremtereee 11,195,926,473 11,366,335,674 11,252,031,401 
TR NG oniviecechanemoewer 11,361,743,265 11,202,958,074 11,027,399,108 


RATES ON MEAT, ETC. 


Hearing in dockets 18435, John Morrell and Company against 
the Great Northern and others, and 18090, Swift and Company 
against the C. M. & St. P. and others, was begun in Chicago 
December 2, before Examiner Walsh. 

In No. 18090 the complainant alleges that rates charged for 
transportation of fresh meat and packing-house products, in 
straight and mixed carloads, from South Saint Paul to Fargo 
and Grand Forks, N. D., are unreasonable, in violation of section 
1 of the interstate commerce act, to the extent that they ex- 
ceed rates contemporaneously applicable on traffic moving in 
the opposite direction between the same points. The rates com- 
plained of are third class on fresh meat and fifth class on pack- 
ing-house products. 

In No. 18435 the complaint alleges that the rates on fresh 
meat and packing-house products, in straight or mixed car- 
loads, from Sioux Falls, S. D., to Fargo, N. D., are unjust and 
unreasonable, in violation of section 1 of the interstate commerce 
act. The rates complained of are 72 cents a hundred pounds on 
fresh meat and 52 cents on packing-house products—third and 
fifth class rates, respectively. The Commission is asked to es- 
tablish a rate of 37.5 cents on fresh meat and 30 cents on 
packing-house products. 

Reparation and new rates for the future are asked in both 
cases. Armour and Company and the Commercial Club of Fargo, 
N. D., are interveners in both cases. 


George F. Tally, traffic manager, Swift and Company, ex- 
plained that Swift and Company had distributing houses at 
Grand Forks and Fargo which serve as distributing points for 
the South Saint Paul plant. He explained the competition to 
which the complainant was subjected and the history of the 
rates involved. The rates attacked are the class ratings of the 
articles in question and he said there were practically no excep- 
tions to the rule that those articles moved at rates below the 
class rates in adjacent territory, where there was movement of 
any proportions. 


Harry Davis, traffic manager, John Morrell and Company, 
made rate comparisons to support his contention that the rates 
attacked were fully double the rates applicable on fresh meat 
and packing-house products throughout Western Trunk Line 
territory, where there was any considerable movement. It was 
pointed out that the rates attacked were class rates and that 
there had never been an adjustment made since the establish- 
ment of the Morrell plant at Sioux Falls giving consideration to 
volume of traffic and other related facts. 

W. W. Manker, assistant traffic manager, Armour and Com- 
pany, said his company had distributing houses at Grand Forks 
and Fargo supplied by the Armour plant at South Saint Paul. 
He pointed out that his company had a packing plant at West 
Fargo, but that meats were not finally prepared there for con- 
sumption. He said he knew of no case, except the ones in issue, 
where there was a large movement of fresh meat to which the 
third class rate applied. 


J. G. Morrison, general freight agent, Northern Pacific, 
offered testimony regarding the history of the rates in question 
to substantiate the contention that the “standard rates” in West- 
ern Trunk Line territory were depressed and abnormally low. 
He said the proper rate on fresh meat was third class and on 
packing-house products, fifth class. He said the lower rate from 
Fargo to Saint Paul, as set against the rate applicable to move- 
ment in the opposite direction, was a part of the adjustment to 
enable the plants in the Dakotas and associated territory to meet 
competition of Missouri River points at eastern destinations, 
beyond Twin Cities. He said that, in the absence of commercial 
considerations, the rates in both directions would be the same 
and that the east-bound rates were depressed and not a measure 
of reasonableness. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been de- 
cided to handle docket 18842, J. G. Curtis Leather Co. vs. Santa 
Fe et al., No. 18953, Atlantic Steel Co. vs. Southern et al., No. 
18885, The Harriman Manufacturing Co. vs. Southern Ry. et al., 
and No. 18898, Clark & Lewis Co. et al. vs. Clyde Steamship 
Co. et al., under the modified procedure docket. 
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University of 


Cartage and Drayage Allowances 


Rail carriers in many sections of the United States, in order 
to complete their services of originating and delivering from 
shippers and to consignees, and in interchanging traffic with 
connecting lines, have developed the varied and important 
auxiliary or accessorial services discussed in earlier articles in 
this series and in the special freight services series. These 
services are, in some instances, performed by the initial or de- 
livering rail carriers themselves or by agencies employed by the 
carriers as a part of the transportation services offered the public 
by the carriers. Included in this category of services per- 
formed by agencies employed by the carriers are the services of 
the industrial railways or tap lines, the services of proprietary 
industries in connection with the spotting of cars for which 
allowances are paid by the carriers, lighterage and car float 
services, elevation of grain, and other services of these special 
natures including the cartage or drayage of freight in the 
terminals. 


Cartage or Drayage 


Carriers not infrequently absorb out of through rates the 
cartage or drayage charges of terminal companies in perform- 
ing special cartage services necessary in order to complete the 
transportation service. In other instances standard allowances 
are paid to shippers out of the through rates for carting or 
draying freight from outlying sections of terminal districts to 
the piers of certain steamship companies. In still other cases, 
rail carriers pay certain cartage companies for their services in 
making deliveries to inland or off-track stations in terminal dis- 
tricts which are not reached by the rails of the carriers. 


The close connection of cartage and drayage allowances and 
the plans of store-door transportation service which have been 
discussed for the past ten years makes the subject of cartage 
and drayage services and allowances peculiarly timely and 
interesting. 


St. Louls Terminal Drayage Services and Allowances 


Previous mention has been made of the use by the rail car- 
riers approaching the St. Louis terminal from the east of motor 
cartage facilities in order to reach shippers and consignees in 
the city of St. Louis, Mo., proper. The eastern carriers maintain 
their terminals in the St. Louis district in East St. Louis, Il., 
just across the Mississippi river and connected with St. Louis 
by the Eads and Merchants bridges as well as by ferries and 
floats. The eastern carriers, together with the western lines, 
have access to industries and team tracks in St. Louis jointly 
over the rails of a terminal switching company, the St. Louis 
Terminal Railroad. The same basis of rates is applied by the 
eastern carriers to St. Louis as to East St. Louis in connection 
with both carload and less carload freight originating in or con- 
signed to St. Louis. The switching charges of the terminal rail- 
road are absorbed, in case of carload freight, out of the line 
haul transportation rates. 


Arrangements are in effect between the eastern carriers 
and a terminal cartage company by which the less than carload 
traffic to or from industries in St. Louis or traffic to be inter- 
changed with carriers in St. Louis is hauled between the East 
St. Louis terminals of the carriers and the industries or inter- 
change stations of the carriers in St. Louis by motor vehicles. 


“Off-Track” Stations 


The terminal company supplying the motor vehicles and 
performing the cartage service between East St. Louis and St. 
Louis maintain off-track stations in the business and industrial 
sections of St. Louis where freight is received from shippers 
and delivered to consignees by the terminal company as the 
joint agent for all of the rail carriers it serves. Bills of lading 
are executed at the off-line stations of the motor terminal com- 
pany, and freight bills, arrival notices and delivery are attended 
to by these joint rail-less agency stations of the carriers, the 
terminals of which are in East St. Louis. 

The eastern carriers absorb the charges of the terminal 
company for cartage between the off-track stations and the East 
St. Louis terminals out of the rates which apply on less than 
carload traffic to or from St. Louis. These rates, as mentioned 
previously, are the same as the rates applying to and from the 
carriers’ rail terminals in East St. Louis, Ill. No drayage or 
cartage services are performed by or for the carriers in East St. 
Louis and no allowances are absorbed out of the East St. Louis 
rates. The railroads have their own facilities in East St. Louis 
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so that cartage or drayage services and allowances are not] aajoinin; 
necessary. . New Yo 
Constructive Stations  cartage « 
The motor terminal company serving as the connecting link 7) station, 
between the eastern carriers and the commercial and industria] this poit 
districts of St. Louis have established what have been termed 7 All cl: 
“constructive” stations. These stations are not physical prop |) articles 
erties at which freight is actually handled, but are merely points 7 articles 
in the city of St. Louis that mark the limits of the rail carriers 7) in the I 
service and the beginning of the drayage service of the terminal ” service, 
company as an agent for the shippers or consignees. The rail” - 
carriers absorb the drayage or cartage charges of the terminal ” No. Ae 
motor haulage company between the rail terminals and the con 7) " ' 
structive stations out of the through railroad rates. The drayag 
or cartage charges or the portions of such charges between |7 
the constructive stations and the warehouses of shippers or © PC 
consignees are borne by the shippers or consignees. These con ~ — 
structive stations are used as passing points to mark the limits 
of carriers’ liability and service in connection with all trafic ~ anu 
that is handled by the freight vehicles of the motor terminal) | making 
company directly without passing through the off-track stations 7 Accept 1 
of the terminal company in direct store-door service. The ab | World, ' 
sorption of charges between the rail terminals and the con 7 TRA 
structive stations is, in effect, the absorption of part of the7@ i6 y 
cost of store-door pick up and delivery service in this terminal 7) manage: 
The western roads have no such drayage or cartage allowance |” — 
arrangements, for they have their own freight stations in the!) {hy3).°" 
commercial and industrial sections of the city. t 
The Interstate Commerce Commission has had this arrange | FOF 


ment before it for approval. The arrangements were first con) 7] 1-83 an 
sidered in the St. Leuis Terminal Case,? and later in Tariffs © 
Embracing Motor Truck or Wagon Transfer Service.’ The © 
absorption of the drayage or cartage charges of the terminal || 
company by the eastern rail carriers was approved by the Com |~ 
mission contingent on the compliance of the carriers with in |7 
structions of the Commission concerning the publishing of |~ 
tariffs governing the service and charges. The Commission 
recognized a terminal drayage or cartage service supplementing 
the railroad service as lawful and within the scope of the 
jurisdiction of the Commission. 
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Cartage Allowances at New York City 


Several rail carriers serving the port of New York and its| 
environs have made arrangements with the United States Truck: |~ 
ing Corporation, a terminal cartage and drayage company, by | 
the terms of which C. L. and L. C. L. freight to and from | 
the Borough of Manhattan, New York City, is handled by the |” 
cartage company. Shipments are hauled between the rail car 
riers’ terminals on the New Jersey side of New York Harbor 
and the inland or off-track stations of the carriers in New York 
City proper. The charges of the cartage company for this sta 
tion to station are absorbed by the rail carriers out of the 
through rates applying to and from New York. 





Terminal Station to Station Cartage 


The Erie Railroad has arrangements with the United States 
Trucking Corporation for hauling C. L. and L. C. L. freight 
between the Jersey terminals and actual and constructive sta 
tions in the downtown commercial centers on Manhatten Island. 
Freight may be delivered to or from the pier stations in New 
York City as before the establishment of the haulage service, 
or inbound shipments may be received at or outbound shipments 
delivered to additional off-track stations, Beach Street Station, 
Greenwich Street Station or Leroy-West Street Station. The 
freight is carried between these stations and the rail terminals 
in the motor or horse-drawn vehicles of the trucking company. 

The normal through carload and less carload rates apply 
to and from these stations as from other stations of the Erie 
Railroad in the New York rate district. 

The rates applying on shipments that have come from ° 
are to move via connecting lines are subject to a deduction of 
4 cents per hundred pounds before being prorated or divided 
among the carriers participating in the hauls. This 4 cents 





Bs 


Wt OR SN RAI INS  ALILEN EG RE 


§ 
proportion is for the station facilities and services provided bY ff 
the Erie and to compensate that road for the transfer of 
the freight between the Jersey City rail terminal and the inland 
or off-track stations in New York City. This arrangement it 
cludes not only the Erie Railroad, but its subsidiaries, the Ne¥ 
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York, Susquehanna and Western and the New Jersey and New 
York Railroads.* 
Direct Cartage 


q Shippers and consignees, instead of receiving freight at or 
b > delivering it to the pier or inland stations of the Erie in New 
Y york City, may use the direct pick-up and delivery services 
) offered by the United States Trucking Corporation. If the 
"> shippers or consignees wish, arrangements may be made with 
the terminal cartage company to accept deliveries of inbound 
freight or to pick up outbound shipments at their store doors. 
The Erie Railroad has established a constructive freight station 





not) adjoining Chambers Street Ferry and Duane Street Station in 
>) New York City. The rail carrier assumes the portion of the 
> cartage charge between its Jersey terminal and this constructive 
link station, while shippers or consignees assume the charges from 


ria]. this point to their store doors. 

e All classes of freight, except waste paper and a number of 
articles of inflammable or hazardous nature, bulk freight and 
articles of heavy or bulky nature, which are specifically listed 
ers)| in the Erie’s terminal tariff as excluded commodities, get this 





inal| service, if directions are given by shippers or consignees. 
rail 

inal | * Erie R. R. Tariff No. G. O. 2160-D, I. C. C. No. 17722, Supp!ement 
Con. "> No. 5, pp. 2 and 3. 





POSITIONS WANTED OR OPEN 


POSITION WANTED—Freight rate clerk, 29 years old, 7 years’ 
experience large railroad office; familiar all territories. Desirous 
making connection industrial concern or a ean department. 
Accept reasonable salary to start. Address U. . 973, care Traffic 
World, Chicago, Ill. 








TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate ide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. ll corre- 
spondence strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y. 








FOR SALE—Interstate Commerce Commission Decisions, 
1-83 and Digests. Cloth bound, in perfect condition. 
space required for library extension. 
Traffic World, Chicago, Ill. 


Vols. 
Will sell cheap; 
Address I. X. M. 977, care 


NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 
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Merchandise Storage and Pool Car 
Sepsttece’s Distribution ~,ss29> 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. een ween 
GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information end rates 
1700 Sixteenth Street, DENVER, COLORADO 























OF en LOFT AN OET®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description--City Delivery Service 
and Carload Distributors 


ST. PAUL, MINNESOTA 






**To Serve the Northwest” 


ST. PAUL TERMINAL WAREHOUSE CO. 
Storage of Merchandise — Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
_ FREE MERCHANDISE 
Serving many 


large National Distributors 
Wetno or wire tas Sar tulenenenion amd entes 


BONDED 


a Se. 
wea Sonat Sts. 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


ALBARY, WM. Y. | 
Albany is the natural distributing point for New 
Splendid warehouse 

















York and New England. 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., lac. 
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Freight handled in this way by the United States Trucking 
Company is considered to be constructively delivered or received 
by the Erie Railroad at this constructive or “atmospheric” 
station. 

The trucking company is the agent of the rail carriers in 
hauling goods between the constructive station and the Jersey 
terminal of the railroad but not between the constructive de- 
livery or receiving point and the stores or warehouses of ship- 
pers and consignees. 

The Erie, N. Y. S. and W., or N. J. and N. Y. railroads pay 
the trucking company 7 cents a hundred pounds for the trucking 
service incident to the haulage or transfer of the freight across 
the Hudson river between the Jersey terminal of the carriers and 
the constructive delivery or receiving point. The charges of 
the trucking company between the constructive station and the 
shippers’ or consignees’ places of business are assumed by these 
parties, and are not published. They are matters of private 
contractual arrangement between the trucking company, as a 
private carrier, and the users of the service. The cartage al- 
lowance of 7 cents a hundred pounds is absorbed out of the 
New York rates. 


Steamship Cartage Allowances 


Steamship lines in the coastwise trade parties to through 
joint rates and tariffs with rail lines, and, to this extent, sub- 
ject to the jurisdiction of the Commission, often have tariffs 
that provide for the absorption of certain cartage or drayage 
charges incident to hauling freight to their piers for water and 
rail movement. 

A typical tariff of this sort provides that the scale of 
cartage charges shown in Table No. 1 are absorbed out of 
the through rates applying over the water and rail routes to 
which the steamship company is a party, unless tariffs filed 
with the Commission by the steamship line or by other for its 
account provide otherwise. 

The rates published as rail-and-water, or rail-waterrail 
rates from the port city, but not specifically from the dock of 
the steamship company, are considered to include transporta- 
tion or cartage to the piers and the expenses of shippers in- 
curred in hauling or having the freight hauled to the steamship 
piers is refunded to the extent shown in Table 1 or Table 2. 

The port city and its environs is divided geographically into 
13 zones, designated zones A to F. These zones are arranged 
according to commercial and industrial divisions of the city and 
its nearby suburbs, and the cartage allowances are graded ac- 
cording to distance to and from the piers. 

Cartage allowances are paid on shipments drayed to or from 
the piers of the steamship company when the drayage is in 
connection with freight from or to inudstries having actual 
track connections with the rail carriers serving the port in 
any one of the zones described above. 


SCALE OF CARTAGE ALLOWANCES PAID BY STEAMSHIP 
LINE TO INDUSTRIES HAVING TRACK CONNECTIONS 
WITH RAIL CARRIERS IN THE PORT CITY 


Zone or District A 

Zone or District B, per 100 pounds (C. L. 
Zone or District C, per 100 pounds (C. L. 
Zone or District D, per 100 pounds (C. L. 
Zone or District E, per 100 pounds (C, L. 
Zone or District F, per 100 pounds (C. L, 


No Allowance 
3 cents 
4 cents 
5 cents 
6 cents 
8 cents 


L.. 
L. 

» oe 

ee 

or L. C. L. 


Des 
a 
Des 
‘7 


TABLE No. 1 


Specific cartage allowances are published applying to ship- 
ments of commodities shipped from concerns or industries some 
of which have actual track connections and others, shipping the 
same commodity from the same district or zone, have no traek 
connections, 

Cartage allowances are paid out of the through rates apply- 
ing from the port city in connection with shipments of certain 
commodities, when the industries shipping them are located 
in the zones specified, drayed to the steamship piers. It is not 
required that the industries receiving the allowances shown in 
Table No. 2 have actual track connections with any rail carrier. 


SPECIFIC COMMODITY ALLOWANCES FOR CARTAGE 


Per 100 Pounds 
(C. L. or L. C. L.) 
3 cents 

3 cents 

5 cents 

8 cents 

3 cents 

3 cents 

3 cents 


Confectionery—Zone or District B 
Lye—Zone or District B 

Roofing Paper—Zone or District D 
Roofing Paper—Zone or District F 
Waste—Zone or District B 

Wall Paper—Zone or District B 
Whiting—Zone or District B 


TABLE No. 2 


A third list of commodities receive cartage allowances out 
of the through rates if trucked to the steamship piers from 
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any industry in the zones indicated. The list includes, among 
other commodities, babbitt metal, elevators, preserves, shoddy 
lining, car springs in carload and less than carload lots, and 
printed matter in carloads only. 

These allowances are designed to offet the advantages of | 
railroad freight stations located in the industrial and commercial 
centers, and to maintain the status of the lower rail-and-water or 
rail-water and rail rates published by the rail and water carriers, 

The tariffs providing these cartage allowances are filed with 
the Commission by the steamship lines. 


Decision of |. C. C. in Southwest Missouri Drayage Case 


The Commission, in its decision in Docket 16901, disapproved | 
a tariff of the Southwest Missouri Railroad providing for the 
absorption of drayage or cartage charges on ore from Pitcher, 
Okla., on the ground that such absorptions of drayage charges 
were violations of section 2 and 6 of the interstate commerce act. 

The Southwest Missouri is an electric railway without spur' 
tracks to the mines in the vicinity of Pitcher. 
construct spurs was applied for by the carrier but the request 
was denied by the Oklahoma commission on the ground that 
two other carriers, the Miami Mineral Belt Railroad and the 


Permission to © 


Northwest Oklahoma Railroad, served the territory adequately. © 


The Southwest Missouri arranged with local teamsters to haul | 
ore from the mines to the cars on the rails of the carriers. | 
The team operators receive 50 cents a ton “turn-around” fee for | 
hauling ore to the rails of all three carriers as no ore is loaded 7 
directly into railroad cars at the mines. 


In addition to this 7 


charge, paid by the shippers to the hauling contractors, who 
hold themselves out to carry ore for all shippers, the Southwest a 
Missouri paid a scale of cartage allowances ranging from 15 © 


cents to 45 cents a ton. Zones were delimited and allowances | 


Shipments from mines in all zones except Zone 1 received al- | 
lowances for drayage from the rail line out of its rates. 


2) 


were graded according to zones from which the ore originated. 7 


The Commission, in deciding that the practice amounted to 7 


rebating and ordering the provisions of the tariffs cancelled, 


stated, in part, that the findings in this case were not to be i 


understood as condemning the practices of the carriers in em- | 


ploying independent private carriers in performing gathering © 
or terminal services nor of drayage absorptions in all cases. 7 


The findings in this case were based on the “peculiar circun- 
stances of this case.’’s 


The delivery of goods to a carrier and the receipt of goods 


from a carrier 
carriers cannot be compelled to pay. 


are duties devolving upon the shipper for which © 


make to shippers allowances based upon the performances by the 


shippers for 
regulate commerce 

When closely analyzed, the tariff under consideration in its pres- 
ent form is nothing more or less than a statement that out of its | 


themselves is for the carriers to violate the act to 


For carriers to undertake to | 


published tariff rate for rail transportation subject to our jurisdiction, |~ 


the Southwest Missouri will make to shippers at certain mines, either f 


directly or through the medium of payments to teamsters employed | 


by and under the direction and control of these shippers, specified | 


rebates varying in amount in inverse ratio with the accessibility of 
such mines to that carrier’s rails, but that shippers at other mines, 
including those nearer to as well as farther distant from its rails, 
will be required to pay the full published tariff rate if they tender to 


a 


the Southwest Missouri at the same loading tracks like traffic for [> 


like transportation subject to the interstate commerce act. 


act is clearly unjustly discriminatory in violation of Section 2 of 
the Act 


The Commission found that competition with other roads 


2, 3 and 4 and lack of competition the reason for failure to 
make any allowances out of the rates on traffic originating at 
zone 1. Competition of carriers was held insufficient reason t0 
constitute such a dissimilarity of circumstances and conditions 


to excuse what would otherwise have been unjust discrimination. 


Commissioner Esch wrote the majority opinion in this case 
and Commissioner McManamy a dissenting opinion in which 
Commissioner Campbell concurred. The dissent took issue 
with the opinion of the majority of the Commission, which held 
that the teamsters were, in fact, the agents of the shippers and 
not' of the carriers, and with the view of the majority that the 
rates were primarily designed to cover transportation over the 
line of the S. W. M. R. R. The dissent pointed out that the 
teamsters receiving the allowance ordered cancelled were not 
in the relationship of agents with the shippers as principals, but 
that the property, while in possession of the carriers, beilé 
hauled, was in the control of the teamsters, who held themselves 
out to haul for all, and that the relationship, therefore, betwee! 
the shipper and teamster was the same as the relationship be 
tween a shipper and a private carrier by railroad. 

The rates, also, out of which the absorptions for cartagé 
allowances were made, were, because of the absorption allow: 
ances, extended to points beyond the reach of the carrier 
rails. The arrangements of the American Railway Express 
Company in connection with the pick-up and delivery of express 
shipments at through rates, including pick-up and delivery, we!é 
cited as extensions of service beyond the rails of carriers sil 


5I. C. C. Docket No. 16901, Drayage Absorptions by Southwest 
Missouri Railroad Company, Mimeographed. 


Such an | 


was the basis for the absorption of drayage charges in zones = 


Dx cembel 
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ilar in principle to the arrangements of the Southwest Missouri 
ordered cancelled by the Commission. 

A literal interpretation of the opinion of the majority of 
the Commission, Commissioner McManamy argued, would, in 
practical effect, foreclose a railroad’s utilization of supplemental 
services. 

It is difficult to reconcile the Commission’s attitude to 
terminal cartage allowances as expressed in the St. Louis cases 
and in the tariffs of the carriers absorbing cartage charges or, 
rather, making allowances to the cartage company in New York 
harbor and at other terminals, with the decision in the South- 
west Missouri absorption case. The distinction between the 
legal and illegal cartage services is a nice one that, perhaps, 
will have further light shed on it in the course of developments 
in store door delivery in the next few years. 


RATES ON PRINT PAPER 


Hearing in Dockets 18597, the Ontario Paper Company, 
Thorold, Ont., and others against the Canadian National Rail- 
ways and others, and 18596, Tonawanda Paper Company (North 
Tonawanda, N. Y.) and others against the New York Central 
and others was held in Chicago before Examiner Walsh, Novem- 
ber 26 and 27. These cases were not formally docketed together, 
but as the testimony for the complainant was put in by a single 
witness, the interveners in one case were nearly identical with 
those in the other, and the defense did not object, they were 
heard together. 

Interveners in 18597 were as follows: Wisconsin Paper & 
Pulp Manufacturers’ Association, represented by J. E. Bryan; 
American Newspaper Publishing Association, of New York, rep- 
resented by W. A. Mathey; St. Regis Paper Company, Water- 
town, N. Y., represented by J. A. Quinlan; International Paper 
Company, New York, represented by A. H. Campbell; the last 
two named companies were also represented by William La Rue; 
G. H. Meade Company, Dayton, O., represented by T. T. Webster; 
Minnesota & Ontario Paper Company, Minneapolis, represented 
by R. J. Henderson. Interveners in 18596 were the same, with 
the addition of the Miami Valley Paper Mills, Ohio, represented 
by J. F. Daugherty, and the West Virginia Pulp and Paper Com- 
pany, represented by C. C. Fergussen, and the exception of the 
Minnesota and Ontario Paper Company. 


The complaint in 18597 alleged that the rate on newsprint, 
in carloads, from Thorold, Ontario, to Chicago are unreasonable 
and unduly preferential of complainant’s competitors in Minne- 
sota, Wisconsin, Michigan and other points in Canada, and un- 
duly prejudicial to complainant. 


BE. M. Antrim, traffic manager for the Tribune Company, 
Chicago, was the witness for the complainant in both cases, the 
two paper companies being subsidiaries of the Tribune Com- 
pany. The present rate from Thorold is 25 cents a hundred 
on newsprint. A rate of 211% cents is asked. Mr. Antrim’s testi- 
mony was directed to showing: (1) a commercial necessity for 
the establishment of a lower rate from Thorold than the existing 
one, (2) comparisons of the rate with those existing from other 
mill points to establish the allegation of prejudice and disad- 
vantage, and (3) to a presentation of the operating and trans- 
portation features involved to show the unreasonableness of the 
existing rate and the reasonableness of the proposed rate. 


He pointed out that the Tribune Company bought the total 
output of the Ontario Paper Company and that, up to 1921, the 
paper company had been expanded as the needs of the Tribune 
Company dictated, but that, since then, due to the unfavorable- 
ness of the rate from Thorold, it had not been possible to con- 
tinue the expansion of the company, and the Tribune had been 
forced to buy paper from competing mills from which more 
favorable rates applied. At present, he said, the Tribune was 
purchasing 34 per cent of its newsprint from competing mills. 

With reference to the desirability of the traffic involved, he 
said that in 1925 the carriers had paid only 16.3 cents a car, 
average damage claims, on 2,994 cars shipped by the Tribune 
from Thorold; that the movement was of clock-like regularity; 
and that the average loading on 2,169 cars shipped the first 
seven months of 1926 had been 52,192 pounds. In a study cover- 
ing 55 days presented by him, one car engaged in the paper 
traffic between Thorold and Chicago had made earnings of 
$1,137.65, while the average earnings of the freight cars on 
Canadian National railways system, over which the traffic 
moved, was $219,115 in the same period. He said a reduction of 
the present rate to the desired 214% cents would mean that the 
Tribune would be enabled to increase the present number of cars 
shipped daily by it. from Thorold from 12 to 20. He said that in 
various negotiations between him and the carriers it had been 
brought out that the carriers feared a disturbance of the present 
eastern adjustment should the Thorold rate be lowered. But, 
he said, the competition to which Thorold was subjected had 
long since moved from the eastern mills to the western mills. 
To substantiate this he introduced an exhibit showing the ship- 
ments into Chicago from eastern mills to have dropped from 
85,000 tons in 1920 to 31,983 in 1925, while shipment into Chicago 
from the western mills had increased from 27,600 tons in 1920 
to 189,200 in 1925. 
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The interveners generally expressed themselves as believing | 

a lower rate from Thorold was justified and as not objecting to 7 
the lower rate asked so long as their rate was not interfere ” 1 








with. However, there was some fear expressed by representa. | 

tives of the industry in Wisconsin and other western mill points 7 M 

that a reduction from Thorold would necessitate reductions from 

other eastern points, and it was stated that, if that were to fol. 

low, the Thorold. rate should not be disturbed. Bi 
R. E. Perry, general freight agent, Canadian National, was 

the defense witness. He presented facts in the history of the 7 

rates on newsprint from the east to show the inter-relation of 

the Thorold rate with the existing structure there and main. © 

tained that, if the complainant’s request were granted, it would ~ v 

be necessary to revise the entire eastern arrangement. He in. ~ . 

troduced exhibits showing the ton-mile earnings, and other rey. ~ 

enue features on the rate from Thorold as compared with that ~ 

from other points, showing that railroad earnings on the traffic 7 

originating at Thorold were not seriously out of line with the ~ 

earnings on other similar traffic. In the main, his position was 7 { 

that reducing the rate in issue would give impetus to present ~ 

agitation for further reductions in the eastern territory, which 7 

reductions he contended were not justified. a 


In No. 18596, the complaint alleges that the rate of 27% | 
cents on print paper from North Tonawanda and Niagara Falls, | 
N. Y., to Chicago is unreasonable and unduly prejudicial of com. 
plainant and asks the establishment of a rate of 24% cents, ~ 
Complainant said the rate complained of was the only case in ~ 
C. F. A. territory where print paper did not move at 3 cents less | © 
than sixth class. Mr. Antrim offered numerous exhibits to show ~ 
that there was no reason for the segregation of North Tona — 
wanda and Niagara Falls in that way, and that, on the contrary, 
every consideration of operating conditions was in favor of the 
movement in issue as set against other points enjoying the lower 
relative rate. A presentation relative to commercial necessity 
was made similar to that made for the Ontario Paper Company. 
It was shown that the development of the mill at North Tona ~ 
wanda was held in check by the unfavorable rate; as a result, 
it was said, the Liberty Magazine company, a subsidiary of the ~ 
Tribune Company through which the Tonawanda Paper Company 
is owned, was forced to buy paper at other competing points. 4 

W. J. Kelly, auxiliary committee, Central Freight Associa | 7 
tion, represented the defense. He made a comparison of rates 
and ton-mile earnings-on printing paper from other mill points ~ 
in which he showed that the ton-mile earnings on the traffic 7 
from North Tonawanda were at present very low. Out of 24 ~ 
origin points listed by him there was only one that showed ton | ~ 
mile earnings on traffic to Chicago lower than from North Tona 
wanda. The ton-mile earnings from North Tonawanda were 
shown to be 10.7 mills. From other origin points they ranged 
upwards to as high as 25.4 mills, on traffic originating at Water- 
vliet, Mich. It was held that, if the rate asked were granted, it 
would be the lowest rate in existence for a similar distance. It 
was contended that a proper basis on printing paper was sixth 
class and that the rates under that were depressed. 


ee 
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LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as | 
of November 1, was 58.6, according to the semi-monthly bulletin 
of the car service division of the American Railway Associa 
tion. By classes of equipment the percentages were as follows: 
Box, 48.4; refrigerator, 54.5; coal and coke, 64.7; stock, 82.8; 
flat, 74.4; tanks and others, 93.4. By districts the percentages | 
for all classes of equipment were as follows: Eastern, 45.7; 
Allegheny, 64.3; Pocahontas, 60.2; Southern, 57.3; Western, 64.8 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership (Class I roads), as of November 1, showed 
the following: Eastern district, 95.2, as against 93.8 a year 
ago; Allegheny district, 100.1, as against 102 a year ago; Poca 
hontas district, 83, as against 71.5 a year ago; Southern district, 
96, against 108.5 a year ago; Western district, 100.2, as against | 
99.8 a year ago; all districts, 97.6, as against 98.6 a year ag0; 
Canadian roads, 97.1, as against 92.7 a year ago. 
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FRUIT AND VEGETABLE SHIPMENTS 


“Carlot shipments of fruits and vegetables were in the mod: 
erate volume customary for late November,” the Bureau of 
Agricultural Economics of the Department of Agriculture said 
in its weekly statement on fruits and vegetables. “Compared 
with a year ago, forwardings of eastern apples, western grapes, 
cabbage, grapefruit, lemons, spinach and potatoes were much 
heavier but other leading products moved less actively.” 

Shipments of leading lines of fruits and vegetables the week 
ended November 27 totaled 12,341 cars, as compared with 17,215 
cars (revised) the preceding week. Shipments were reported 4 
follows: 


Apples, 3,098 cars; cabbage, 485 cars; cauliflower, 119 cars; cele!y: 
296 cars; grapefruit, 665 cars; imports, 32 cars; grapes, 521 cars; gree” 
peas, 69 cars; lemons, 133 cars; lettuce, 438 cars; miscellaneous melons, 
10 cars; mixed citrus fruit, 204 cars; mixed deciduous fruit, 4 cat 
mixed vegetables, 322 cars; onions, 427 cars; oranges, 2,008 cars: 
imports, 15 cars; pears, 77 cars; peppers, 16 cars; spinach, 237 cat: 
string beans, 45 cars; sweet tatoes, 558 


58 cars; tomatoes, 55 cart 
imports, 3 cars; potatoes, 2,558 cars; imports, 151 cars. 
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1,500,000 SQUARE FEET 


OF. 
Modern Fireproof wae Space .n cae Angeles and at the Pert 


Free and U. 8. paws Bonded Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 


We can serve you in some capacity and would suggest that yeu 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 














YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


With Care, Speed 
e and Courtesy 


MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE CO. 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 





The Largest and Finest Hotel in the State 
“The Leading Hotel of Denver” 


“CHIEF”? GONZALEZ and HIS ‘‘ROYALS”’ 
EVERY EVENING 


CHARLES F. CARROLL, General Manager 


The “‘Metropole” is now an Annex to the ‘‘Cosmopolitan” 
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Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—mHAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 


S. S. COLOMBIA........... December 11 December 13 
S.S. VENEZUELA.......... December 31 January 2 
S. S. ECUADOR .........00.0% January 22 January 24 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 


ICES 
2 Pine Street, San Francisco, Cal. 


OFF 
350 Marquette Bldg., Chicago, III. 
10 A rete 548 So. Spring St., Los Angeles, Cal. 


ver Sq., New "York, N. Y. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


Middlesex Transportation Co. 
PIER 13, NORTH RIVER, NEW YORK CITY 
Operates Daily (.&*7",) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


HARTMAN’S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 


LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
EASY TO READ AND ALWAYS UP TO DATE 


41 Park Row, New York 


W. J. HARTMAN, Publisher 


732 Federal St., Chicago 
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RECIPROCAL DEMURRAGE 


Editor The Traffic World: 

Having read the articles by Mr. Moore and others in the 
Open Forum regarding reciprocal demurrage, wish to advise 
that in 1907 the Minnesota legislature enacted a law on this 
subject which was ideal, as it covered delays of every nature 
by carriers and provided a penalty of $1 for every 24-hour delay, 
which penalty was the same as shipper’s rate of demurrage 
at that time. 

This law was declared unconstitutional and void by the 
United States Supreme Court, 226 U. S. 426 Sup. Ct. Rept. 174, 
reversing Hardwick Farmers’ Elevator Co. vs. C. R. I. & P. Ry. 
Co., 110 Minn. 25. 

This law was chapter 23, General Laws of Minnesota for 
1907, and, considering the reasoning of the court, it would ap- 
pear to be difficult to establish reciprocal demurrage. 

J. F. Adams, Traffic Manager, 


Delmar Company. 
Minneapolis, Minn., Nov. 30, 1926. 


EQUITY POWER OF COMMISSION 
Editor The Traffic World: 

Referring to Mr. Garber’s query as to the equity power 
of the Commission, how far it extends, etc., in considering ques- 
tions involving the sixth secton of the act only: 

The decision referred to is now reported in 118 I. C. C. 157, 
and the quotation from Mr. Woodlock is contained in a separate 
paragraph. While the case in question alleges a violation of 
sections one and six, the conclusion of the Commission deals 
only with the sixth section. 

In view of the masterful decision rendered by the Com- 
mission in the A. J. Poor grain case, 12 I. C. C. 418, its strict 
adherence to the principles laid down in that decision and of 
the various decisions of the supreme and federal courts in 
upholding and enforcing the rates as published in the tariffs, 
it cannot but cause confusion and uncertainty as to what rates 
are to be applied under some of the recent decisions of the 
Commission. 

If shippers are required to apply tariffs according to the 
canons of construction laid down by the carriers or to ascer- 
tain just what the carrier intended to publish or apply, which, 
by the way, was so severely condemned by the Commission in 
Newton Gum Company vs. C. B. & Q., 16 I. C. C. 341; Haskew 
Lumber Company vs. N. Y., C. & St. L., 34 I. C. C. 333, and Chelsea 
Refining Company vs. Mo. Pac., 38 I. C. C. 28, it will bring into 
being a new policy which will impose great hardships upon the 
shipping public. 

If it can be assumed that the previous decisions of the 
Commissior and of the various courts are correct in holding 
that tariffs must be applied as published, without regard to in- 
tention, the interpretation given by the shipper or by the carrier, 
then it must be apparent to everyone that the recent decisions 
of the Commission on this subject are leaning very heavily 
toward a perversion of the law. 


T. C. Elliott, Traffic Counselor. 
Washington, D. C., Nov. 29, 1926. 


SHALL WE MOVE THE ATLANTIC? 
Editor The Traffic World: 

Take any map of North America and note the confluence of 
the Ohio and Mississippi rivers. Take a map showing the classi- 
fication territories and review the rate situation in the United 
States with respect to the junction of the two great rivers. 
Spot the raw materials essential to our greatest manufacturing 
institutions doing an export, coast-wise, and domestic business. 

The average yearly outlet to the Gulf of Mexico from Cairo, 
Illinois, is 365 days, with a channel equivalent to sixteen double- 
track railroads and a depth of not less than nine feet. No city 
will ever hold the unique position of Cairo, Ill., with respect to 
its geographical location and transportation facilities. Ocean 
going vessels may now enter the port of Cairo, Illinois. 

It is humanly impossible to move the Atlantic inland beyond 
Cairo, Ill., 365 days each year without resorting to some method 
of heating the water. Nature took care of a waterway, Cairo to 
the Gulf, by providing the flow of warm southern waters into 
the Ohio River above Cairo. 

In actual practice, what controls the location of industries? 
The city of Cairo offers advantages that will never be equaled 
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by any other in North America, in so far as service and trans- 
portation costs of raw materials and manufactured commodities 
is concerned. The industrial activity in Cairo, Ill., is confined 
to lumber, wood-working and grain. Who can explain why in- 
dustries do not take advantage of Cairo’s location instead of 
building their plants where practically their entire transporta- 
tion is by rail? 
Ray Williams, 
Traffic Manager, Cairo Association of Commerce. 
Cairo, Ill., November 26, 1926. 


LIQUOR AND THE RAILROADS 
Editor The Traffic World: 

The article in the November 6 issue on “Liquor and the 
Railroads” attracted my attention, and more so, since receiving 
the November 27 issue in which Mr. W. D. Van Schaack ex- 
presses his views on the situation. 

Who is to blame for this condition? Are traffic representa- 
tives of railroads generally considered peddlers of bootleg 
whisky? Do industrial and commercial men shun these abom- 
inable railroad men? They do not. The consensus of opinion 
and known facts are that many welcome these railroad repre- 
sentatives with open arms. 

Many industrial and commercial men hinge their decisions 
as to what railroad they will give their competitive business, 
depending on which one furnishes the most and best liquor. 

This does not affect all commercial and industrial traffic 
men. There are plenty that give thought and consideration to 
the railroad that gives the “best service’ and disregards the 
practice of the so-called “bootleg railroad representative.” 

Putting two and two together, the industrial and commercial 
organizations and railroads in general are to blame. I feel the 
day is swiftly approaching when traffic will be solicited in the 
correct manner, likewise given in the correct manner. 

‘Chicago, November 30, 1926. Vincent Seiler. 


WESTERN TRAFFIC FIGURES 


According to figures by George A. Leithner, district man- 
ager, American Railway Association, California showed an in- 
crease of 65,775 loaded cars the first ten months of 1926 as com- 
pared with the same period in 1925, which, the statement says, 
establishes another high record for the transportation of Cali- 
fornia products. Figures covering the entire territory under 
Mr. Leithner’s jurisdiction, which includes Nevada, New Mexico, 
and Arizona, show loadings for 1926 of 1,672,875 cars, and for 
a similar period in 1925 of 1,599,792 cars, an increase of 73,083. 
Of these figures, says the statement, California’s loadings are 
90 per cent. 

The statement further says that, among the perishables, 
oranges and vegetables showed the greatest increase with figures 
of increased loadings of 13,923 and 11,146, respectively. Another 
record is recorded in the statistics relative to car supply and 
locomotive equipment, conditions showing a better equipment 
status on the part of the carriers than ever before. 


CAR SUPPLY 
As of November ist—All Surplus 
1926 1 


925 Ince. Dec. 
IR alia iia os ore a aco eva mis at gatomnenne asia oats 4,390 3,126 1,264 sree 

II, © 55.4 66-4 occa uae plereis eit ealumters 5,007 1,010 6,017 
eR ee eee. Cee ee 1,451 375 1,076 ae 
IN, Feed, aren ara ares aerate eral ee o-alermimiel wis oimeraxe 2,698 3,082 Serare 384 
BENE. ialaoidis ial <cane o-ceie sia eiawin oie si sieimnvieeewarate 601 945 reais 344 
EE “apne Nacete alo sire ne ucas wees oeeeae 493 162 331 mere 

UE adnwiecsienewsbcsethcmeeneraneous 14,640 6,680 7,960 

LOCOMOTIVE EQUIPMENT CONDITION 
As of November ist 
1926 1925 Ine. 


‘ Dec. 
WOOT ON THOR. ois 6 cc cet iciieccsccsscaee 1,547 31 eee 
WUMDCF METVICEADIS ..0.0cccccccccseceree 1,348 1,330 18 
Number stored serviceable ............. 40 18 22 

This is a decided gain over last year’s serviceable locomotive 
equipment. 

Percentage of bad order freight cars to total cars on line shows a 
percentage of 5.5 which is normal and a decided gain for the better 
over the past year. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 









FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 
CANAL ZONE — 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 








17 Battery Place................... New York, N. Y. 
321 St. Charles Street.............. New Orleans, La. 
EER Boston, Mass. 
Stemenstie Building.................... Chicago, IIl. 


Huff Shipping Company........ San Francisco, Cal 


hip ae Water 


mS S “DIFFERENTIAL RATES” via 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Pa. Pittsburgh, Nerfelk, 
39 South St. — Drexel Bldg. Oliver w B > 


And at our Branch Offices at ports of call, etc. 
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FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 
Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A.W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 


MEMPHIS, TENN. 


GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 
THE STEELE STEAMSHIP LINE, INC. 

15 Moore Street New York, N. Y. 

H. H. KENNEDY, ee Western Agent 
320 Merchants a Buildi 

_ SMITH, General Agent 

209 South La Salle Guan 


St. Louis, Mo. 
Chicago, III, 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
Ip him in his work. ‘ ; 

The right is reserved to refuse to answer in this department any f 
question, legal or traffic, that it may — to us unwise to answer i 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Order Notify Shipments 

Maryland.—In replying to your question on page 1262 of the 
November 27, 1926, Traffic World, under the above caption, we 
overlooked that clause of Section 2 of Rule 6 of Consolidated 
Freight Classification No. 4, which reads: 


When consigned ‘“‘To Order’ it must be so marked, and further 
marked with an identifying symbol or number which must be shown 
on shipping order and bill of lading. 

Limitations—Misrouting 

Tennessee.—Question: A carload shipment of marble loaded 
in Missouri for a point in Tennessee, bill of lading routing reads: 
“Best and cheapest route.” The initial line could deliver to 
connection at either St. Louis or Memphis. Shipment moved 
St. Louis gateway on a 374-cent rate, correct rate via that gate- 
way was 36 cents. The correct rate via Memphis gateway was 
30 cents. Freight bill was revised and claim based on the 30- 
cent rate; the three-year statute of limitations in which fo file 
overcharge claims would expire one month after the filing of 
the claim. 

The delivering line with whom the claim was filed decline 
any liability, because the claim was not filed within two years, 
claiming that the statute of limitations on misrouted shipments 
is two years. The delivering line is a party to the tariff naming 
the rate from both St. Louis and Memphis. Now, since the 
initial line erred in delivering shipment through the cheapest 
gateway, can the delivering line evade the payment of the over- 
charge, using the misrouting statute of limitations (two years) 
as grounds for not paying the claim? 

Answer: In Brown Coal Company vs. Director-General, 87 
I. C. C. 130, the Commission said: 


It’s (complainant’s) contention is that the damage resulting 
from this alleged misrouting constitutes an overcharge within 
the meaning of section 206 (c) of the transportation act, 1920, as 
informally on several occasions and have found that such dam- 
ages are not “overcharges above the legal tariff charges” as 
amended February 24, 1922. We have considered that question 
contemplated by that amendment. 


See also, in this connection, Armour & Company vs. Director- 
General, 107 I. C. C. 310. 

We locate no case which involves a construction of para- 
graph 3 of section 16 of the act, the provisions of which would 
govern a shipment which moved after the period of federal con- 
trol. Wes, however, have no doubt that the Commission would 
apply the principle of its findings in the above referred to cases 
to a claim for reparation based upon misrouting of a shipment 
which moved after the period of federal control. In this con- 
nection see Jos. Gentile Co. vs. American Railway Express Co., 
109 I. C. C. 171, in which the Commission holds that as to a 
shipment which was delivered August 20, 1922, and as to which 
a claim was filed February 13, 1925, was barred from considera- 
tion by the Commission, the complaint for the recovery of dam- 
ages not having been based on an overcharge. 


Conversion—Liability of Carrier 

Colorado.—Question: We would appreciate your answer to 
the following: 

We shipped two carloads of potatoes to the same destination 
which, for the sake of a destination, let us call Chicago. One 
car was routed via the C. & N. W.; the other via the C. M. & 
St. P. The latter car was not accepted and the shipper received 
notice that the car was on hand at destination undelivered. 
The shipper notified the C. M. & St. P. to take up the matter 
with the broker who sold these cars and see what disposition 
could be made. The shipper also wired to the broker the C. & 
N. W. Railroad authority to deliver car so and so, which was 
the car on the C. M. & St. P. tracks. 

The C. M. & St. P. delivered this car to the broker, although 
the C. M. & St. P. had no other authority to deliver than the 
North Western authority given in the telegram to the broker. 
There was a possibility of the broker changing the wire to read 
Cc. M. & 8t. P. 

Is the C. M. & St. P. liable for acceptance of the C. & N. W. 
authority to deliver the car or is it liable even if the broker 
changed the telegram giving the C. & N. W. authority to deliver 
the car? The telegram, of course, would show if it was changed 
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after the telegram was received. The telegram authorizing the 
C. & N. W. to deliver the car that was on the C. M. & St. P. 
tracks gave the car number and initials correctly. 

Answer: In the event of the refusal of a shipment by the 
consignee thereof, the carrier should seek disposition instruc- 
tions from the owner thereof, who is presumably the consignor 
of the shipment, and therefore whether or not the carrier is 
liable in the instant case to the shipper is dependent upon 
whether or not he made disposition of the shipment in accord- 
ance with the instructions of the consignor, assuming, as we 
understand to be the case, that title to the goods was in the 
consignor after refusal of the goods by the original consignee. 
That is, the wire must have constituted disposition instructions 
to the carrier as to the particular shipment. 

Whether the carrier was justified in delivering the shipment 
in question to the broker depends, of course, upon whether the 
shipper’s wire to the broker constituted disposition instructions 
to the carrier in that it showed that the broker was the party 
to whom the shipment was to be delivered and authorized the 
delivery thereof by the carrier to the broker. 

Necessarily the language of the wire must determine this 
matter. 

Tariff Interpretation—Application of Rule 5 (b), Tariff Circular 
18-A—Routing Instructions Given by Shipper Complete and 

Do Not Include Line Over Whose Station the Lowest Com- 

bination Makes 

Missouri.—Question: We attach a copy of bill of lading for 
car of bran shipped from Kansas City to Greensboro, N. C., on 
which tonnage was presented for wheat originating Garfield, 
Kan., on the A. T. & S. F., routing being shown “Rock Island” 
and the delivering carrier “Southern.” It is further stated that 
freight is to be prepaid to Memphis. 

The idea of the shipper was to prepay freight to Memphis 
based on balance of rate applying from point of origin to Mem- 
phis and that the consignee would pay the freight beyond 
Memphis. 

The Rock Island connects with the Southern Railway at East 
St. Louis, but the rate applicable from point of origin to Mem- 
phis, published in Santa Fe Tariff 7481-J, is applicable in con- 
nection with the Rock Island to East St. Louis, thence M. & O. 
or I. C. Rate to Memphis does not apply from point of origin 
via Rock Island-East St. Louis-Southern. 

The Rock Island insists that Ohio River combination must 
be applied. That basis is the same as Memphis combination 
using proportional, but much higher than rate applicable using 
transit to Memphis. 

It appears to us that there should be no question but that 
Memphis combination is applicable. Please let us have your 
ruling, quoting Interstate Commerce Commission rules or deci- 
sions to support your views. 

Answer: In the event that, under the routing provisions 
of the tariff to which you refer and the routing specified in the 
bill of lading, the rate is not applicable via the Rock Island 
direct to Memphis, Tenn., at which point delivery could have 
been made to the Southern Railway direct, it is our opinion 
that under the Commission’s findings in Liberty Oil Company 
vs. Drector-General, 64 I. C. C. 289, 69 I. C. C. 96, and 80 I. CG. C. 
209, the Memphis combination is applicable on a shipment mov- 
ing through St. Louis where delivered to the Southern Railway 
at that point. In this case the lowest combination rate which 
could be checked between Iowa Park and New Orleans was made 


‘by taking the rate from Iowa Park to Petrolia, applying via 


Ft. W. & D. C., Wichita Falls, clo the W. V. Ry. and add to that 
the rate from Petrolia to New Orleans applying back via the 
W. V., thence Ft. W. & D. C. to Fort Worth, clo connections. 
You will note the Commission in this case held that the Petrolia 
combination would apply on these shipments which were spe- 
cifically and completely routed, and from which routing instruc- 
tions the Wichita Valley Railway was omitted by the shipper. 
The Commission, in this report, is applying to the movement 
rates which require an additional carrier not specified in the 
shipper’s routing instructions and not necessary to make the 
routing complete. It quotes rule 5-B, Tariff Circular 18-A, as 
authority. 
Routing and Misrouting—Conflict Between Rate and Route 
Specified by Shipper in Bill of Lading 
Tennessee.—Question: Kindly advise reference to case 
where Commission has held where a rate and route are inserted 
in a bill of lading, but rate is not applicable via any route 
whether or not it is incumbent upon the carrier to so notify 
shipper or be liable for lowest rate origin to destination. 
Answer: In the event that a route and a rate which is 
not applicable via any route are shown in a bill of lading and 
a lower rate is applicable via a route other than that specified 
in the bill of lading, under the findings of the Commission in 
Union Sawmill Company vs. St. L. I. M. & S. Ry. Co., 40 I. C. C. 
661, it is the duty of the carrier to direct the shipper’s attention 
to the conflict so that the shipper may have the opportunity to 
take advantage of the lower rate. 
Tariff Interpretation—Combination vs. Through Rate 
New Jersey.—Question: The first class rate from Indianap- 
olis to Abilene, Kan., is made up of combinations on the Mis- 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


SULANIERCO December 15th 
SUMANCO December 29th 


GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From From 
Mobile New Orleans 
SUNELSECO Dec. 14th Dec. 18th 
SURAILCO Jan. 4th Jan. 8th 
SURICO Jan. 18th Jan. 22nd 





COASTWISE GULF SERVICE 
From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 
Sailings every 10 days 


TRANSMARINE LINES 


. General Offices: 
Port Newark Terminal 5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 


s Beaumont, Buffalo, Chicago, Los Angeles, Mobile 
New Orleans, Pensacola, Pittsburgh, San San Franelsce. 


ORIENTAL BUYERS 
DEMAND 


SPEED! 


Satisfy the demands of your Oriental cus- 
tomers by giving them fast freight service 
across the Pacific. Quick deliveries mean 
More Business! ADMIRAL ORIENTAL 
LINE ships sail every twelve days from 
Seattle, and cross the Pacific by THE SHORT 
ROUTE to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detreit, Chicage, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victeria, B. C. 


SEATTLE, WASH. 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York -Cupa-MEXIiGAN GULF PorTs 


NEW YORK—HAVANA 


Weekly Sailings on Saturday for Passengers and Freight 


NEW YORK—HAVANA—MEXICO 
Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO, VERA CRUZ 
and TAMPICO, MEXICO 


lor Passengers—Fortnightly. For Freight—Weekly. 


Additional Freight Service 


Sailings on Thursdays 


NEW YORK TO CUBAN SOUTHSIDE PORTS 
Weekly sailings to Santiago, Cuba. 
Fortnightly sailings to Cienfuegos, Guantanamo and Manzanillo, Cuba. 


Monthly sailings to Puerto Mexico, Mex. 
Full information on request 


AGENCIES: 
jm ll., 1501-2 Marquette Bldg., M. L. Schultz, Western Traffic Agent. 
Buffalo, N. Y., 408 Prudential Bldg., L. L. Lancaster. 
New York, N. Y., Pier 14, East River, Wm. Imlay, Agent. 
Philadelphia, Pa., Texas Transport & Terminal Co., The Bourse. 
San Francisco, Cal., Davies Turner & Co., 110 California St., C. A. Anderson, 
Pacific Coast Manager. - 
Havana, Cuba, Compostela y Desemparado, Wm. Harry Smith, General Agent for 
Cuba. 


Mexico City, Cinco de Mayo No. 16, R. ©. Burns, General Mexican Agent 
Liverpool, Eng., Dock Board Bldg, Benj. Ackerley & Son, General European Agents. 


ROCHESTER, N. Y. 


~B.R.& P. WARE HOL S| 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


‘Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. War ehouse, Inc., a <A 
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sissippi River, observing as maximum rate to South Yard, Kan., 
$2.28 per 100 pounds, which rate is published in E. B. Boyd’s 
Tariff 97-A, I. C. C. 1656, item 305. 

As the combination rate exceeds the South Yard maximum 
rate, the latter applies, but B. T. Jones’ 418-A, I. C. C. 1701 names 
first class rate of $1.37 from Indianapolis to Kansas City, plus 
first class rate from Kansas City to Abilene of 78 cent per 100 
pounds. C. R. I. & P. Tariff 25000-G, I. C. C. 11453, names 
through first class rate of $2.15 per 100 pounds. 

In your opinion, can the Jones-C. R. I. & P. combination be 
used in lieu of the rate named in Boyd’s tariff? 

Answer: Note 1 of section A and note 3 of section B of 
Agent Boyd’s tariff to which you refer reads as follows: 


Note 1—If the rates authorized in section B of this item make 
a lower charge than the rates authorized by this section (A),” the 
rates authorized by section B will apply. 

Note 3—If the rates authorized in section A of the item make 
a lower charge than the rates authorized by this section (B), the 
rates authorized by section A will apply. 


Under the heading, ‘Combination Basis for Making Through 
Rates” the following statement appears: 


The lowest combination of rates over the route of movement 
applies from all points of origin to all points of destination named 
in this tariff, but if the through rate so made exceeds the specific 
through rate published from the same point of origin to the same 
point of destination in sections 1, 2 or 3, the rates named in 
sections 1, 2 or 3, whichever is lower, will apply. 


Inasmuch as there is no designation of what combination 
may be used, it is our opinion that a combination based upon 
the rate to Kansas City plus the rate beyond that point may 
be used. 

Tariff Interpretation—Combination Rates 

Tennessee.—Question: Of the numerous orders issued by 
the Commission covering reparation on shipments where the 
Sligo rule was the basis for the reparation and the carriers 
refused to refund, has the matter been adjudicated before any 
court? 

As the order would be prima facie before a competent court, 
how could the merits be gone into in view of the fact the car- 
riers had not appealed the order? 

Answer: There are now, as we understand, several cases 
before the courts involving the enforcement of the Commission’s 
order based upon the principle of the Sligo case, but, so far 
as we are aware, none of these cases has reached a final con- 
clusion, that is, none of them has reached the Supreme Court 
of the United States. 

With respect to the question of whether or not the merits 
of the case can be gone into by the courts, see the decision of 
the Supreme Court of the United States in Penna. R. Co. vs. 
Jacoby & Co., 242 U. S. 89, on page 94 of which case the court 
said: 

Section 16 of the act makes the findings and orders of the 
Commission prima facie evidence of the facts therein stated, and 
it may be conceded that if no testimony was offered in the case 
to overcome the prima facie case thus made, the orders of the 
Commission would be controlling and determine the amount of 
recovery. The prima facie character of the findings of fact and 
award of damages by the Commission was established upon full 
eo po of the subject in Meeker vs. Lehigh Valley R. R. 
Co., 236 U. 412, 431, and second Meeker case, 236 U. S. 434. This 
court saitl, 4 Mills vs. Lehigh Valley R. R. Co., 238 U. S. 473, 481, 
after quoting from the Meeker case, supra, “the statute was not 
concerned with mere forms of expression and, in view of the 
decision that a finding of the ultimate fact of the amount of dam- 
age is enough to give the order of the Commission effect as prima 
facie evidence, we think that the court did not err in its ruling. 


The statutory provision merely established a rule of evidence. 
It leaves every opportunity to the defendant to contest the claim.” 


Stoppage in Transit 

New York.—Question: We made a carload shipment of dry 
agricultural insecticides, N. O. I. B. N., weighing 40,054 pounds, 
from Middleport, N. Y., to Gays Mills, Wis., bill of lading read- 
ing C. M. & St. P., with stop-off at Madison, Wis. 

As it developed the C. M. & St. P. does not grant any stop- 
off privileges on our material over their line. The car, however, 
was stopped at Madison for partial unloading and then forwarded 
to destination. 

We have a rate from Middleport, N. Y., to Gays Mills, Wis., 
of 651% cents cwt., made up as follows: Middleport, N. Y., to 
Lockport, N. Y., fifth class 11% cents cwt. N. Y. C. Tariff, I. C. C. 
12620, and 54 cents cwt. beyond, Jones’ Tariff I. C. C. 1500. 

We are now presented with undercharge bill in amount of 
$134.18, based upon a rate Middleport, N. Y., to Madison, Wis., 
of 55% cents cwt., fifth class, as published in Wilson’s I. C. C. 
A-94, and local rate of 33% cents cwt. from Madison, Wis., t 
a Mills, Wis., as published in C. M. & St. P. Tariff I. C. C. 
5273. 

Our customer paid $222.30 freight charges on shipment in 
question upon arrival of car, based on rate of 55% cents cwt. 
to Madison, Wis. We have agreed to pay the difference be- 
tween 55% cents and 65% cents, which the railroad has a right 
to collect. 

We have refused to pay the bill for undercharges, in amount 
of $134.18. We believe we are within our rights in refusing 


THE TRAFFIC WORLD 


Vol. XXXVIII, No. 23 


to pay this undercharge, as we maintain the C. M. & St. P. had 
no right to stop this car at Madison, Wis., without first taking 
the matter up with us, inasmuch as their road did not accord 
a stop-off privilege on our material. 

We would appreciate, if you will let us have your opinion 
in this matter, as to whether we are right or wrong in refusing 
to pay this undercharge, quoting any case on record which covers 
this point. 

Answer: It is our opinion that under the Commission’s find- 
ings in Apperson Brothers Automobile Co. vs. L. E. & W. R. Co., 
81 I. C. C. 392, the undercharge referred to in your letter is due 
and payable. 

You will observe that in this case the shipper was errone- 
ously informed that a stop-off was permitted under the ap- 
plicable transcontinental tariff, but the Commission held that, 
irrespective of the rate quoted, the legal rate must be paid by 
the shipper and collected by the carrier. 

We are of the opinion that no obligation rested upon the 
carrier’s agent to inform you that the through rate could not 
be protected on the shipment in question by reason of the fact 
that the bill of lading contained a notation for the stopping of 
the shipment for partial unloading at a point en route to the 
billed destination thereof. 

Freight Charges—Recovery of Prepaid Charges on Insured 
Shipment 

Connecticut.—Question: We are interested in a shipment 
moving via coastwise steamer from Boston, Mass., to Miami, 
Fla. The said consignment was totally lost in a fire which 
destroyed the steamer. The carrier denied liability and were 
well within their rights in so doing. It appears, however, that 
the freight charages on the shipment were prepaid and this 
charge was to be assumed by the shipper; in other words, the 
shipment was invoiced to the consignee and did not show the 
prepaid freight charges, as they were to be assumed by the 
shipper. 

A claim was entered against the carrier for a refund of 
these prepaid charges, which they will not allow, contending 
that as the shipper had collected the invoice value from their 
insurance, carrier, no refund was in order, as they obtained the 
same sum which they would have received had the consignment 
been delivered. 

Our contention was-that, irrespective of the invoice value, 
the freight charages had not been earned by the carrier and 
under the circumstances it was their duty to refund same. 

May we kindly have your opinion on such a case, with any 
citations you may quote bearing on the subject? 

Answer: With respect to this question, see Dorff vs. Taya, 
185 N. Y. S. 174. In this case it was held that in an action 
against a carrier for prepaid freight, on the carrier’s failure to 
deliver because of destruction of the goods, that the shipper 
had received insurance for loss of the goods, and had assigned 
claims against the carrier to the insirer, was no defense, where 
the insurer had assigned the claim to the plaintiff. In the 
course of its decision the court said: 


The defense further alleges an insurance of the goods, to- 
gether with the prepaid freight; that after the loss of the ship 
the insurance company fully indemnified the holder of the bill of 
lading, and paid to the said holder all losses sustained, and an 
assignment to the insurance company of any and all rights and 
claims which he might have against these defendants. 

In so far as the defense sets up the insurance and assignment 
to the insurance company, it is insufficient, as the complaint al- 
leges such assignment and an assignment by the insurance com- 
pany to plaintiff; that there has been a mesne assignment of a 
cause of action is not a defense, if the complaint alleges an 
assignment by the mesne assignee to the plaintiff prior to the 
commencement of the action. 


See, also, 


in this connection, the following decisions which 
hold in effect that by the American law, freight is due only if 
the goods are carried to destination and, even if prepaid, may 
be recovered back on the failure to make delivery, unless expressly 


otherwise provided in the contract. See Burn Line vs. U. S. & 
A. S. S. Co., 162 Fed. 298, certorari denied, 212 U. S. 580; The 
Pehr Ugland, 271 Fed. 340; The Cataluna, 262 Fed. 212; Norton- 
Crossing Co. vs. Martin, 81 Sou. 71. 
Liability of Carrier for Error in Billing Order Notify Shipment 
to Non-Agency Station as Open Shipment 

Louisiana.—In connection with our answer under the above 
caption on page 1146 of the November 13, 1926, Traffic 
World, see Dodge & Dent Mfg. Co. vs. Penna. R. Co., 162 N. Y. S. 
549, in which the court held that the return of a draft and Dill 
of lading to a shipper, with notice that the draft had not been 
paid, was notice to the shipper that the goods had not been 
accepted or delivered by the consignee. 

Tariff Interpretation—Combination Rate Rule 

California —Question: F. L. Speiden’s Tariff No. 2-E, I. C. 
C. No. 772, in item 653, contains the following note in rules goVv- 
erning the construction of combination rates: 

The above applies to all rates on all articles covered by com- 
modity lumber tariffs. 

Carrier has declined claim carload of lumber and doors, 
advising that combination rate governed by B. T. Jones’ Tariff 
No. 228 does not apply on doors, account section No. 4, read- 
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A MISSING § 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The | raffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 


to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Leonard’s 
Routing Guide 


Rate Book 


FREIGHT, — - PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
New York Chicago 


In the Heart of New York State 


Broad Street Warehouse Corp’n 
700 Broad Street 


Rome, Watertewn and Ogdensburg» 
York, Ontario and Western R. — 
Delaware, Lackawanna and West 
R.R. Daily Trolley Freight Servic 
and Aute Trucking to all principal 
cities in state. 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 

space. Private railroad sidings. Am- 

ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, WN. Y. 
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ing, “that combination rate will apply on lumber and articles 
taking arbitraries over lumber rate, also other forest products 
on which rate is not higher than lumber rate.” 

Will you please advise your opinion on application of Jones’ 
rule to destination governed by I. C. C. No. 772? 

Answer: In item 653 of Agent Speiden’s I. C. C. No. 772, it 
is provided that— 

Except as otherwise noted, rates on: * * * Lumber and 
forest products (see note), L. C.: * * * are subject to Rules 
for Constructing Combination Rates as provided in Agent B. T. 
Jones’ Tariff No. 228, I. C. C. No. US-1. 

Note—The above applies to all rates on all articles, covered by 
commodity lumber tariffs. It also applies to rates on the follow- 
ing wooden articles in carloads, where commodity rates thereon 
are published in other tariffs: Tan bark, box material, etc. (doors 
are not included in the list). 

In section 4 of Agent Jones’ I. C. C. US-1, with respect to 
lumber and forest products, carloads, it is provided that: 

Where no published through rates are in effect from point of 
origin to destination on lumber and articles taking same rates, or 
arbitraries over lumber rates, also other forest products, on which 
rates are not higher than on lumber, carloads, and two or more 
commodity rate factors (see note) are used in arriving at the 
through rate for a continuous rail shipment thereof, such through 
rate will be arrived at in the following manner (either where 
such commodity rate factors cover entire haul from origin to des- 
tination, or where used in connection with one or more class rate 
factors): 

It will be observed that the provisions of section 4 of Agent 
Jones’ I. C. C. No. US-1 are applicable to “other forest prod- 
ucts, of which rates are not higher than on lumber, carloads,” 
whieh might well include doors, but inasmuch as item 653 of 
Agent Speiden’s Tariff I. C. C. No. 772 states what lumber arti- 
cles are subject to the combination rule, the provisions of this 
item, in our opinion, determine what lumber articles are subject 
to the combination rule, to the exclusion of the provisions of 
Agent Jones’ I. C. C. No. US-1, which is. quoted above. 

Therefore, unless doors are covered by commodity lumber 
tariffs, the provisions of item 653 of Agent Speiden’s I. C. C. 
No. 772 are not, in our opinion, applicable thereto. 


Notice of Claim—Prepaid Shipments 

Massachusetts.—Question: On February 16, we made a car- 
load shipment to A Co., New York, N. Y., for Antofagasta, South 
America, of 224 cases. copper bars. Upon arrival at New York 
the Chile people received only 223 cases, from the railroad com- 
pany and claimed there was a shortage of one case. The rail- 
road company’s delivery tag called for 223 cases. 

We did not enter claim at once, as we thought the missing 
case might turn up and we did not hear anything until they 
had report from their place in South America, and they wrote 
us September 30, that the missing case was not located. We 
entered claim October 22, and are inclosing copy of the railroad 
company’s letter stating they are not in a position to give this 
claim favorable consideration on account of not being entered 
within six months of date of shipment. As far as we understand 
the reading of section 2, paragraph (b), the time on export ship- 
ment is nine months. 

Will you kindly advise us if we are correct in the reading 
of this paragraph, and if the railroad company can refuse to 
honor our claim? 

Answer: We can locate no opinion of the Commission nor 
decision of the courts in which the provisions of paragraph (b) 
of section 2 of the Uniform Bill of Lading Contract Terms and 
Conditiqns as to the time within which a claim for loss, injury 
= = to an export shipment must be filed, have been con- 
strued. 

Whether or not the six months’ period or the nine months’ 
period as prescribed in paragraph (b) of section 2 is applicable 
to the shipment in question, is dependent upon whether or not 
the shipment was an export shipment or a domestic shipment. 

In several cases the Supreme Court of the United States has 
had before it the question of whether or not a certain move- 
ment was domestic or export. See Railroad Commission of 
Louisiana vs. T. & P., 229 U. S. 336; F. & N. O. R. R. Co, vs. 
Sabine Tram Co., 227 U. S. 111; Sou. Pac. Term. Co. vs. Inter- 
state Commerce Commission, 219 U. S. 498. 


The nature of the shipment, whether domestic or export, 
is determinable from the intention of the shipper at the time 
the shipment was delivered to the carrier for transportation. 
If, in the instant case, there was an intention to make an export 
shipment at the time the shipment left point of origin, such a 
shipment was an export shipment as to which the period of 
nine months for filing of claim as prescribed in paragraph (b) 
of section 2 of the Uniform Bill of Lading Contract Terms and 
Conditions is applicable. 


Liability of Carrier for Injury to L. C. L. Shipment Accepted 
for Delivery at Non-Agency Station Contrary to Tariff Pro- 
vision 
Virginia.—Question: 

in the following case? 
One of our customers requested us to make a less-carload 

shipment to a certain point, which was shown in F. A. Leland’s 

Official List of Open and Prepay Stations as being a non-agency 

point, and only carload shipments handled, as there was no 

warehouse or platform to accommodate less-carload shipments. 

The railroad had advised us on previous occasions that they 


Kindly advise us who is responsible 
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_ to that point (he lives some distance from there) it rained very 
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would not accept less-carload shipments to this point, but in 
this instance our billing department overlooked this fact and 
made the bill of lading read to this point. 

The railroad agent signed the bill of lading without saying 
anything about it. When the train reached this point, the con. 
ductor put the shipment off and before the consignee could get 





























hard and damaged the shipment. 

Answer: Had the tariff stated that L. C. L. shipments would 
be accepted at shipper’s risk after delivery at non-agency sta. 
tions, which rule applies in case of shipments to non-agency 
station in the absence of such a statement, the shipper would 
have no claim, it is clear. 

However, inasmuch as the tariff states that L. C. L.. ship. 
ments will not be accepted, the shipper, had carrier directed his 
attention to tariff provision would probably have made :other 
arrangements, such, for instance, as shipping to the nearest 
agency station. 

Nevertheless, inasmuch as the tariff gave notice to the ship. 
per that L. C. L. shipments could not be made to the point to 
which shipment was consigned by shipper, he was, in effect, put 
upon notice that shipment would be handled at his risk. 

On the other hand, the carrier, by accepting an L..C. L, 
shipment consigned to this point without a release by the ship 
per, may be said to have waived its right to place upon the 
shipper the risk of injury to the shipment, unless the shipper 
insisted upon the carrier receiving the goods for transportation 
and was willing to execute a release. 
































































































































AIR MAIL SERVICE 


The loss of but one business day for mail in transit between 
the Atlantic and Pacific coasts is the goal toward which the air 
mail service is working, according to an announcement by 
Postmaster-General New. That feat would be recorded when 
the entire transcontinental route was lighted, he said. Already 
the way is lighted from New York to Salt Lake City and Con- 
gress is expected to provide, at the coming short session, funds 
for completion of the last leg. 

When that fact is accomplished planes will be enabled to 
leave New York and San Francisco at the close of the business 
day, instead of in the morning, as at present, and to deposit 
mail on the opposite side of the continent in time for early 
delivery on the second- morning. Saturday’s mail, on such a 
schedule, would be delivered Monday morning, giving to New 
York’s business mail destined to the Pacific coast the same serv- 
ice it would get to Brooklyn, and giving to San Francisco com- 
parable delivery time in New York to that of mail addressed 
to Oakland, according to the department. 
































































































RATES ON LAUNDRY TUBS 


Hearing in docket 18475, Chicago Granatine Manufacturing 
Company against the Illinois Central, was held before Examiner 
Walsh in Chicago, November 29. 

The complaint alleges that rates charged on cement laundry 
tubs and parts, in carloads, from Chicago to New Orleans were 
unreasonable and prejudicial to the complainant in the period 
from October 13, 1923, to February 16, 1925. The rate com- 
plained of was $1.03 a hundred pounds. The complainant is 
now enjoying a rate of 81 cents. Reparation is asked down to 
the 81-cent rate. 

Joseph B. Ryan, superintendent, Chicago Granatine Manu- 
facturing Company, presented a statement of the shipments in- 
volved; showed that the freight was borne by the complainant, 
and explained the competition to which the complainant was 
subjected. He said the product of his company sold in New 
Orleans for $11.50 and that cast-iron enamel tubs, the principal 
article of competition, which enjoyed a rate of 81 cents a hun- 
dred pounds at the time complainant was paying the higher 
rate, sold for approximately $20. It was held that the higher 
rate paid by complainant resulted in a market disadvantage at 
the destination in question. 

S. E. Slania, traffic manager for the complainant, presented 
information relative to the rates applicable on cement washing 
tubs and similar articles. He said that, at the time complainant 
was paying a rate of $1.03 from Chicago, the combination rate 
on St. Louis was less than that and that, at the same time, 4 
rate of 96.5 cents from Sheboygan, Wis., to New Orleans was 
in effect, Sheboygan being about 130 miles north of Chicago. 

F. C. Furry, assistant general freight agent, Illinois Central, 
for the defense, pointed out that, on the complainant’s applica 
tion for the 81-cent rate, it had been expeditiously granted, but 
that there had been no mention of reparation at that time. He 
presented an exhibit setting forth car-mile and ton-mile earnings 
on the rate complained of to substantiate his contention that 
the rate was not unreasonable and said he did not believe the 
difference of 88 cents added to the price of the commodity 
question by the high rate actually worked any disadvantage to 
complainant, inasmuch as the nearest competing article sold 
for a figure in excess of $7.50 above the price of the cement 
washing tubs. He said the situation complained of could hardly 
affect sales materially by diverting them to the higher priced 
article in the light of the relatively small fraction of cost reP 
resented. by the alleged excess rate. 






CI 

























December 4, 1926 THE TRAFFIC WORLD 1341 


| BONDED BY , ~ BONDED BY 
Si u.S.GOVT. <= o> STATE 


ery aS FF 


ST.LOUIS = oe a ST.LOUIS 
TERMINAL WAREHOUSE is : TERMINAL WAREHOUSE 
* COMPANY x * COMPANY * 


- SERVICES - 


GENERAL STORAGE 
FREIGHT FORWARDING 
POOL CAR DISTRIBUTING 
CARTAGE-CITY DISTRIBUTION 


"=< eS SS 


ary Tr aoe rao 


Electric Railway Transportation 








. IS A GUARANTEE FOR THE 

:} Dependable Movement of Freight 
Service Increased Time Reduced 

: You Are Sure of Quick Delivery 
: For specific information, address 

a L. E. EARLYWINE, Chairman 


| CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


308 Terminal Building INDIANAPOLIS, INDIANA 













































r= 





enamtic : 


Digest of New Complaints | 


. 18976. Northwestern School Supply Co., Minneapolis, Minn., vs. 

D. L. & W. et al. 

Unreasonable charges on slate slabs from Pen Argyle, Pa., to 
Minnesota Transfer, Minn., and from Minnesota Transfer to 
Ames, Iowa. Asks rates for the future, and reparation. 

No. tele . ew Grocery Co. et al., Waco, Tex., vs. Atlanta & West 
oint et al. 

Rates in violation of sections 1 and 3 of the act, on pickles from 
Minnesota, Colorado and Alabama to Waco, Tex. Asks rates for 
future and reparation. 

No. 18995. Quiroga & Co., Inc., New Orleans, vs. Santa Fe et al. 

Rates in violation of first four sections of the act, on eggs from 
points in Kansas, Missouri and Oklahoma to Key West, Fla., for 
export to Havana. 

No. 18995. Sub. No. 1. Same vs. Same. 

Rates in violation of sections 1, 3 and 4 of the act, on eggs, from 
points in Kansas to New Orleans, La. Asks rates for future and 
reparation. 

No. 18996. Romann & Bush Pig Iron & Coke Co., St. Louis, Mo., 
vs. Santa Fe et al. 

Unreasonable and discriminatory charges in violation of section 
6 of the act, on smithing coal from San Diego, Calif., to Los 
Angeles, Calif. Asks reparation. 

18997. Wesson Coal Co. et al., 
Pacific et al. 

Rates in violation of the first three sections, of the act, om coal 
from mines in Kansas and Missouri to Topeka and Lawrence, 
Kans. Asks rates for the future, and reparation. 

18998. Milne Chair Co., Chattanooga, Tenn., vs. Seaboard et al. 

Rates in violation of section 1 of the act, on three ply or 
built-up lumber from Cheraw, S. C., to Chattanooga, Tenn. Asks 
rates for the future, and reparation. 

No. 18999. T. S. Southgate, trading as Southgate Molasses Co., Nor- 
folk, Va., vs. Aberdeen & Rockfish et al. 

Rates in violation of section 1, 3 and 13 of the act, on molasses 
in barrels, in carloads, and less carloads, from Norfolk and 
Portsmouth, Va., to points in North Carolina. Asks rates for 
the future, and order commanding defendants to cease and desist 
from applying lower intrastate rates on molasses moving between 
points in North Carolina than are contemporaneously applied 
interstate on like traffic from Norfolk and Portsmouth, Va., to 
North Carolina points. 

No. 19000. F. E. Reed Glass Co., Rochester, N. Y., vs. Boston & 

Albany et al. 

Unreasonable rate on cullet from Clicquot, Mass., and South- 
boro, Mass., to Rochester, N. Y. Asks rates for the future, and 
reparation. 

No. 19001. Calumet Baking Powder Co., Chicago, IIll., vs. B. & O. etal. 
Unreasonable rates on baking powder from Chicago to various 





Topeka, Kans., vs. Missouri 


No. 


destinations-in C. F. A. and eastern trunk line territory. Asks 
reparation. 
No. 19002. ‘Thomson Brothers Rock Co. et al., Kansas City, Mo., vs. 


Santa Fe et al. 

Rates in violation of Sections 1, 3 and 13 of the act, on crushed 
rock or stone and/or gravel from points in Kansas to points in 
Missouri. Asks rates for the future. 

No. 19003. Commercial Exchange of Philadelphia, Pa., West 
Shore et al. 

Rates and charges in violation of Section 3 of the act, in con- 
nection with exports of grain from the port of Philadelphia as 
compared with charges at port of New York; alleges that defend- 
ants give undue and unreasonable preference and advantage to 
the port of New York and to merchants exporting through that 
port and subject complainants and port of Philadelphia to undue 
and unreasonable prejudice and disadvantage. Asks cease and 
desist order and rates and charges for the future. 

No. 19004. Shearman Concrete Pipe Co., Little Rock, Ark., vs. Rock 
Island et al. 

Rates tn violation of Sections 1 and 3 of the act, on concrete 
sewer pipe from North Little Rock, Ark., to points in Oklahoma. 
Asks rates for the future, and reparation. 

No. 19005. A. J. Airis Estate, Eau Claire, Wis., vs. C. M. & St. P. 

Unreasonable charges on coal from Duluth, Minn., to Eau 
Claire, Wis. Asks reparation. i 

No. P wey —— Brilliant Sand Co. et al., Steubenville, Ohio, vs. B. & 

. et al. 

Rates in violation of the first three sections of the act, on sand 
and gravel from Brilliant, East Liverpool and Steubenville, Ohio, 
to destinations in Pennsylvania and West Virginia, and from Fol- 


vs. 


—- W. Va., to points in Pennsylvania. Asks rates for the 

uture. 

No. keg Cc. A. Bryant Co., Inc., et al., Dallas, Tex., vs. Santa Fe 
et al. 


Rates and charges in violation of Section 1 of the act, on 
school desks, theater chairs, etc., from North Manchester, Ind., 
Grand Rapids, Mich., and Hickory, N. C., to points in Texas. 
Asks rates for the future, and reparation. 

No. 19008. Dairymen’s Feed & Supply Co., Los Angeles, Cal., vs. Ari- 
zona Eastern et al. 

Unreasonable rates on hay from points in Arizona to points in 
California. Asks reparation. 

No. 19008, Sub. No. 1. R. F. Banfill, Los Angeles, Cal., vs. Arizona 
Eastern et al. 

Same complaint and prayer. 

No. 19008, Sub. No. 2. Dairymen’s Feed & Supply Co., Los Angeles, 
vs. Santa Fe et al. 

Same complaint and prayer. 

No. — Batey-Fleming Co. et al. Jacksonville, Fla., vs. Seaboard 
et al. 

Charges in violation of first three sections of the act, on cleaned 
rice from Crowley, La., to Jacksonville. Fla. Asks cease and de- 
sist order, establishment of minimum weight in period shipments 
moved and waiver of collection of undercharges. 

No. 19010. 
et al. 

Unreasonable rates on sheet bars from Newport and Andrews, 
Ky., to Indianapolis, Ind. Asks rates for future and reparation. 

No. 19011. Nestles Food Co., San Francisco, Cal., vs. Minneapolis, St. 
Paul & Sault Ste. Marie et al. Charges in violation of first three 
sections of the act, on tin cans from Mt. Clare, Md., Weirton, W. 
Va., and Burlington, Wis., to Salida, Hollister and Gonzales, Cal. 
Asks reparation. 

No. a Louisville (Ky.) Live Stock Exchange et al. vs. L. & N. 

et al. 
Unreasonable rates on live stock from Edwards, Miss., to Louis- 
ville, Ky. Asks reparation. 
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No. 19012, Sub. No. 1. Same vs. Same. 

Same complaint and prayer as to shipments of live stock from 
Pulaski, Tenn., and Mayhew, Miss., to Louisville, Ky. 

19012, Sub. No. 2. Same vs. Same. 

Same complaint and prayer as to shipments of live stock from 
West Point and Mayhew, Miss., Rives and Union City, Tenn., to 
Louisville. 

19012, Sub. No. 3. Same vs. Illinois Central. 

Same complaint and prayer as to shipments of live stock from 
Ripley and Obion, Tenn., to Louisville, Ky. 

19012, Sub. No. 4. Same vs. L. & N. 

Same complaint and prayer as to numerous shipments of live 
stock from points in Tennessee and Alabama to Louisville. 
19012, Sub. No. 5. Same vs. Same. 

Same complaint and prayer with respect to shipments of live 
stock from Tennessee points to Louisville. 

- 19012, Sub. No. 6. Same vs. Same. 

Same complaint and prayer with respect to shipments of live 
stock from Tennessee points to Louisville. 

Pg np a Lumber Co. et al., Atlanta, Ga., vs. A, 
. et al. 

Unreasonable rates and charges on window glass from Shreve. 

port, La., to Atlanta, Ga. Asks rates for future and reparation. 


RAILROAD WAGE AWARD 


The Trafic World New York Bureau 


No. 


No. 


No. 


No. 


The first decision of the board of arbitration operating un. } 


der the Watson-Parker railroad act was given out in New York 
December 2. It awarded 89,000 conductors and trainmen on 
eastern roads an increase of 7.5 per cent in wages, or approxi- 
mately $15,000,000 a year. The employes had asked a 19 per 
cent increase on approximately fifty roads, which would have 
meant a raise of about $1 a day and $38,000,000 yearly. The 
advance averages about 42 cents a day. The increase is effec. 
tive as of December 1. It settles a dispute of a year’s standing 
between the unions and the roads. 

The award was made by a vote of 4 to 2 of the board. 
Edgar E. Clark, former chairman of the Commission, and Wil- 
liam D. Baldwin, of the Otis Elevator Company, representing 
the public on the board, voted with the railroad union men. 
bers, who are E. P. Curtis, general secretary, Order of Railway 
Conductors, and Daniel L. Cease, editor, the Railway Trainman. 
Dissenting votes were cast by the railroad representatives, 
Robert V. Massey, assistant vice-president of the Pennsylvania, 
and William A. Baldwin, vice-president of the Erie. 

In addition to wage increases the board ruled on working 
conditions, some of which were changed or modified. In their 
dissenting opinion, Mr. Baldwin and Mr. Massey held that the 
evidence and argument had failed to support any claims of un- 
favorable conditions or to bring forth new facts that would 
justify a wage increase at this time. 


ALASKA ROAD PUNISHED 


The Commission has been advised that the Anthracite Rail- 
road Company of Alaska and Charles R. Davis, its general man- 
ager, have pleaded guilty to selling its bonds at a price less than 
authorized by the certificate issued by it authorizing the issu- 
ance of the bonds. Each has paid a fine of $5,000 for that 
disregard of the law. The company was indicted, in five counts, 
accusing it of issuing its bonds at 77.5 per cent of par notwith- 
standing the fact that the Commission’s certificate authorized 
their sale at not less than 90. The general manager was accused, 
- ag counts, of assenting to the unlawful issuance of the 

onds. 

In 67 I. C. C. 668, the Commission authorized the Anthracite 
company to issue 1500 bonds at not less than 90. The indict- 
ments alleged 559 were issued at 77.5 of at $71,000 less than 
the amount that would have been realized had the terms of the 
certificate been observed. 

Z. W. Scott, of the Commission’s Bureau of Inquiry pre- 
sented the matter to the grand jury which returned the indict- 
ments in 1925. The district attorney’s office in southern district 
of New York, in which jurisdiction the indictments were re- 
turned, handled the case after the accusation crystallized in the 
indictments. 


ADDITIONS TO ROLLING STOCK 


Class I railroads the first ten months this year installed 
1,839 locomotives, the car service division of the American 
Railway Association announced November 29. This was an in- 
crease of 347 locomotives over the number installed in the cor- 
responding period last year and 69 locomotives over the number 
installed in the corresponding period in 1924. Of the total num- 
ber installed so far this year, 175 were placed in service in 
October. Locomotives on order on November 1 this year totaled 
334, compared with 218 on the same date last year and 358 on 
the same date in 1924. 

Freight cars installed in service the first ten months this 
year totaled 93,979, a decrease of 25,264 under the corresponding 
period in 1925, and a decrease of 43,390 under the corresponding 
period in 1924. Freight cars installed in October this year 
totaled 8,596, including 3,704 box cars, 3,218 coal cars and 220 
refrigerator cars. Class I railroads on November 1 had 14,646 
freight cars on order, compared with 24,606 on the same date 
last year and 40,760 on the same date in 1924. 

These figures as to freight cars and locomotives include new 
and leased equipment. 
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Note. items in the Docket marked with an asterisk (°) are new, 
aaving been added since the tast issue of The Traffic World. Cancel- 
‘ations and postponements announced too late to show the change in 
thie Docket will be noted elsewhere. 


December 6—Milwaukee, Wis.—Examiner Archer: 
17713—Edward Nordman, Commissioner of Markets of State of Wis- 
consin vs. Aberdeen & Rockfish R. R. et al. 


December 6—St. Louis, Mo.—Examiner Ames: 
“—" (and Sub. No. 1)—Iola Cement Mills Traffic Assn et al. vs. A. 
& S. F. Ry. et al. 
18264 “Lehigh Portland Cement Co. vs. A. T. & 8S. F. ¥- et al. 
18299—-Kansas Portland Cement Co. vs. A. T. & S. Ry et al 
(further hearing). 


December 6—Chicago, Ill._—Examiner Walsh: 
I. = S. 2793—Lumber from Chicago, Ill., to Illinois and Wisconsin 
points. 


December 6—Dallas, Tex.—Assistant Director Burnside: 
Finance 5472—Application Gulf, Colorado and Santa Fe Ry. for 
authority to construct and operate a line of railroad in Dallas 
county, Tex. 


December 6—Shreveport, ~~ aoe & Disque: 

16002—Roy A. Gibson vs. K. C. Ry. et al. 
18702—Tenn.-Ark. Gravel Co. the “Mo. Pac. R. R. 

December 7—Minneapolis, Minn.—Examiner Weaver: 

1. & S. 2789—Grain and grain products from stations on the Northern 
Pacific Ry. in N. D. to St. Louis, Mo., etc. 

December 8—New York, N. Y.—Commissioner Lewis and Examiner 
Mullen: 

1. & S. 2635 and first supplement—Milk and cream between New Eng- 
land points. (Further hearing.) 

December 8—Argument at Washington, D. C.: 

i. & S. 1953—Lignite coal from N. D. to stations in N. D., S. D. 
and Minn. 
& S. 2743—Sugar between Louisiana and Texas points. 

times No. 4270—Application of W. W. Wheelock and W. G. Bierd, 
as receivers of the C. & A. R. R., and the C. & A. R. R. for 
ae te to abandon operation of the Rutland, Toluca & North- 
ern R, 

* Finance No. 5547—In the matter of the application of the Denver & 
Salt Lake Ry. for authority to issue stock and bonds. 

* Finance No. 5548—In the matter of the application of the Denver & 
Salt Lake Ry. for authority to acquire and operate the line of 
railroad of the Denver & Salt Lake R. R. 

* Finance No. 5773—In the matter of the application of the Denver & 
ag eee Ry. to acquire control of the Northwestern Terminal 


R. R. 

* Finance No. 5730—In the matter of the application of the North- 
western Terminal R. R. for authority to acquire and operate the 
line of railroad of the Northwestern Terminal Ry. 

* Finance No. 5731—In the matter of the application of the North- 
western Terminal R. R. for authority to issue stock and bonds. 

December 9—Chicago, Ill.—Examiner Walsh: 
18432—Armour & Co. vs. A. C. L. R. R. et al. 

December 9—Washington, D. C.—Examiner Peterson: 
= Ey —_ No. 1)—Potomac Elecrtic Power Co. et al. vs. C. & 

O. Ry. et al. 

December 9—Minneapolis, Minn.—Examiner Weaver and Commissioner 
McAnamy: 

‘Il. & S. 2785—Cedar —~ and piling from North Pacific Coast to 
destinations east of Rocky Mountains. 

9971—National Pole Co. vs. A. T. & S. F. Ry., Director General, 
as agent, et al. 
- & S. 2785 (ist supplemental order)—Cedar poles and piling from 
* a Pacific Coast to destinations east of Rock Mountains. 

December 9-10—Argument at Washington, D. C.: 

i. S. 2560—Commodity rates to and from Gulf Ports. 
12798—Galveston Commercial Association vs. G. H. & S. A. Ry. et al. 
17850—North Texas Petroleum Traffic Bureau vs. A. & S. Ry. et al. 

December 10—Chicago, IIl.—Examiner Walsh: 
18844—Aluminum Co. of America vs. A. T. & S. F. Ry. et al. 

December 11—Argument at Washington, D. C.: 
nae Lake & Utah R. R. vs. A. T. & S. F. Ry. et al. 

1. & ae Routing on Westbound Transcontinental 
trafic via S. L. & U. R. 

1. & S. erii-—Resteictions in Routing via Salt Lake & Utah R. R. 
on westbound Transcontinental Traffic. 

December 13—Washington, D. C.—Examiner Konigsberg: 
15199—Washington Publishers’ Assn. et al. vs. B. & O. R. R. et al. 
15229—Evvening Star Newspaper Co. vs. Can. Pac. Ry. et al. 

Ley oy -Co- + ete Educational and Publishing society vs. B. 
(Further ‘Gases on question of damage.) 


December 13—Washington, D. C.—Examiner Law: 
Finance No. 3633—Excess Income of the Bessemer & Lake Erie 


— 3 
Finance No. 3966—Excess Income of the Union R. R. Co. (of Pa.). 


December 13—St. Louis, Mo.—Examiner Disque: 
1. & S. 2755—Stoves and gas ranges from eastern points to Pacific 
Coast states, transcontinental. 
17075—Peninsular Stove Co. vs. Mich. Cent R. R. et al. 


December 13—Chicago, Ill—Examiner Walsh: 


-&S&. Pig iron between points within Central Freight Associa- 
tion Territory 
* 1. & S. 2788 (first supplemental order)—Pig iron between points 


within Central Freight Association territory. 


December 13—New York, N. Y.—Examiner Satterfield: 
17489 _ Sub. Nos. 1 and 2)—Certain-teed Products Corp. vs. A. 
& R. R. R. et al. 
December 14—Memphis, Tenn.—Examiner Glover: 
Fourth Section Application 2331 filed by St. St. L.-S. F. Ry. 
Fourth Section gg awe 2421, oe 2474 filed by St. L.- 4 F. Ry. 
Fourth Section 12210—Filed b . L. Speiden. 


Fourth Section Application 1 618 (portion) filed by F. A. 


iS ane 
Leland. 
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Fourth Section Application 12835 filed by F. A. Leland. 

Fourth Section Application 12873 filed by Mo. Re R, R. 

Fourth Section Application 12890 filed by G. & N. R. R. 

Fourth Section Application 458 ieoatinar filed t by N. C. & St. L. Ry. 
Fourth Section Application 12898—Filed by Columbus & Greenville 


Ry. 
Fourth Section Application 12907—Filed by J. Johanson. 
Fourth Section Application 12958—Filed by G. i & N. R. R. 
= _ Section Application No. 4948 filed by N. O. M. & 


Gocuenter 14—Seattle, Wash.—Commissioner McAnamy and Examiner 
eaver: 
18635—In the matter of application of Great Northern Ry. for an 
order requiring the Northern Pacific Ry. to grant the Great North- 
ern Ry. the use of certain terminal facilities at Seattle, Wash. 
December 15—St. Louis, Mo.—Examiner Disque: 
* 18922—East Side Manufacturers’ Assn. vs. A. & R. R. R. et al. 


December 15—Washington, D. C.—Examiner Boat: 
Fourth Section Application 12696—Filed by H. Wilson. 
ee) Section Application Nos. 12853 and 12870—Filed by F. L. 
peiden. 
Fourth Section Application Nos. 4309, 601, 1546, 609 et al. 
oer 15—Seattle, Wash.—Commissioner McAnamy and Examiner 
eaver: 
1. & S. 2785 (1st supplemental order)—Cedar poles and piling from 
North Pacific Coast to destinations east of Rocky Mountains. 
December 15—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director General, A. & V. Ry. 


et al. 
= D Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 
19986— Central Cement & Supply Co. et al. vs. A. & W. P. R.R. 


- {a Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen and Jemison Co. et al. vs, A. G. S. BR. R. et al. 
December 15—Washington, D. C.—Examiner Law 

—— P 3984—Excess Income of the West Virginia Northern 

oO. 
December 15—Seattle, Wash.—Examiner Weaver and Commissioner 
McAnamy: 

9971—National Pole Co. vs. A. T. & S. F. Ry., Director General, 

as agen’, et al. 

1 & 2785—Cedar poles and piling from North Pacific Coast to 

deetieatas east of Rocky Mountains. 
December 16—St. Louis, Mo.—Examiner Tere: 

* 18834—T. J. Moss Tie Co. vs. B. & O. R. R. 
December 16—Argument at Washington, D. C.: 

15006—In the matter of rates, charges, classifications, regulations 
and eres governing the transportation of anthracite coal. 
16555—C. L. Amos Coal Co. vs. L. V. R. R. et al. 

1. & S. 2637—Anthracite Coal, Pennsylvania to New Jersey, New 

York and Pennsylvania, 

December 17—New Orleans, La.: 

* 17000—Rate Structure Investigation, Part 3, Cotton. 

* 18390 (and Sub. Nos. 1 to 10, incl.)—Arkansas Cotton Growers’ Co- 
operative Assn. vs. A. & R. R. R. et al. 

* 18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. etal. 

—_ Commission of Oklahoma vs. A. T. & S. F. Ry 
et al. 

December 17—St. Louis, Mo.—Examiner Disque: 

* 18686—Fulton Bag & Cotton Mills vs. C. C. C. & St. L. Ry. et al. 

* 18677—Illinois Supply Co. vs. Sou. Ry. et al. 

December 17—Argument at Washington, D. C.: 

Finance No. 3908—Excess Income of St. Louis. & O’Fallon Ry. 

Finance No. 4026—Excess Income of Manufacturers Ry. 

16719—-Southern Agricultural Chemical Corp. vs. A. & V. Ry. et al. 
December 18—St. Louis, Mo.—Examiner Disque: 

* 18433—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 


December 18—Argument at Washington, D. C.: 
15255 ae Sub. No. 1)—Chestnut and Smith Corp. et al. vs. A. &R 


n. al. 
ae (and Sub. No. 1)—Indian Refining Co., Inc., vs. L. & N. R.B 
et al, 

December 20—St. Louis, Mo.—Examiner Disque: 

* 16323 (and Sub. Nos. 1 to 3, incl.)—The Scott County Milling Co. et 

al. vs. Butler Co. R. R. ‘et al. 

December 20—Washington, D. C.—Examiner Konigsberg: 
18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. sy al. 
—— Mineral Water & Beverage Assn. vs. B. & O. R. i 

et al. 

December 20—Argument at Washington, D. C.: 
= aw Sub. _— 1 and 2)—Nebraska State Ry. Commission Vs. 

y. eta 
1i7 Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al 
17536—Rates and minimum weights on salt within the state of Ohio. 

December 21—Argument at Washington, . C2 
16016—Savannah Traffic Bureau, Inc., vs. & A. Ry. et al 


et al. 


— pas Sub. 1)—Sinclair Wyoming On ‘Co. vs. C. & N. W. BY: 
et al. 
16696 (and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing C® 
es Cc. & A. BR. RK. et al. 
16479 (and Sub, 1)—Southern Sewer Pipe Works vs. L. & N. RB. ®& 


Finance No. 5656—Acquisition of control of Buffalo, ¥ Pat & 
Pittsburgh Ry. by Delaware & Hudson Co. 
December 22—Cincinnati, O.—Examiner Disque: 
* 18755—Burger Bros. Co. vs. A. & B. B. R. R. et al. 


December 22—Argument at Washington, D. C.:: ry 
7? oe Commerce of Beaver Dam, Wis., et al., vs. A. © 
y. eta 
16951—Manufacturers’ Assn. of Chicago Heights on behalf of Amé™ 
ican Manganese Steel Co. vs. Penna. R. R. et al. 
17188—Sub. 3—Chicago Fire Brick Co. vs. C. & N. W. Ry. et al. RY 
17a00—Kalamasoo Vegetable Parchment Co. vs. C. K. & S. * 


17767" (and Sub. 1)—Manufacturers’ Association of Chicago Height 
et al. vs. A. T. & S. F. Ry. et al. 
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New, Fast and Dependable 
Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, Nickel 
Plate, L. E. & W. District and connections— 


Rates now applicable via this route on traffic to and from Chicago 
and points beyond; also to and from the west. 


Connections in Chicago with Elgin Joliet and Eastern Railroad 
(Chicago Outer Belt), Baltimore and Ohio Chicago Terminal and 
Pullman Railroad — give direct connections with all lines to and. 
from Chicago. 


The South Shore Line has completely rehabilitated and re-electrified 
its property within the last year, adding new electric freight loco- 
motives, new steel passenger equipment, laid new ballast over the 
entire line and several miles of new 100-lb. rail, making it one of 
the most modern electrically operated railroads in the country. 





CHICAGO OFFICE | ey 
Room 605, 79 West Monroe Street és. 
F. W. Shappert, Ass’t to Vice-President 4 
Wm. Petersen, Traffic Manager 
C. L. Binger, Commercial Agent 


SOUTH BEND OFFICE 
301 North Michigan Street 

A. W. Oberfell, Commercial Agent 

C. R. Taylor, Traffic Representative 








GARY OFFICE 
Third Ave. and Adams Street 
R. E. Frantz, Traffic Representative 





One of the 80-ton electric locomotives used in South Shore Line freight service. 


Chicago South Shore and South Bend Railroad 
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AND 
Eastern Connections 


POOLE BROS. CHICAGO. 


TORONTO 
2, 





THE TRAFFIC WORLD Vol. XXXVIII, No. 24 § 


PORT oF SEATTLE 


Shortest, Most Direct Route to the Orient 


Decem 


EFFICIENTLY PLANNED 
TERMINALS 


The Port of Seattle’s terminals are not only large and com- 
modious but they are planned to handle cargoes efficiently 
with resulting economy. In addition to the wharves and 
transit sheds, large modern fireproof warehouses are located 
as close to the shipside as possible, separated only by two or 
three depressed tracks from the transit shed, so that freight 
can be unloaded from the vessel, transported across the wharf ° 
and placed in permanent storage by one handling movement. 
Warehouses specialized for the handling of various commodities 
are available, which insure the greatest economy and dispatch. 


Low Storage Rates — Low Insurance Rates — Served by Four 
Transcontinental Railroads. 


Unexcelled Facilities for Handling Oriental Shipments. 


ADDRESS 


PORT oF SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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™ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway............. Pennsylvania........... 

Canadian National Railways.......... jv Rouses Point, N. Y. Lehigh Valley .......... i Wilkes-Barre Pa. 

Quebec, Montreal & Southern........ Central R. R. of N. J.. 

Boston & Maine................... via Mechanicville, N. Y. ia ch io wooed ‘a Binghamton, N. Y 

Boston & Albany................... via Albany, N. Y. Lackawanna........... via Binghamton, NN. I. 
Lehigh Valley.......... via Owego, N. Y. 














DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


























ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. > nee Agent, A. be — Freight Agent, 
ng ain Street 
c. r oe —— Freight Agent, PHILADELPHIA, BA —Telephone Rittenhouse 1271 
ATLANTA, GA.—Telephone Walnut 5464 ne 
ae Fe’ rn Agent, 1420-26 South Penn Square 
ley Building eet 
BOSTON, MASS.—Telephone Liberty 4106-4107 a rine gp gy 
F. H. Wheeler, New England Freight Agent, * "$8414 Baomer Scllies eens 
429-430 Beet + od of Commerce Building . A. Dietz, General ee ll Coal Agent 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Building _— 
H. W. Haas, General Agent, Freight Department, PLATTSBURG, N. Y.—Teleph 
722 Ellicott Square Building i BL. Bow Divs Pete ae 
CHICAGO, ILL.—Telephone Wabash 8994 Kg ay nb seeeaaaaaae 
J. A. Flanders, Jr., General Agent, Freight Dept., SCRANTON, ee 
1101-02 Webster Building, ANTO PA. — Telephone Bell 4751 
327 South LaSalle St. J. J. oarle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. — MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 Pi o21-1022 Pierce Building 
Max V. Beckstedt, General Agent, Freight Dept., nants 4 is Y¥.—Telephone 765 
1446-48 Woolworth Building, Forster, Division Freight Agent, 
233 Broadway “whee Station 


' 
W. G. Story, General Freight Agent, Albany, N. Y. 

6 F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 6 

F. W. Nyland, Coal Freight Agent, Albany, N 

C. E. Rolfe, Assistant General Traffic Manager, Albany, nN. ¥. 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 Ww. J. MULLIN, J. T. LOREE, 9 
General Traffic Manager Vice-President and General Manager 


ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE — 
BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 





ROUTE OF 
THE MONTREAL LIMITED 
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Your copy of the new 
Gerrard Catalogue con- 
tains valuable packing 
and shipping information. 
What is your address? 


THE TRAFFIC WORLD 


GERRARD 


| hele Tat Binds) 


Let Uni-Lastic Stowage 
Pay the Freight 


The true value of Gerrard Uni-Lastic Stowage can- 
not be measured, although the saving over wood 
bracing averages from $2.00 to $3.00 per car be- 
fore the shipment leaves your tracks—not includ- 
ing the savings in freight paid on heavy wood 
dunnage. 


Added to the dollars and cents savings are the 
satisfied customers who open the cars and find the 
contents in good order. 


The success of Uni-Lastic Stowage in the ship- 
ment of materials in barrels, drums, tierces, boxes, 
crates, radiators, roll paper and skid paper has re- 
sulted in a nation wide adoption of this better stow- 
ing method, which provides greater protection at 
lower cost. 


When your customers complain about bad order 
shipments—when claims mount up—when ship- 
ping costs are too high—send for a Gerrard engi- 
neer. He will study your problem and make his 
recommendations without obligation to you. 


GERRARD WIRE —— MACHINES CoO. 


1944 South 52nd Avenue 


CHICAGO, ILL. 
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North 
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4500 Miles 







Serving the 
‘ Heart of the 
of its , Great 
Own Lines 


Northwest 












THE FLOUR INDUSTRY THE STEEL INDUSTRY 

















To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
QWINNIPEG company same to Canadian port of 
entry. 
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ALWAYS DEPENDABLE 
AGENCIES 


MANITOWOC 
0 






SAINT PAUL 








MILWAUKEE 





Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 3rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank “CHICAGO 





Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., 


Trust Bldg. : Minn. Soo Li ‘and Mar- San Francisco, Cal., 675 Market St. 
Chippewa Falls, Wis. oor Minn., Soo Line Bldg., 5th St. and Mar Sault Ste. Marie, Mich. 
Cincinnati, O., 709 ‘Traction Bldg. 2 









see - i. Neenah, Wis —— ane 5564 pcg 
Cleveland, O., 915 Union Trust ig. : ie pokane, -» 1006 Old Nat'l Bank Bldg. 
Detroit, Mich., 311 Transportation Bldg. New ¥ =" -Y., a Superior, Wis. 

Duluth, Minn., 320 West Superior St. Omaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1113 Pacific Ave. 

Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg, Locust St. at 15th. Waukesha, Wis. 


Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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